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...or yours either when you 


move employees by Greyvan | saves time, effort, and worry about the qual- 
ity of service your employees will receive. 


@ Make moving completely carefree for both your- 
self and your employees by having Greyvan move 
their household goods. 


In spite of these many advantages, Greyvan 
service costs no more than that of 2,200 other 
carriers under the same I. C. C. tariff! Call 
Knowing Greyvan’s proven ability in skillful pack- the Greyvan representative listed in your 
ing and unpacking, scientific loading, careful driv- classified telephone directory for complete 
ing, and extra caution in every phase of the process, information. 

your employees can rid their minds of all moving 
worries the instant Greyvan enters the picture. As 
a result, employees and their families arrive at their 
new homes with morale high and enthusiasm un- 
impaired. 


Greyvan makes your part of the job easier, too— PAVAN 


The Chotce of mericas Leading Tuffic Managers 


OVER 400 BRANCHES AND AGENTS IN PRINCIPAL CITIES 


GREYVAN LINES, INC. 
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In this issue of the Traffic World there appears 
for the first time a feature which we hope to make 


P ja permanent part of our service to our readers—a spe- 


jcial section devoted to mechanical handling and mod- 
jern packaging practices. The term “materials han- 
idling” has become common, in the movement of 
materials in receiving and production and commodities 
in shipping and transportation, to. describe various 
methods and devices used to perform those functions 
efficiently and economically. 

“Mechanical handling” seems to us to be a term 
more descriptive of modern developments in the field. 
Materials handling, unfortunately, still is performed by 
means of manual toting and stacking, or with the aid 
of only such comparatively primitive devices as wheel- 
barrows and hand trucks. 

Progress lies only in the adoption of such mechan- 
ical aids as lift trucks used in combination with pal- 
letized loads; various combinations of gravity convey- 
ors; belts and overhead chain conveyors and the like. 
Thus, it would seem that the truly descriptive term, 
as indicated, is mechanized handling. 

Efficiency of these newer mechanized facilities, 
however, is attained only when they are operated for 
the handling of units that are designed to be used with 
them. Thus palletizing and the use of lift trucks go 
together as naturally as the homely ham and eggs or 
that other humorous but still tasty combination, corned 
beef and cabbage. 


Stacking and loading for efficiency in handling and 
economy in transportation mean packages designed 
with that purpose in mind. Hence, as we see it, mech- 
anized handling and competently engineered packaging 
are an inseparable pair. 

It is because of that hard logic that our new sec- 
ition, to appear hereafter in the Traffic World of the 
second issue of each month, has been dedicated to these 
new twins of efficient distribution—mechanized han- 
dling and proper packaging. 

Our project, however, is based not solely on the 
conviction engendered in our own minds by observa- 
tion over a number of years, but perhaps more on the 
Opinion of long time readers of the Traffic World that 
these functions are properly part of the work of the 
modern traffic department. 
| Take, for instance, the best interests of the pro- 
duction plant that has determined completely to mech- 
anize its materials and products handling. When the 
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investment in that equipment is made originally, it is 
because of the efficiencies that promise to result from 
its use in the unloading of incoming freight and the 
moving of it to plant storage or stockpiles; on the 
intraplant movements of raw materials and semi- 
processed products as part of production, and, finally, 
on the moving of the product to finished stock and 
thence to cars, trucks or holds for shipment. 

It will be noted that the incoming and outgoing 
movements are traditional receiving and shipping room 
functions. Those two departments are normally under 
the jurisdiction of the traffic department. Hence, the 
selection of and control over the use of the equipment 
are quite properly in the hands of the traffic manager. 


UT WHAT OF THE EQUIPMENT used for intra- 

plant movements? Those movements are, of course, 
as much a part of the manufacturing process as some 
mixing, milling or machining operation, and the first 
thought is that the traffic manager has no interest in 
them and ought have no jurisdiction over them. 


There is this factor to be considered, however: 
Mechanical handling equipment, in order to produce its 
ultimate economies, must be used to the fullest, in 
terms of hours in operation each day. Thus, where 
lift trucks may be used for unloading incoming freight 
for an hour or two each morning, and for loading a 
comparable length of time in the afternoon, the infer- 
ence is that they would stand idle for a greater part 
of the day. Meanwhile, perhaps, other units may be 
busy in intraplant service. 

Obviously, the only sensible thing to do is to ar- 
range the schedules of the trucks and their operators 
so that they may be busy all day, without any distinc- 
tion between their unloading and loading services, on 
the one hand, and their services within the plant on 
the other. Any other plan would mean an investment 
in equipment far beyond that necessary, and, perhaps, 
the employing of a number of skilled operators without 
any attempt to use their services continuously during 
the working day. 

The only reasonable answer is that the selection, 
operation and maintenance of mechanized handling 
equipment throughout the plant must be placed under 
the supervision of one department—and the logical de- 
partment is the one set up to handle transportation 
generally. Of course, that is the traffic department. 

Again, here we are not merely expressing opinion: 
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—— HAUL TWICE THE LOAD 
by coupling your Small Truck toa RUEAAGF 


AVAILABLE IN 
18 AND 20 
FOOT LENGTHS 


es 


With a Fruehauf “Flyer” on the job, deliveries climb — 
Roller-mounted rear loads go up to 8 tons, pulled by your light delivery truck 
express gate has water- : : : ° ° 
snkad cgnnaé auen to — with little increase in your present operating cost. No 


protect cargo and shut out need to add another truck to move more goods — and 
prying eyes. Steel wire 


. 7 . ee ” 

tenth entuinediinn quecds increase congestion on city streets. Your “Flyer” gets 

loads against pilfering. around fast. The truck-and-Flyer combination turns in the 
same radius as the small truck which pulls it. 


i ee | SAVE FURTHER WITH THE 
Look at the sturdy under- | . 4 ile _s SHUTTLE Lae LO) (eo) 5 HAULING 


construction. Perfect pro- ' a 
gressive springing adjusts < be So, Sie a 
itself to the load applied. Rg : 
I-Beam axle, and radius 
rods with hair-line adjust- 
ment. Oversize brakes. 


Curb-side door—ideal 
for curb deliveries 
where “jackknifing” is 
impossible. All metal 
construction. — fitted 


with sturdy hinges - - - ONE TRUCK HANDLES SEVERAL TRAILERS 


and cam lock. 


Only with Trailers can you save like this. One Trailer is left at the 
loading point, another at the unloading point, while the truck is 
enroute with a third. Thus, your truck needs never be idle—service is 

sor TRU cxs A improved and delivery costs are still further lowered. 


FRUEHAUF World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. ¢« DETROIT 32 


69 Factory Service Branches 
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We are relaying the conviction of industrial traffic men 
as a group. 

Some months ago we wrote to several hundred 
traffic managers of the larger producing plants of the 
United States. On the subject, we said: 

“We have a feeling that the newer methods of 
materials handling—by lift trucks, fork trucks, gravity 
and belt conveyors, etc.—has had the effect of broaden- 
ing the jurisdiction of the traffic department. Here- 
tofore that department was concerned only with the 
loading of finished products into cars and trucks, and 
the unloading of raw materials from them. These oper- 
ations are being speeded and made more efficient 
through the use of the equipment mentioned. At the 
same time, similar equipment is replacing the slower 
and more laborious methods of handling materials 
within the plant. We know of several instances where, 
as a result, all materials handling equipment has been 
placed in a pool over which the traffic manager has 
been given jurisdiction. 

“You can help us by letting us have your views 
and opinions, first, as to how helpful such information 
will be to you and others in your department, and sec- 
ondly, what type of articles you would like to see in- 
cluded in these issues of the Traffic World.” 



































aa ee PERCENTAGE OF REPLIES was gratifyingly 
eck large and the length to which our correspondents 

i No went to give us the benefit of their views was greater 

<ieeguis' than we had a right to expect. | 

ae We were a little surprised to learn that in a con- 

: ay siderable number of instances the entire mechanized 


handling problem had already been turned over to the 
traffic manager for study and solution. As to the other 
and more numerous cases, the responding traffic man- 
agers, although they admitted that the responsibility 
for handling equipment was not unified in their plants, 
insisted almost to a man that it ought to be, and in the 
traffic department. 

Of the first named, we found that the types of 
firms varied. The traffic manager of a large mid- 
western food processing plant said that “materials 
handling and supervision of materials handling equip- 
ment, so far as the physical operations are concerned, 
is a traffic department function.” A large eastern coal 
company reported, through its traffic supervisor, that 
his department had jurisdiction over all of the equip- 
ment of his company’s operations. A northwestern 
| packing plant transportation manager said his depart- 





} 
| 





ILERS |} ment embraced “plant shipping functions and all of the 
bs edt: Me Materials handling problems incidental to intraplant 
| bs sr - transportation and products handling,” while the gen- 
| eral traffic manager of one of the largest baking enter- 
prises in the country, wrote: 
“TI do not know what the situation is in other large 
IT 32 


companies, but the materials handling problem in our 
company is directly under the jurisdiction of the gen- 
eral traffic department. We are not only responsible 
for devising ways and means of handling raw mate- 
rials and manufactured products at: lower cost, but we 














1001 


are also responsible for the selection of the right type 
of materials handling equipment, including skid plat- 
forms, hand lift trucks and power lift trucks.” 

Of the other replies, the majority contained state- 
ments such as these: “Mechanized materials handling 
should be the function of the traffic manager’; “as to 
materials handling, I think it is part of the traffic man- 
ager’s duties to butt in wherever he can’; “there are 
industries in which the traffic manager should take 
over and supervise materials handling, which would 
have the effect of broading the jurisdiction of the 
traffic department,” and “ have always been a firm be- 
liever that large organizations should have an engineer 
working directly with the traffic department for the 
improvement of handling and shipping methods.” 


F COURSE, there were some others—a very few— 

who gave it as their opinions that the Traffic World 
should keep mechanical materials handling out of its 
columns. One correspondent went so far as to say that 
inclusion of such matter would ‘‘cheapen” our publica- 
tion. 

The vast majority, however, said they would like 
to have us assist in keeping them informed of develop- 
ments in the adaptation of the new equipment to their 
uses, and through printing news about new equipment 
and devices as they came on the market. 

Our new department is a response to this col- 
lectively expressed desire. We thank them all for let- 
ting us have their views and we shall try hard to give 
them what they want. 


Tight Refrigerator Car Supply 
Brings Penalty Demurrage 


Penalty demurrage charges on refrigerator cars, suspended 
since August 25, have been reinstated by the Commission, divi- 
sion 3, effective at 7:00 a. m., October 15, by fifth revised serv- 
ice order No. 180, Demurrage on Refrigerator Cars. The instant 
order vacates fourth revised service order No. 180, and will 
expire at 7:00 a. m., May 1, 1948. 

The order applies to intrastate as well as interstate and 
foreign traffic. By its terms, it is not to be construed to alter 
the provisions of service order No. 70, as amended; or revised 
service order No. 112; or service order No. 135, as amended. 
The instant order will not apply to detention of refrigerator 
cars utilized in accordance with fifth revised service order No. 
104. It requires suspension, and announcement of suspension, 
of conflicting tariff provisions, but is not to affect demurrage 
rule 8 of Agent B. T. Jones’ tariff I. C. C. No. 3636 or similar 
rules in other tariffs relating to adjusting, cancelling or refund- 
ing tariff charges arising from the unusual conditions or cir- 
cumstances described in such rules. 

At the Commission it was said the supply of refrigerator 
cars was becoming tighter in the loading areas. 

Other pertinent portions of the order follow: 


Section 95.330. Demurrage charges on refrigerator cars. (a) (1) 
After the expiration of the free time lawfully provided by tariffs (sub- 
ject to modification by service orders), on a refrigerator car held for 
orders, bill of lading, payment of freight charges, reconsignment, 
diversion, reshipment, inspection, forwarding directions, loading or 
unloading, the demurrage charges shown in paragraph (a) (2) of this 
order shall be applicable in lieu of tariff charges. 

(a) (2) Demurrage charges shall be $2.20 per car per day or a 
fraction thereof for the first two (2) days; $5.50 per car per day or a 
fraction thereof for the third day; $11 per car per day or a fraction 
thereof for the fourth day; and $16.50 per car per day or a fraction 
thereof for each succeeding day. 

(b) Application. (1) Average agreements. Detention on all refrig- 
erator cars held for loading or unloading, subject to this order, shall 
not be included in, or computed on the basis of, any average agreement. 


By second revised service order No. 188, vacating revised 
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service order No. 188, Refrigerator Car Demurrage on State 
Belt Railroad of California, similar penalty charges are estab- 


lished on that railroad. The pertinent provisions of that order 
follow: 


Section 95.344 (a) Demurrage charges to be applied on refrigerator 
cars engaged in intraterminal transportation. (1) The State Belt Rail- 
road of California shall apply the demurrage charges shown in para- 
graph (a) (2) to any refrigerator car used for transporting any com- 
modity to, from, or between industries, plants, or piers located at 
points or places named in Districts A and/or B as described in Item 
No. 15 of Tariff I. C. C. No. 5 of the State Belt Railroad operated by 
the State of California, or reissues thereof. 

(2) After the expiration of forty-eight (48) hours free time after 
a refrigerator car is first placed for loading and until shipping instruc- 
tions covering such car are tendered to said carrier’s agent and/or 
after forty-eight (48) hours free time after a refrigerator car is first 
placed for unloading and until such car is unloaded and released, the 
demurrage charges shall be $2.20 per car per day or a fraction thereof 
for the first two (2) days; $5.50 per car per day or a fraction thereof 
for the’ third day; $11 per car per day or a fraction thereof for the 


fourth day; and $16.50 per car per day or a fraction thereof for each 
succeeding day. 


Note—After a refrigerator car is loaded and released for movement 
by the tender of shipping instructions to said carrier’s agent, if the 
car is not actually placed for unloading for any reason within forty- 
eight (48) hours after such car is released for movement, but is held 
by the carrier short of place of delivery for unloading, such car will 
be considered as constructively placed at the expiration of the said 
forty-eight (48) hours and demurrage time shall be computed from 


the expiration of the said forty-eight (48) hours until said car is 
unloaded and released. 


Embargo and Rebilling of Loaded 
Cars to A. & W. Prohibited 


Further developments in a controversy between the Green 
Bay & Western and the Kewaunee, Green Bay & Western, on 
railroads, on the one hand, and the Ahnapee & Western, on 
the other, has resulted in issuance by the Commission, division 
3, of revised service order No. 772, Delivery of Loaded Cars to 
Ahnapee. 

The original order, effective September 17, directed the 
first two named railroads to deliver to and handle carload traf- 
fic interchange with the Ahnapee and to stop withholding rev- 
enue waybills and other necessary shipping papers (see Traffic 
World, Sept. 20, p. 795). 

The revised order says that, effective September 23, the 
Green Bay & Western, and the Kewaunee, Green Bay & West- 
ern had issued an embargo against all carload freight, except 
shipments on which all charges were fully prepaid, destined to 
all points on the Ahnapee, and that those two railroads were 
“engaging in taking into account origin-to-final-destination pre- 
paid waybills, allowing those shipments to move to the Ahnapee 
only on memo billing with weights and charges to follow, all 
for the admitted purpose of attempting to collect an alleged 
debt said to be owed them by the Ahnapee and Western Rail- 
way Co.” It said the two railroads insisted on continuing the 
embargo and rebilling practice ‘despite our request to them to 
cease and desist.” ss 

The revised order suspends embargo No. 2 issued by the 
two railroads as well as publication thereof on sheet No. 488 
of the Association of American Railroads Embargo Notices 
until further order of the Commission, and prohibits railroads 
from observing the embargo. The revised order also directs 
the G. B. & W. and the K. G. B. & W. to discontinue the prac- 
tice of rebilling prepaid carload shipments and taking into 
account prepaid billings on shipments covered by origin-to-final- 
destination through billing to points on the Ahnapee. 

The revised order was made effective at 6:00 p.m., October 
8, to expire at 12:01 a.m., December 31. 


SALTING OF BUNKER ICE RELAXED 


The Commission, division 3, by amendment No. 9 to service 
order No. 260, Salting of Ice on Cars of Citrus, has added to 
that order, effective from 12:01 a.m., October 4 to 11:59 p.m., 
December 31, an exception so that ice in bunkers of refrigerator 
cars, shipped from any origin in Florida, loaded with straight 
carloads of oranges or grapefruit, or mixed carloads of those 
fruits, may be salted at regular icing stations en route with not 
to exceed 3 per cent salt. 

The original order prohibited salting of bunker ice in re- 
frigerator cars loaded with citrus fruits at points in Arizona, 
California, Florida, or Texas. 


BACKHAUL SERVICE ORDER PROVISION VACATED 
The Commission, division 3, by amendment No. 11 to serv- 
ice order No. 396, Perishables—Restrictions on Reconsigning, 


has vacated paragraph (j) of that order, effective October 4 
at 12:01 a. m. 
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The vacated paragraph prohibited railroads reconsigning 
or executing reconsigning orders when such reconsigning in- 
volved any backhaul, or when it required a car moving through 
or to a point where that car had previously been transported 
in through or continuous movement. 


JUDGMENT ENTERED IN SERVICE ORDER CASE 


The Commission, according to a notice issued by Secretary 
Bartel, has been informed by VU. S. Attorney Victor E. Ander- 
son, of St. Paul, Minn., to the effect that on September 25, in 
the Minnesota federal district court, judgment was entered in 
favor of the government and against the carrier in the sum of 
$500 and costs of $27.06, in the case of U. S. A. vs. Chicago, 
St. Paul, Minneapolis & Omaha Railway Co., a civil suit in five 
counts, for violation of a Commission service order prohibiting 
the use of standard “RS” type refrigerator cars for the trans- 


portation of empty beer containers without having obtained 
permits therefor. 


Uniform Classification Committee 
Holds Second Chicago Hearing 


The fourth and concluding day of the second Chicago 
hearing (see Traffic World, October 4) of the Committee on 
Uniform Classification, in the Union Station, October 2, con- 
cerned the committee’s proposed ratings on paper items. Repre- 
sentatives of the American Paper & Pulp Association, the 
Folding Box Association, the Paper Pail Association, the Food 
Trade Association, and the Insulation & Wall Board Association 
traffic committee, informed the conimittee that analyses of the 
committee’s proposals, together with industry proposals, were 
being prepared and would be presented at a later hearing. The 
chairman said that hearings would be arranged when the com- 
mittee has been informed that the studies are completed. 

G. H. Dumas, chairman, Western Classification Committee, 
replied in answer to a question that the new percentage rela- 
tionships laid down by the Commission in its decision_in Nos. 
28300 and 28310 would become effective when the uniform 
classification becomes effective. ‘“The Commission has given us 
30 columns we must use, grading from 400 to class 13,” he said. 
“When the uniform classification takes effect, there will be no 
more first class, second class, third class, or class A ratings, 
and soon all ratings will fall in one of the 30 columns.” 

G. G. Miller, assistant to general traffic manager, Marathon 
Corporation, Menasha, Wis., in presenting several exhibits, 
asserted that exception ratings, both local and territorial, are 
not involved in Nos. 28300-28310. ‘“‘No evidence on exception 
ratings was presented during the hearings before the Commis- 
sion,” he said. “However, we have no objection to the cancella- 
tion of the present territorial exception ratings, if the carriers 
preserve the existing column relationships to first class rates.” 

Chairman. Greenly assured shippers they would have a 
full opportunity, before any exception ratings are cancelled, to 
make revenue studies and present them to the carrier com- 
mittees. 

James F. Dougherty, traffic manager, Michigan Paper Mills 
Traffic Association, asserted that not a word was said about 
exceptions ratings in the Commission hearings. To his remark 
that “I don’t think the Commission has authority to order you 
to wipe out our exceptions ratings until a full public hearing 
is held,” the chairman replied, ‘Neither do we.” 

Mr. Dougherty said that, in the course of the Commission’s 
hearing in No. 29770, Increased Less-Carload Rates, Official 
Territory, held a week ago in Washington, the discussion turned 
to the preparation of a uniform classification, and that Chair- 
man Aitchison stated that “the Commission told the carriers} 
plainly that they are to follow well recognized principles of 
classification in preparing the uniform classification.” : 

“The Commission told us a lot more, too,” replied Chair- 
man Greenly. 

Mr. Dougherty requested the committee to place vegetable | 
parchment, now Item 35685, under No. 35755, Wrapping, | 
n.0.i.b.n., because, he said, vegetable parchment now costs 
about the same as the oiled or waxed papers because the parch- 
ment is now made from a woodpulp base. He asserted that the 
committee in its proposals on paper articles had “gone beyond) 
classification principles,” and agreed to furnish later a list of]i 
paper articles on which he feels the committee has changed 
the existing relationships. 


CHANGE IN LOCATION OF A. W. A. MEETING 

The annual meeting (February 9-12, 1948) of the Amer- 
ican Warehousemen’s Association will be held at the Chalfonte- 
Haddon Hall, Atlantic City, N. J., instead of at the Greenbrier, 
White Sulphur Springs, W. Va., as originally announced, ac- 


cording to Paul W. Frenzel, general president of the associa- 
tion. 
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cent. Decision unanimous 







e The Commission, unanimously, by a report and order in 

Ex Parte 166, Increased Freight Rates, 1947, made public 

at 4 p. m., October 7, granted petitioning railroads, water car- 

riers and freight forwarders an “interim” increase of 10 per 

cent on all commodities, excepting coal, coke and iron ore, 
and protective services against heat and cold. 

The Commission said the carriers might make the in- 
creases effective on three days’ notice. The railroads hoped 
to make the increases effective October 13. 

The Commission said its report was confined to the issues 
presented by the motion of the petitioners and other inter- 
veners for an interim increase, as moved by them at the begin- 
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pleted. | ning of the hearing on September 9, with such supplemental 
Committee, § and intervening motions as were made during the progress of 
entage rela-§ the hearing. 

sion_in Nos. 





“Much of the evidence adduced is relevant both to the 
motion and to the main proposals of the carriers for larger, 
continuing increases,” said the Commission. “That evidence 
will remain in the record for future consideration, and our 
present conclusions will not prejudice in any way the conclu- 
sions we may ultimately reach when the record is completed 
upon the whole case.” 


Method of Publication 


The Commission said the increased rates authorized should 
be published in the tariffs and “applied as a percentage increase 
in the amount of the total freight charges as shown by the 
freight bill, exclusive of the 3 per cent federal transportation 
tax, except as otherwise provided on coal, coke, lignite, and 
iron ore. Fractions of less than one-half cent should be dropped 
and fractions of one-half cent or over are to be converted to 
the next higher full cent.” 
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High-Lights of Decision 


In a notice giving the high-lights of the decision, W. P. 
Bartel, secretary of the Commission, said: 
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The increase approved is in general 10 per cent, upon all commodi- 
ties except coal and coke and iron ore. Upon iron ore the increase is 
10 cents per ton net or gross, but no increases are approved on the 
line-haul rates to or handling charges at the upper lake ports. On line- 
haul rates on coal and coke, including lignite, the authorized increase 
is 10 cents per net ton, or 11 cents per gross ton. No increases are 
found warranted by the record in the charges for protective service 
against heat or cold. Except in respect of the disapproval of proposed 
increases on protective sérvice and iron ore at the head of the lakes 
the carriers’ request, made at the beginning of the hearing in Wash- 
ington, September 9, is approved. The net effect is estimated by the 
staff of the Commission as an over-all increase of 8.9 per cent over the 
current rates on all freight, The carriers’ proposal as to coal, coke, 
and iron ore was at a lesser rate than the 10 per cent sought as interim 
telief upon commodities generally. 


The interim increase authorized was intended by the carriers to 
the parch- yield them revenue to offset, partially at least, the increased wages 
use the p hi awarded to the nonoperating employes and costs of materials and sup- 
erted that the| plies which have arisen in the last few months. These increases will 
“gone beyond) be applied as a surcharge, additional to the specific and percentage 
later a list of|increases allowed by the Commission December 5, 1946, which had the 
. has changed effect of increasing rates generally about 20 per cent but with sufficient 
Specific exceptions to reduce the over-all percentage of increase to 
about 18 per cent. 

All members of the Commission participated in and concurred in 
the report and orders, and no Commissioner dissented. 

The Commission’s staff estimates that for the remainder of the 
year 1947 the increases, if made promptly, will yield the carriers in 
the eastern district approximately $47,000,000; in the Pocahontas re- 
gion $5,700,000; $18,200,000 in the southern region; and in the western 
district $54,300,000, or a total for the United States of $125,200,000. 
The case will be set for hearing as speedily as possible at con- 
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Decisions of the INTERSTATE COMMERCE COMMISSION 


1. C. C. Grants “Interim” Increases 
Substantially as Asked by Carriers 


Railroads hone to make increases effective October 13. Coal, coke, iron ore, and protec- 
tive services dealt with as exceptions. Net effect of increase estimated at 8.9 per 


venient places in each of the four rate territories, when testimony will 
be received as to the specific proposals of the railroads and other car- 
riers. As to these, the general basis sought is 38 per cent in the eastern 
district, and 28 per cent elsewhere, with numerous exceptions and 
maxima proposed for particular commodities and services. 


Commission’s Report 


The Commission’s report fills 29 double-spaced mimeo- 
graphed pages, plus the accompanying orders. 

In the introduction to its report, the Commission reviews 
the situation with respect to the filing of the petition for in- 
creases in rates and the procedure followed with respect there- 
to. It also briefly refers to action taken in Ex Parte 162 and 
148, in No. 28300, Class Rate Investigation, 1939, and in passen- 
ger fare increase cases. 

“Because, after full hearings in the reports cited, we have 
so recently examined in detail the rate and fare structure of 
the railroad carriers, it is unnecessary for us in this report to 
repeat what was then found,’ said the Commission. “The 
present report is to be read in connection with those reports, 
and therefore stresses principally the recent economic changes, 
as they reflect themselves in present conditions and what may 
be seen immediately ahead. But for the changes alleged to 
have occurred, our decisions within the last few months would 
doubtless have made it unnecessary for us to be considering 
an interim adjustment as required by the petitioners’ motion 
made at the beginning of the hearing.” 

The text of the remainder of the Commission’s decision fol- 
lows: 


Position of the Petitioning Railroads 


While substantially all the railroads of the United States engaged 
in interstate transportation have joined in the petition, and have ap- 
peared by counsel generally, the presentation made on their behalf has 
related almost entirely to the class I railroads. As these railroads com- 
prise about 95 per cent of the whole network, whether judged by mile- 
age, traffic, value, or revenue standards, and there is some testimony 
that the situation of the remaining railroads is not dissimilar, which 
inspection of their returns to us stipulated into the record confirms, 
the smaller railroads may be considered as subject to the general fac- 
tual showing made for the larger lines, differing only in degree and 
amounts involved. Throughout this report, unless otherwise shown, 
factual statements may be understood as referring to class I railroads. 

The railroad carriers in Ex Parte No. 162 sought increases in 
freight rates and charges which, at current traffic volume, would yield 
them approximately $1,000,000,000 additional revenue, on an annual 
basis. Our decision, December 5, 1946, permitted increases which, be- 
cause of increased volume of traffic in 1947, they estimate in their 
original petition would yield approximately $1,200,000,000 annually, to 
which, as they state, the increases and adjustments in passenger fares 
would add approximately $187,000,000 passenger revenue as applied to 
the expected volume of passenger traffic in 1947. 

Large as these authorized increases in revenue were, and with 
freight traffic at its peak (accompanied, however, by a marked decline 
in passenger traffic from the record volume of the war years, although 
the volume remains larger than in any previous peacetime year), the 
petitioners now aver that during the progress of the proceeding that 
eventuated in the increases effective with the first of this year, they 
pointed out that they did not expect the increase sought, a billion 
dollars annually, would offset known increases in wages, materials and 
fuel costs incurred since 1939, and further substantial increases in costs 
that they expected would occur subsequent to the initiation of that 
proceeding. They say, in their original petition herein, that there 
were three events that occurred during the progress of Ex Parte No. 
162 that added substantially to their costs: the additional wage increase 
of 2% cents per hour, effective May 22, 1946, the increase in payroll 
taxes under the Crosser act, effective at the beginning of the year 1947, 
and substantial increases in the prices of materials and supplies, in- 
cluding fuel. We observe that the first two of these were quite clearly 
brought out in the record in the former case, as was the trend of mate- 
rial costs (including fuel) as then discernible, and these were consid- 
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ered by us in the decision that resulted in an over-all increase of nearly 
18 per cent in freight rates and charges, effective January 1 of the 
present year. Our findings of reasonableness necessarily gave consid- 
eration to these facts. 

Now, they say, additional costs, not included in the former presen- 
tation, have come upon them, which they are unable to absorb, either 
by economies or savings, or by the continuance of a high volume of 
freight traffic. These costs fall under three general heads (1) recent 
increases in fuel costs; (2) the continually increasing cost of other 
materials; and (3) increases in the wages of non-operating railway 
labor, effective September 1, 1947, and of certain classes of related 
non-operating employes. All of these increases they contend are wholly 
beyond their control. Aggregated, they estimate the increased cost of 
operation due to these items since the original petition was filed (July 
3, 1947) at approximately $625,000,000 per annum. 

These claimed recent increases, as stated in the supplemental peti- 
tion, are additional to the reasons stated in the original petition as 
warranting the increases then sought. They then claimed that ‘‘because 
of the great increase in the unit costs of wages, fuel, materials, and 
supplies, the very substantial decrease in passenger service revenues 
and the inability of petitioners substantially to reduce passenger train- 
on and passenger car-miles in proportion to the decline in volume,’’ 

a 

“The results for the first five months of 1947 and the estimated 
results for the balance of the year make it clear that, even though they 
are handling a volume of traffic which was exceeded in only a few of 
the war years, petitioners cannot continue to carry the burden of such 
a substantial portion of the increased costs which so far have not been 
provided for by increases in freight rates and passenger fares. The 
need for a substantially higher level of freight rates is imperative. 
Otherwise, the ability of petitioners to provide-adequate and efficient 
transportation service will be substantially impaired.’’ 

To meet the claim for additional revenue the original petition filed 
July 3, 1947, as has been stated proposed a comprehensive and detailed 
system of flat increases, a combination of flat increases, percentage 
increases, and of maximum increases, differing between the rate terri- 
tories. The amendment to the petition September 5, 1947, proposei 
increases in larger amounts and rates, similarly differing with com- 
modities and among the territories. Their estimate of the amount of 
the increases in freight rates sought by the amended petition is 
$1,873,000,000 per annum, based upon the estimated 1947 traffic. Of this 
$765,000,000 would accrue to the railroads in the eastern district, 
$86,000,000 to those in the Pocahontas region, $266,000,000 to those in 
the southern region, and $756,000,000 to those in the western district. 

The estimate of the total yield of the increases originally sought 
was $1,091,000,000, based on the 1947 traffic. It is to be noted, as a 
matter of common knowledge, that of the $782,000,000 difference be- 
tween these estimates, a considerable portion of the additional revenue, 
if derived by the petitioners, would be passed on to the federal govern- 
ment, and a smaller amount to certain states, as taxes, and the peti- 
tioners would derive no benefit therefrom. 


Position of Governmental Authorities 


Secretary of Agriculture. Appearing as authorized by Public Law 
733, 79th Congress, the Secretary of Agriculture stresses as of greatest 
importance in this proceeding the well-recognized fact that the country 
is in a period of transition, during which our whole national economy 
is vulnerable. A freight rate increase, such as sought, in the opinion 
of his witness, would have inflationary consequences at a time when 
the whole economic structure is supported by temporary props, and 
might imperil transition to a permanent, stable, and maximum level 
of peacetime economy, unless counteractive measures are simulta- 
neously provided. He stresses that no financial emergency has been 
shown to justify the absolute necessity of interim relief, but that if 
granted, no percentage differentials in favor of agricultural products 
is sought—reserving the right to take a different position on the final 
case or in the future. 

Department of the Interior. The Chief of the Economics and Co- 
operative Marketing Section, Division of Commercial Fisheries, Depart- 
ment of the Interior, stresses the importance of freight rates in the 
fishery industry, and the burdensome effect of a percentage increase 
upon the lower income groups of those engaged in the business. 

‘State Commissions. Counsel for the National Association of Rail- 
road and Utilities Commissioners, on behalf of the state commissions 
represented in the membership of the association generally, and certain 
state commissions specifically, was authorized by the president of the 
association, on the basis of a study made, to oppose the request for 
an emergency increase in any amount prior to the disposition of the 
general issues in this proceeding. Recognizing their several responsi- 
bilities as regulatory authorities, and the importance of an adequate 
and stable transportation system, he presents the view that no imme- 
diate emergency confronts the petitions which would jeopardize their 
ability to provide adequate and reasonable service pending disposition 
of the long-range proposals. This view is supported by an elaborate 
analysis of the results of operation for the current calendar year (but 
not beyond), based upon comparison and projection of the results of 
operation and the trends of traffic for the last half of the year as com- 
pared with the known results of the first six months. 

Admitting that some roads will show a red net operating figure for 
the last half of 1947, it is argued on the basis of the showing made that 
this will not be true of the class I railroads as a whole, even for the 
last half of 1947. Counsel for the association takes the position that the 
available cash assets are sufficient and should be used during the prog- 
ress of the main issues, rather than that we should grant any interim 
relief as sought by the petitioners’ motion. 

The expert witness for the state commissions qualifying as a con- 
sulting economist, concluded from his study that there was at least 5 
per cent more traffic available to be hauled in the last half of 1947 than 
in the first half of the year, and that the petitioners had at least the 
capacity to carry 5 per cent more carloadings in the last half of the 
year than in the first half. Passenger traffic, he concluded, while still 
showing a downward tilt, by reason of seasonal trend would show about 
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8 per cent more passenger miles the last half of 1947 than for the first 
six months of the year. Similar estimates were made for other operat- 
ing revenue items, and the deduction was drawn that the petitioners’ 
estimates of revenues for the year 1947 were understated. He developed 
over-all operating costs related to traffic units, showing decreasing costs 
with increasing volume of traffic handled, and applied these to various 
assumptions made as to the volume of traffic for 1947, based upon the 
seasonal pattern deduced from a study of the period 1935-1941. Applying 
his various assumptions to the deductions made in his study, as related 
to the second half of the year 1947, and adding the actual results for 
the first six months, the net railway operating income for 1947 as a 
whole estimated by the witness ranges from $983,000,000 to $1,175,000,000 
according to the assumption made, and the net income before federal 
income taxes from $694,000,000 to $886,000,000. His personal estimate 
slightly exceeded the lowest of his four assumptions. The estimates 
made are to be compared with the showing of the petitioners (with cer- 
tain adjustments made by us) of estimated net railway operating in- 
come of $784,000,000, and net income before federal income taxes, $482,- 
000,000, for the whole year 1947. 

The state commissions have made no estimate as to the results that 
may be expected in 1948, but they question—or, rather, query—the ac- 
curacy of the individual estimates of the 33 roads upon which the peti- 
tioners have made their estimates. Their analysis of the results of the 
year 1947 seem to bear upon the question of a present emergency, 
rather than to afford an indication of what may-be expected during 
the ensuing period. 


Positions of the Shipping Interests 


Several hundred appearances were entered by counsel for shipping 
interests. Some of them, relatively few, supported the motion for a 
temporary interim increase of 10 per cent. Others opposed, addressing 
themselves’ largely to the question as to whether an emergency existed, 
and supported in the main the position taken by the Department of 
Agriculture and the state commissions as above indicated. They did so 
without taking any position on the final decision that should be made 
after the hearings upon the main issues. Others made their case upon 
the main issues, as well-as upon the application for interim increases. 
All of them call for a full hearing upon the petitioners’ main proposals. 
By and large throughout the hearing the shippers cooperated fully in 
the endeavor to expedite the determination of the question presented by 
the motion for an interim 10 per cent increase, and have withheld their 
testimony as to the effect of the comprehensive rate adjustment pro- 
posed in the supplemental petition. This was particularly evident after 
the sitting Division of the Commission had given assurances that at 
least one hearing would be held in each of the transportation regions. 

It is noticeable that but small segments of the great iron and steel, 
bituminous coal and anthracite, packing house, and heavy manufactur- 
ing industries, have made representations, and that such as have made 
showings, such as the Youngstown, Ohio, interests, have presented spe 
cial problems of their own. 

Numerous shippers of commodities such as sugar, lumber, logs, 
cement, building materials, fruits and vegetables, etc., on which we 
provided a maximum amount of increase as a limitation on the per- 
centage increase in Ex Parte No. 162, either opposed the motion of 
petitioners for a temporary increase of 10 per cent, or requested that 
any interim increase that might be authorized be made subject to maxi- 
mum amounts as a limitation upon the percentage increase. 

In some instances a 10 per cent increase would exceed the maximum 
amounts of increases proposed in the amended petition of September 5, 
1947. Petitioners, however, agreed that they would undertake to make 
reparation payments upon any shipment on which the interim increase 
of 10 per cent is greater than the maximum increase sought in their 
petition as amended September 5, 1947. Upon the record we warned 
all parties that such agreements can have no force except as we may 
make the requisite findings as to reasonableness upon a special-docket 
application. Agreements of this character cannot bind the Commission. 
In instances where no maximum limitation was proposed in said peti- 
tion it may be necessary to give consideration to reparation in connec- 
tion with rates on commodities closely analagous to the commodities 
upon which maximum increases were proposed. 

The hearing developed traditional and expected differences in the 
interests and positions of many important industries, which we have 
described in former reports in more detail than is here necessary, In- 
creased Railway Rates, Fares and Charges, 1946, 264 I. C. C. 695, 715-6, 
and cases cited, which we have already indicated should be read in con- 
nection with this report. 


Valuation of Railroad Properties 


Certain interested parties suggested that we place in the record 
data concerning the value of the property in common carrier service by 
railroad, and our Bureau of Valuation prepared exhibits concerning the 
elements of the value of the property of the class I line-haul railroads, 
stating the ‘‘three costs’’ and other factors stated in section 19a of the 


act, as of the beginning of the present calendar year. The bureau's 
exhibits were received in evidence without objection. For all districts 
the following figures were stated: 

Cost of reproduction new, lands and rights not included. . $32,613, 665,594 
Cost of reproduction less depreciation, lands and rights 

not included 

Original cost, except lands and rights 

Present value of lands and rights 1,935,063,167 
Working capital, including materials and supplies 610,712,400 


By the petitioners’ statement, the amount of depreciation and 
amortization accrued by the class I railroads as of December 31, 1946, 
was $5,958,242,632. Deducting this amount from the original cost item 
above shown, and adding the present value of lands and rights and 
allowance for working capital, including materials and supplies, gives 
$20,622,713,588 as a resulting estimate’ which follows methods often 
employed. 

The ‘‘Investment in railway property used in common carrier serv- 
ice, after accrued depreciation’ claimed by the petitioners as of the 
same date is $22,548,967,331. Part of the difference is due to the amounts 
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included for cash and materials and supplies, and in part to the fact the 
pureau’s figures as to original cost are partly actual costs and partly 
estimates, and the land figures are estimates of present value, while 
the petitioners state the amounts carried on their books. The figure 
used by the state commissions is $19,591,000,000, derived by adjusting 
aformer estimate of the Commission for subsequent changes in property. 

These figures are all much closer together than is usually the case 
when the aggregate value of railway property is involved, and for 
present purposes we do not think it necessary to analyze them further, 
or to divide them by district and regions. 













Estimated Results of Operation, 1947 


Two detailed estimates of the results of operation of the Class I 
railroads for the year 1947 have been presented, one by petitioners and 
the other by the state commissions. The two estimates, when proper 


adjustments are made, do not vary greatly, as appears from the fol- 
lowing table: 











Comparison of Estimates of Operating Results, Class | Railroads, 1947 




























































































































State 
Item Petitioners Commissions 
Millions Millions 
Operating revenues: 

SERRE Sts Pe ae SP Ree Coe aoe $6,797 $6,919 
PPI 256 Si gene SE date as AOa chen bd wek oes 921 989 
eG WO UIND oh onc '5k S56 Shes Sb eae vee 640 666 
Total operating revenue................. 8,358 8,574 
Operating expenses, total ...................... 6,767 6,794 
Net revenue from railway operations........ 1,591 1,780 

Railway tax accruals: 
SUTIN Ns Wb. oGe Ski bib aale Weide oe godt Eiic dea 2862 355 345 
aN ANE is. Sx ois culekrs bbe chad walee cetkles 198 285 
RR MMMENOD. Sih. Seo SS oe ol hea 055 Se USK oT vee 282 282 
NE 3 onimine its Kbn Dhokitle moet po 5 tO slohiecoe le 835 912 
Railway operating income................... 756 868 
Equipment and joint facility rents, Dr........... 170 170 
Net railway operating income................ 586 ‘698 
do., before Federal income taxes........ 784 983 
SE OID «Lua cts Cio a Sie bate bc whe aia ae bere Weis 213 225 
eee MNO Coit ey re eek eo 799 923 
Miscellaneous deductions from income............ 39 38 
Income available for fixed charges........... 760 885 
Fixed and contingent charges................... 476 476 
ee SSSA SEA IE. SERN we oa a 284 409 
do., before Federal income taxes........ 482 694 





Federal income taxes stated are based on the percentage relation 
(41%) of income tax accruals to net income before Federal income 
taxes for the first six months of 1947, Petitioners’ estimate of increased 
wages reduced by $7,300,000 because about 5 per cent of the wage in- 
crease is chargeable to capital account, rather than to operating ex- 
penses. Certain other adjustments have been made as dependent upon 
those stated. 


Upon the valuation basis derived from the figures submitted by the 
Bureau of Valuation, $20,622,713,588, the net railway operating income 
for 1947 estimated by the petitioners, as above adjusted, $586,000,000, 
is at the annual rate of 2.84 per cent; and as estimated by the state 
commissions, $698,000,000, at the annual rate of 3.39 per cent. These 
figures are after deducting Federal income taxes; if the net railway 
operating income before federal income taxes is taken, $784,000,000 and 
$983,000,000, respectively, the annual rates of return would be 3.80 per 
cent and 4.77 per cent respectively. 


The figures given are upon the basis of the present rates, and do 
not include any estimate for the interim relief sought. Whatever addi- 
tion should be made thereto upon the basis of the petitioners’ motion 
should be qualified by consideration of the facts that (1) federal income 
taxes would be ratably increased; (2) the necessary lag after our de- 
dsion in getting intrastate rates upon the same basis; (3) the effect 
of the increases upon the volume of traffic, and their reflex action in 
increasing prices, and (4) on the other part, the addition of revenues 
from other rate adjustments under way or lately approved. Obviously 
these are incommensurable at the present time, and must be considered 
inthe large as a matter of judgment. Their aggregate effect upon the 
tate of return figures given above would be small. 


Financial Position of Petitioners 


The foregoing has related to the Class I railroads of the country 
as if they were’one system, and were not divided into regions and 
districts for accounting and rate-making purposes. Considering the car- 
tiers individually, a statement of estimated net income for 1947, com- 
piled from the individual returns by the executives of 33 leading Class I 
tailroads, indicates that of these 33 systems four in the Eastern district, 
the Central Railroad of New Jersey, Lehigh Valley, New York, New 
Haven & Hartford, and Pennsylvania, incurred a deficit in net income 
for the first eight months of 1947, as did also the International-Great 
Northern in the Western district. The grand total estimated net income 
for these eight months for the 33 roads was $241,918,971. 

The same statement estimates the results of the last four months 
of 1947 as showing an estimated net income for the 33 systems of 
$8,461,433. These executives estimate that the five carriers named, and 
also the Baltimore & Ohio, Delaware, Lackawanna & Western, Erie, 
New York Central, in the Eastern district; Illinois Central, Seaboard 

t Line, and Southern Railway in the Southern region; and the Chi- 
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cago, Rock Island & Pacific, and Missouri Pacific, or 14 of the 33, will 
incur deficits in net income during the last four months of the year. 
The margin of net income for four other roads, namely, the New York, 
Chicago & St. Louis, in the Eastern district, the Atlantic Coast Line 
and Gulf, Mobile & Ohio in the Southern region, and the St, Louis-San 
Francisco in the Western district, is $200,000 or less for the last four 
months of 1947. These figures take into account the wage and price 
increases that have occurred. 

Of much significance is the comparison of net income of these 33 
roads for these two periods as between regions and districts. 


Jan.-Aug., Sept.-Dec., Year, 
1947 1947 1947 
Eastern district, 12 roads....... $ 22,111,143 $33,323,768 d$ 11,212,625 
Pocahontas region, 2 roads...... 47,411,000 17,837,000 65,248,000 
Southern region, 6 roads........ 35,066,228 d4,027,199 31,039,029 
Western district, 13 roads....... 137,330,600 27,975,400 165,306,000 
Grand total, 33 roads......... $241,918,971 $ 8,461,433 $250,380,404 


A consolidation of the estimates of income for the 33 roads for the 
year 1948, upon the basis of costs, rates, and charges in effect Septem- 
ber 2, 1947, expanded by districts and regions, shows the following 
results, the amounts being here rounded to millions of dollars. 


(In millions of dollars) 


United Eastern Poca. South. Western 
States District Region Region District 
Total operating revenues. .$8,064 $3,196 $497 $1,135 $3,236 
Total operating expenses.. 7,128 2,899 389 1,027 2,812 
TRE RR a Se cess: 692 266 * 64 96 266 
Equipment and joint fa- 
Clee - TOO oni ec ein cds d166 d79 15 di4 das9 
Net railway operating 
ODN i 5S cdlis eset see Cees 78 d48 59 d2 68 


The 33 roads included in the estimate comprise about 82 per cent 
of the revenue of the whole. It was not considered feasible to expand 
the estimate of net income for these 33 roads to show the results for 
all Class I roads for the year 1947, except by a range within which 
there was a reasonable expectation that the net incomes would fall. 
These were stated for all roads as follows: for the Eastern district, 
from $10 to $15 millions; Pocahontas region, $68 to $70 millions; South- 
ern region, $32 to $33 millions; Western district, from $190 to $200 
millions; and for the United States, from $300 to $318 millions. 

Upon request made during the hearing, the 33 roads furnished by 
telegraph statements of their total current assets as of August 31, 1947, 
aggregating $2,808,767,017, their cash, $748,078,630, materials and sup- 
plies, $593,245,585, and their total current liabilities, $1,447,213,300. They 
also supplied the figure for their temporary cash investments, included 
in the amount of total current assets stated, $846,877,886. As against 
these assets, in addition to the current liabilities shown, they reported 
other liabilities, potential or otherwise, which might be incurred in 
the next few months following August, 1947, which totaled $701,482,000, 
and apparently was incomplete. 


The financial situation of the major ore-carrying roads at the head 
of Lake Superior constitute an exception to the general showing made 
upon the basis of the returns of the 33 roads. Their position seems 
strong, and they are in no such immediate needs as the Great Northern, 
Chicago, Milwaukee, St. Paul & Pacific, and Chicago & Northwestern, 
which are also ore-carrying roads, but neither in amount carried nor 
relatively to their whole tonnage are they to be considered in the class 
with the major ore-carrying systems at the Heads of the Lakes. In the 
year 1946 the three principal carriers of this traffic earned rates of 
return on their so-called depreciated investments ranging from 4.98 
to 12.19 per cent, as contrasted with that of all class I railroads of 
2.75 per cent. The relative showing is still improving, the estimated 
rates of return of the two principal carriers for the entire year 1947 
being 14.02 and 19.29, respectively, even considering the recent increases 
in wages and materials. In our authorization of general increases 
December 5, 1946, we found none were warranted in the rates or han- 
dling charges on iron ore to the upper lake ports. The present situation 
is similar, and even stronger, in favor of exemption of this particular 
traffic than was then found, 266 I. C. C. 537, at pages 573-574, 621. 


Individual Commodities 


Shippers of numerous commodities, as has already been indicated, 
have made showings looking toward the shading or complete exemption 
of their commodities from any increases that may be granted upon the 
petitioners’ motion for interim increases. It would, of course, be de- 
sirable to make a perfect adjustment all at once, having regard for the 
revenue needs of the carriers and the competitive situations of the 
shippers at the same time. This is not possible unless time is to be 
wholly disregarded. The vastness of the country and the complexity 
of its commerce preclude it. We believe that this is generally under- 
stood. 


As was stated by our division during the hearing, it is our expecta- 
tion to proceed, as speedily as necessary arrangements can be made, 
with at least one hearing in each of the major rate territories, at which 
the main issues with respect to the much larger increases sought will 
be heard, and opportunity then will be given for more adequate hearing 
of all concerned than has been possible so far in this proceeding. Our 
conclusions upon the motion necessarily will be of a general character, 
and will not preclude any interested person from making a proper 
showing as to the larger issues at‘our further hearings, consistent with 
the necessity for coming to as speedy a determination as is possible, 
and will not be regarded as res judicata. 

Some of the showings made require special treatment. Iron ore 
at the upper lake ports has been mentioned. Crude vermiculite—a new 
commodity which has seemingly escaped attention—and roofing gran- 
ules make a strong showing for equal treatment with crushed stone and 
related commodities. In respect of protective service, there is no evi- 
dence showing to what extent, if any, the cost of ice or furnishing 
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protective service against cold has been increased during the period 
under consideration. Other commodities might be mentioned. 

If unjust and unreasonable rates result in damage during the 
interim period, it is conceded by petitioners that reparation may be 
awarded by us, notwithstanding the general rule of Arizona Grocery 
Co. vs. Atchison, T. & S. F. Ry. Co., 284 U. S. 370, and we hope, by 
expedition in the proceedings upon the main issue, with the cooperation 
of all interested, that the interim period may be relatively short. 


Conclusions 


The foregoing states the salient facts upon which the motion for 
interim increases is to be determined. There is not great disagreement 
upon the facts: the differences are as to the inferences to be drawn 
from them, and really resolve to the basic question whether the situa- 
tion requires action now, or that action should be deferred until after 
a full hearing under the procedure followed in complaint-and-answer or 
investigation and suspension proceedings. 

Much of the testimony has related to the question as to what the 
returns for the calendar year 1947 may show. That fact is important, 
of course, but it is not conclusive, because the total results of the year, 
now drawing well to its close, do not indicate present or future trends. 
It is clear that during the calendar year there have been marked in- 
creases in operating costs wholly beyond the power of the petitioners 


to prevent: and it is also clear that when by our order of December 5, ~ 


1946, in Ex Parte No. 162 we authorized increases in rates in a carefully 
devised and balanced schedule, we could not foresee the changes that 
have come about during the last few months. We authorized the basis 
of rates now in effect as just and reasonable, based on the facts then 
known and shown of record. The factual basis has changed. 

Railroads, like many other industries, are vulnerable to inflationary 
forces or to sudden and sharply ascending costs. They are large and 
regular employers of labor, and are also heavy purchasers of fuel and 
various other materials and supplies; hence, they are directly affected 
by increases in costs occurring in any of these different categories. 
Sharp price increases have occurred in all of such categories. 

Our duty is plain. The law requires us to give due consideration, 
among other factors, to the need of revenue sufficient to enable the 
carriers under honest economic, and efficient management to provide 
adequate and efficient railway transportation service for the nation. 

It has been strongly urged upon us by responsible authorities that 
any increase in freight rates and charges at the present time might 
stimulate already existing inflationary forces. But in our judgment 
that factor is outweighed by the necessity of keeping the carriers, in 
the face of higher costs of operation, in a reasonably healthy condition 
in order that they may maintain their credit, procure additional equip- 
ment which is now urgently needed, and rehabilitate and improve their 
properties generally to take care of the demand of the public for ade- 
quate transportation service. 


We are fully conscious of the fact that freight rates must be paid 
by shippers and receivers of freight and ultimately borne by the com- 
merce of the country. It is clear to us, however, that increasing costs 
of operation now pose and unchecked will continue to pose a serious 
threat to the maintenance of adequate transportation service; that the 
railroads as a whole, and many of the most important railroads of the 
country in particular, are definitely facing such a threat at the present 
time; that the public vitally needs an efficient transportation service, 
and imperatively demands a transportation system that is adequate for 
the national defense in any emergency. So far as we are now able to 
act these immediate needs may be met measurably by granting the 
request of the petitioners for interim increases, with minor exceptions. 

We cannot, in the circumstances, undertake to revise the proposal 
of the carriers {n order to reflect all the various refinements in rate 
relationships which have been urged upon us by some of the shipping 
interests, either as to particular commodities or between the various 
rate regions and districts. These matters must be left for determination 
upon more extensive investigation in connection with the other phases 
of this proceeding. 


Upon the entire record we conclude and find: 


1. It is requisite (a) for carrying out the purposes of the national 
transportation policy, and the development, coordination, and preserva- 
tion of a national transportation system adequate to meet the needs of 
commerce, the postal service, and the national defense, and in order 
that freight rates and charges shall be such as to move the greatest 
volume of traffic, while providing adequate and efficient transportation 
at the lowest cost consistent with the furnishing of such service, and 
(b) to enable the petitioning and intervening carriers and freight for- 
warders under honest, economical, and efficient management to provide 
such service; and (c) to meet increased wages of their non-operating 
employes effective September 1, 1947, the additional payroll taxes inci- 
dent thereto, and increased cost of materials and supplies, that there be 
increases in the basic freight rates and charges of the petitioners and 
interveners, as herein specified. 

2. Except as otherwise specifically provided in these findings, all 
basic freight rates and charges of the petitioning carriers including 
rates and charges for the transportation of milk and cream in passenger 
service may be justly and reasonablly increased for the future until the 
further order of the Commission by 10 per cent. So increased, the gen- 
eral basis of freight rates and charges will not be in excess of a just 
and reasonable basis. By basic freight rates and charges are meant 
those now in effect, whether established by order of the Commission or 
voluntary act of the petitioning and intervening carriers (including rates 
held under investigation and suspension orders). 

3. It has not been shown upon this record that the increases pro- 
posed in charges for protective service will be just and reasonable. 

4. Line-haul rates on iron ore may be increased 10 cents per ton, 
net or gross as rated, until the further order of the Commission, except 
that no increases shall be made in the line-haul rates to or handling 
charges at the upper lake ports. 

5. Line-haul rates on coal and coke including lignite, shall be in- 
creased 10 cents per net ton or 11 cents per gross ton, until the further 
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order of the Commission. When coal, coke, or lignite, are transported 
by water preceded and followed by rail transportation or transported 
by rail at a combination of two separately established rates, the aggre 
gate amount of the two rail factors shall be considered as the rate to be 
increased as provided in this paragraph, and be subjected to a single 
increase. A single increase shall also be applied to rail-barge and barge- 
rail movements of coal, coke, or lignite. 

6. Joint international rates to and from Canada or Mexico may be 
increased to the same extent and in the same manner as is here author- 
ized within the United States. Where rates on international traffic are 
made by the use of combinations on the international border, the factor 
within the United States to or from the international border may be 
increased to the same extent and in the same manner as is here author- 
ized within the United States. 

7. The increases herein authorized may be applied to joint rates 
with water carriers or motor carriers to the same extent and in the 
same manner as is provided for all-rail rates. 

8. Where carriers earn specific stated amounts as their compensa- 
tion or division out of joint through rates, such amounts should be in- 
creased in the same percentages as the joint through rates. 

9. Rates and charges increased as herein permitted are not con- 
sidered as prescribed rates, within the meaning of Arizona Grocery Co. 
vs. Atchison, T. & S. F. Ry. Co., 284 U. S. 370. 

10. The increased rates herein authorized shall be published in the 
tariffs, and applied as a percentage increase in the amount of the total 
freight charges as shown by the freight bill, exclusive of the 3 per cent 
federal transportation tax, except as otherwise provided on coal, coke, 
lignite, and iron ore. Fractions of less than % cent should be dropped, 
and fractions of % cent or over are to be converted to the next higher 
full cent. 

11. Freight forwarders may increase their rates and charges simul- 
taneously and ratably, or in direct proportion to analogous or corre- 
sponding increases made in the freight rates and charges of the common 
carriers whose facilities and transportation services are used. No order 
is considered necessary to enable them to publish and file such in- 
creased rates, and if published they will be subject to possible protest 
and suspension, other than under section 405 of the act. Appropriate 
orders will be entered under that section upon proper applications. 

12. The record will be held open for further proceedings concerning 
the additional amount of increases proposed by the petitioners and 
interveners, and to make necessary changes, readjustments, or correc- 
tions if brought to attention as provided in the Rules of Practice, or as 
the need therefor may be developed on further hearing in this pro- 
ceeding. 

13, Appropriate orders for relief under section 4 (1), 6, 217, 306, 
and 405 of the interstate commerce act will be entered, and the pro- 
ceeding is continued for further hearing. 


Commissioner Johnson participated in the disposition of this pro- 
ceeding. 


The Commission’s Orders 


The appended order in Ex Parte 166 gave effect to the 
Commission’s findings, and modified outstanding unexpired 
orders in other proceedings so as to permit the increases 
authorized to be established. 

Also appended was fourth section order No. 15850 granting 
temporary relief necessary to establish the approved increases, 
and special permission No. 35000, authorizing departure from 
the Commission’s tariff publishing rules. 


Faricy Finds Increases “Heartening” 


William T. Faricy, president of the Association of Amer- 
ican Railroads, characterized as “heartening to the railroad 
industry” the increase granted by the Commission. 

Mr. Faricy said that he saw in the Commission’s action “an 
indication that this governmental agency recognizes the emer- 
gency nature of the financial situation in which the railroads 
now find themselves,” and added: 


Although the temporary increase will be helpful in tiding the rail- 
roads over the immediate critical period that lies ahead because of the 
recent wage increase, it is essential that the railroads be given as soon 
as possible further and adequate increases in freight rates. It is 
essential because unless the railroads can make ends meet and earn a 
fair and reasonable return on the money invested in their properties, 
they will not be able to keep financially and physically strong, which 
is so vital to the nation’s prosperity and security. 


Intercoastal Steamship Lines Ask 
12.5 Per Cent Rate Increase 


Harry S. Brown, agent for the Intercoastal Steamship 
Freight Association, by special permission application No. 14, 
filed with the Commission October 9, has asked authority to 
publish on one day’s notice supplements to his SB-I No. 6 and 
SB-I No. 7, carrying a 12% per cent surcharge on present 
rates and rules, the surcharge not to apply in connection with 
terminal charges, absorptions and allowances. The application 
also said the surcharge would not apply on coal, coke, coke 
breeze, lumber or lumber products. The application includes 
a request to publish on one ‘day’s’ notice the following rates 
in items in section 7 of SB-I No. 7 on lumber: Item 4001, sec- 
tion 1, 2350 cents; Item 4001, section 1, 2400 cents; Item 4401, 
section 2, 2750 cents; Item 4001, section 2, 2800 cents; Item 
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4008, 100 cents; Item 4006 and rule L-18(B), 2400, 2500, 2600, 
2700 and 2800 cents. It said the surcharge would effect in- 
creases by lesser amounts than the 10 per cent surcharge would 
in effect increase the rates of the transcontinental railroads 
in Ex Parte 166, since the intercoastal rates were of necessity 
substantially lower than the rates of the transcontinental lines 
with which the. intercoastal carriers must compete. It said 
a 10 per cent surcharge on transcontinental rates and on rates 
to and from the ports, accompanied by a 12% per cent increase 
on intercoastal rates, would maintain approximately the com- 
petitive relationship between those railroads and the inter- 
coastal carriers. The rates now published on the lumber items 
proposed to be increased would be canceled October 15. At 
the same time Agent Brown filed a petition for authority to 
depart from the terms of fourth section order No. 14200, as a 
result of the special permission surcharge. 
















BARGE LINE SEEKS “INTERIM” INCREASES 


The Mississippi Valley Barge Line Co. has filed a motion 
with the Commission, in Ex Parte No. 166, Increased Freight 
Rates, 1947, for authority to effect increases in freight charges 
to the same extent as may be authorized the railroads by its 
“interim” decision, and for special tariff authority. 












Southern Lines’ Increased Basic or 
Standard Passenger Fares Approved 


Proposed increased basic or standard fares for passenger 
transportation over southern railroads and connecting railroads 
have been found necessary and just and reasonable for the 
future for interstate application and for intrastate application 
within Illinois, by a report and orders of the Commission, by 
Commissioner Rogers, in No. 29785, Increased Passenger Fares 
—Southern Railroads, embracing also No. 29796, Increased 
Coach Fares—Southern Railroads. 

The report described the proposals of the carriers as 
follows: 












By petition dated July 3, 1947, in No, 29785, thirty-seven railroads 
in the south, including the Richmond, Fredericksburg & Potomac Rail- 
road Co., but not including the Illinois Central Railroad Co., ask us to 
authorize them on interstate travel in parlor and sleeping cars to in- 
crease their one-way fares from 3.3 cents to 3.5 cents per mile or by 
6.06 per cent, refiecting a yearly increase of $895,500, and to increase 
their round-trip fares from one-sixth to 10 per cent less than their 
double one-way fares or by 14.55 per cent, reflecting a yearly increase 
of $3,493,200, or a grand total yearly increase of $4,388,700 based on 
estimated travel for 1947, practically all such travel being interstate. 

By petition dated July 15, 1947, in No. 29796, twenty-six railroads 
in the south, including the Richmond, Fredericksburg & Potomac and 
the Tennessee, Alabama & Georgia Railway Co., but not including the 
Illinois Central, Seaboard Air Line Railroad Co., Louisville & Nash- 
ville Railroad Co., and Gulf, Mobile & Ohio Railroad Co., ask us to 
authorize them on interstate travel, in coaches, to increase their one- 
way fares from 2.2 cents to 2.5 cents per mile or by 13.63 per cent, 
their round-trip fares, in coaches, likewise to be increased 13.63 per 
cent so as to continue the present 10 per cent discount under the double 
one-way fare, reflecting an increase on interstate and intrastate coach 
travel (the latter being substantial), based on estimated 1947 volume, 
of $1,383,000 for the Southern Railway, $827,000 for the Atlantic Coast 


Line Railroad, and $300,000 for the Richmond, Fredericksburg & 
Potomac. 


In both proceedings, petitioners ask that we authorize them to in- 
crease their minimum fare from 10 to 15 cents and to increase like 
fares between stations on their lines and stations on connécting lines 
sufficiently to reflect the proposed increases on petitioners’ lines. We 
are further asked to modify our order of February 28, 1936, in No. 
26550, Passinger Fares and Surcharges, 214 I. C. C. 174, as subsequently 
modified, sufficiently to permit the establishment and maintenance of 
the proposed increased fares on interstate traffic. The Southern Railway, 
Louisville & Nashville and Gulf, Mobile & Ohio, petitioners in No. 
29785, further ask us to modify our order of November 13, 1920, in No. 
11703, Intrastate Rates within Illinois, 59 I. C. C. 350, as subsequently 
modified, sufficiently to permit the establishment and maintenance of 
hke increased intrastate fares in parlor and sleeping cars on those 
Portions of the lines of.said petitioners within Illinois east and south 
of St. Louis, Mo. The Southern Railway, as petitioner in No. 29796, 
also asks us to modify the order last referred to so as to permit it to 
establish and maintain like increased coach fares on said portion of its 
line within the state of Illinois. 













































































































































































































The orders permitted establishment of the approved fares, 
on five days’ notice, by gimplified forms of tariff publication, 
Without suspension, and the subsequent maintenance- thereof, 
for interstate application, and for intrastate application in Ill- 
Inois, subject to a fractional rule. 

By fourth-section order No. 15860, the petitioning and con- 
necting carriers were authorized to establish the approved in- 
creased fares without observing the provisions of section 4 of 
the interstate commerce act, provided 























That (1) the authority contained herein to maintain fares in con- 
travention of the aggregate-of-intermediates provision of section 4 shall 
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expire six months from the establishment of such fares; and (2) where 
fares established under the authority contained herein are increased 
by greater amounts to or from intermediate points than to or from 
more distant points, or where increases in fares are made in fares to 
or from intermediate points and not to or from more distant points, 
thereby creating or increasing departures from the long-and-short-haul 
provision of section 4, the relief herein shall expire three months from 
the establishment of such fares; provided, that if applications setting 
forth the fares involved, typical examples of the new or increased de- 
partures, and statements of fact, purporting to justify continuation of 
such departures, are filed within the said three months’ period for 
relief to continue any of such fares beyond that period, the fares in- 
cluded in and covered by such respective applications may be continued 
until the determination of the applications by the Commission. 


Findings As To Increases 


The report said the Commission found that the increased 
standard or basic fares proposed by the petitioners, subject to a 
fractional rule, for interstate application, and for intrastate 
«saga on the aforementioned portions of the lines within 
Tilinois. 


1. Will yield a substantial increase in revenue of which petitioners 
are in need and to which they are justly entitled. 

2. Are necessary in order that the travel thereunder may make a 
fair contribution to the revenues needed by petitioners to enable them, 
under honest and efficient management, to provide adequate and efficient 


service, at the lowest cost consistent with the furnishing of such 
service, and 


3. Will be just and reasonable for the future. 


The order further modified the Commission’s order of 
February 28, 1936, in No. 26550, so as to permit the increased 
interstate fares authorized to be established and maintained, 
and further modified the Commission’s order of November 13, 
1920, in No. 11703, so as to permit the Southern, the L. & N., 
and the G. M. & O. to establish and maintain like increased 
fares intrastate on those portions of the lines within Illinois 
east and south of St. Louis, Mo. 

The pattern of the present petitions and supporting evi- 
dence, said the report, was similar to that presented in No. 
29711, Increased Passenger Fares—Eastern Railroads, 268 
I. C. C. 457 (see Traffic World, May 24, p. 1631) except that 
(1) in the instant proceeding a somewhat different basis for 
round-trip fares was proposed; (2) between December 1, 1933, 
and November 15, 1937, and February 10 and October 1, 1942, 
the principal southern railroads experimented with coach fares 
of 1.5 and 1.65 cents a mile in the respective periods, the latter 
basis being still in effect intrastate in Tennessee, Alabama, 
North Carolina, and Georgia; and (3) three of the principal 
railroads, namely, the Seaboard, the L. & N., and the G. M. 
& O., now joined in the proposal to increase the fares in parlor 
and sleeping cars but did not join in the proposal to increase 
the coach fares. 

The report said the petitioners anticipated that if the pro- 
posed increases were not approved, their deficit from passenger- 
train service for 1947 would be much greater than $6,000,000 
and that the Southern and the Atlantic Coast Line, instead of 
receiving a small income from such service, would incur sub- 
stantial deficits therefrom. 

The increased fares proposed in the one-way fares, said 
the report, were the same as already approved by the Commis- 
sion for the Eastern District, reflecting an increase of only 0.2 
cent a mile in parlor and sleeping cars, which would not total 
as much as $1 until a distance of 500 miles was reached, and 
only 0.3 cent in coaches which would not total as much as $1 
until a distance of 350 miles was reached. The report added: 


It is the informed judgment of the traffic officials of the three prin- 
cipal railroads, petitioners in both proceedings, that the increases pro- 
posed will not result in any substantial reduction in travel and will 
result in substantial increases in revenue. The proposed increase in 
the minimum, fare is likewise the same as that approved in the Eastern 
District. The proposed round-trip fares refiect substantial discounts 
under the double one-way fares. 


To certain destinations, railroads like the Coast Line will be unable 
to make any- increase in their coach fares because of the failure of 
competing railroads, like the Seaboard, to propose corresponding in- 
creases in their fares, creating a situation which will require fourth- 
section relief. However, this circumstance affords no ground for deny- 
ing petitioners in No. 29796 authority to establish coach fares which 
they have justified on this record. 

The intrastate basic or standard fares within Illinois are subject 
to a statutory maximum and hence are not under the jurisdiction of the 
regulatory body of that state. No question has been raised as to the 
proposed modification of outstanding order with respect thereto. A 
similar modification was made in the eastern district proceeding. 


Referring to the fractional rule to which the increased 
standard or basic fares were subject, the report said that in 
connection with the one-way fares authorized, fractions of less 
than 0.5 cent should be dropped and fractions of 0.5 cent or 
greater might be increased to the next whole cent. In connec- 
tion with the round-trip fares authorized, it said fractions 
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might be increased so that the resulting fares should end in 
the next higher “0” or “5.” 


CLAY PRODUCTS IN EX PARTE 166 


In reporting argument on the request of the railroads for 
an “interim” increase of 10 per cent in Ex Parte 166, Increased 
Freight Rates, 1947, the position of the National Fertilizer 
Association, Davidson Chemical Corporation, the Structural 
Clay Products Institute, and the National Fireproofing Associa- 
tion, as explained by John T. Money, was inadvertently omitted 
in The Traffic World of September 27. 

Mr. Money asked the Commission, if it granted an increase, 
not to do so in the form of a 10 per cent increase, which he said 
the carriers proposed to facilitate rate calculations. The in- 
crease, he said, should take the form of the increases in Ex 
Parte 162. In that proceeding, he said, the shippers he repre- 
sented had taken the position that their commodities should 
“take maximum increases.” In the instant case, he asked that 
any increase on those commodities be limited to one-half of 
what the carriers asked in the south and west and 40 per cent 
“in the north.” That, he said, would maintain the relationships 
the principal rail witness had emphasized as necessary to be 
maintained. 

In answer to a question from the bench, Mr. Money said if 
the Commission granted one-half of what the carriers asked 
in the south, the increase on phosphate rock should be 5 per 
cent with a maximum of 15 cents. 


American Barge Certificate 
Amended on Reconsideration 


On hearing and reconsideration in W-552, American Barge 
Line Co. Applications, the Commission, division 4, by a report 
and amended certificate and order, effective December 22, has 
found the applicant in bona fide operation on and continuously 
since January 1, 1940, as a common carrier by water (1) by 
non-self-propelled vessels with the use of separate towing ves- 
sels, in the transportation of commodities generally (a) be- 
tween ports and points along the Mississippi River above St. 
Louis to and including Minneapolis and (b) between ports and 
points along the Tennessee River below and including Chat- 
tanooga, on the one hand, and, on the other, all ports and 
points along the other waterways applicants is authorized to 
serve; and (2) by towing vessels in the performance of gen- 
eral towage between points along the Mississippi River above 
St. Louis to and including the confluence of the Mississippi and 
Illinois Rivers. 

The division also found that the applicant had extended 
its operations beyond Chattanooga to and including Knoxville 
within a reasonable time after the waterways between those 
points was open for navigation. It authorized American to op- 
erate as a common carrier, by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of 
commodities generally, between ports and points along the 
Tennessee River above Chattanooga to and including Knox- 
ville on the one hand, and, on the other, points it is authorized 
to serve along waterways other than the Tennessee River. 

The division said the applicant was entitled to an amended 
certificate authorizing the aforementioned operations, in addi- 
tion to those granted in the prior report, 260 I. C. C. 783, the 
findings in which were modified. 

The report said the record failed to show the applicant 
had performed general towage along the Tennessee River and 
the Mississippi River above St. Louis, except the portion be- 
tween the confluence of the Mississippi and Illinois and St. 
Louis, and denied the requested authority. 

In connection with the authority granted on the Tennes- 
see River, the report said while the applicant had not, until 
December, 1946, assumed “the futile burden” of sending its 
barges to points on that river between Chattanooga and Knox- 
ville after navigation was opened in 1943, no traffic having 
been offered, it had, by its holding out and distribution of tar- 
iffs to the general public shortly after the opening of naviga- 
tion, established its obligation and ability to perform actual 
freighting operations within 120 days after December 31, 1943, 
if shipments had been offered. 


BOSTON TERMINAL CERTIFICATION 

The Commission has issued a notice of hearing in Finance 
No. 12625, Boston Terminal Co. Reorganization, and Finance 
No. 15775, involving an application of Webster & Atlas National 
Bank of Boston, trustee, for a certificate permitting abandon- 
ment of the Boston Terminal Co. properties. 

Hearing is to be held at Hotel Lenox, Boston, before Ex- 
aminer Harvey H. Wilkinson on November 3, to hear evidence 
on the motion of the bank-trustee that the Commission deter- 
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mine that the foreclosure of the mortgage securing the bonds 
of the terminal company is not inconsistent with section 77 of 
the bankruptcy act, as amended; plans of reorganization here- 
tofore filed and that may be filed by or on behalf of not less 
than 10 per cent in amount of any class or creditors or stock- 
holders, or by any party in interest with the consent of the 
Commission; and the application of the. bank-trustee for au- 
thority to abandon the terminal properties. 

At the same time the Commission, division 4, issued an 
order in the two proceedings denying a motion of the bank- 
trustee that plans of reorganization filed by the debtor and the 
mutual savings bank group were prima facie impracticable. 


BOSTON TERMINAL CO. CERTIFICATION 

The Commission, division 4, by a certificate in Finance 
No. 10992, New York, New Haven & Hartford Railroad Co. 
Reorganization, has certified that pursuant to an order of 
August 21, of the Massachusetts federal district court, the 
trustee of the Boston Terminal Co. has elected to exclude 
from further occupation and use of the property of the Boston 
Terminal Co. the debtor railroads, namely, the New Haven, 
the Hartford & Connecticut Western, the Old Colony, and the 
Providence, Warren & Bristol. 

The certificate said that in accordance with the New Haven 
reorganization plan and a supplemental order of July 24, of 
division 4, a copy of the plan was submitted to the Boston 
Terminal trustee so that he might elect whether to exclude the 
debtor railroads from further occupation and use of the ter- 
minal property and file a proof of claim for damages in these 
proceedings, or to accept the terms proposed in the plan for 
continued occupation and use of the property by the debtors 
“and thereby waive all claim of damages arising from the 
rejection and all claims for compensation for the use of such 


property other than the compensation provided in the said 
plan.” 


FRISCO MOTOR EXPLOSIVES AUTHORITY 

Amended certificates for operation by Frisco Transportation 
Co., motor subsidiary of the Frisco railroad, in the transporta- 
tion of dangerous explosives between the points, over the 
routes, and in the manner specified in those portions of MC 
89913 and Same, Sub. 11, which authorize the applicant to 
transport general commodities, except dangerous explosives, 
has been granted by the Commission, division 5, by a report 
and order in MC 89913, Sub. 41, Frisco Transportation Co. 
Extension — Dangerous Explosives. Commissioner Patterson 
noted a dissent. 

The report said the Frisco subsidiary sought only to change 
the commodity description in its outstanding certificates so as 
to be permitted to transport dangerous explosives. 

The Commission said it concluded that the same conditions 
that were now imposed in the authorities held by the appli- 
cant to transport general commodities, with exceptions noted 
therein, should also apply, respectively, to the transportation 
of dangerous explosives, except that the authority granted in 
now-reopened proceedings would be made subject to such condi- 
tions as might in the future be imposed in those proceedings. 

Proceedings had been reopened, said the report, in MC 
89913, Subs. 1, 2, 3, 5, 6, and 10, and MC F-578, 618, 619, 678, 
and 679, for further hearing and the authorities issued in those 


proceedings had been consolidated in certificate MC 89913, 
issued December 20, 1943. 


MOTOR RIGHTS PURCHASE DENIED 

The Commission, division 4, by a report and order in MC 
F-3273, Lloyd M. MacPherson—Control; Premier Motor Trans- 
portation Co.—Purchase (Portion)—Folke Erickson, has denied 
an application of Premier Motor Transportation Co., of Grand 
Rapids, for authority to purchase certain operating rights of 
am doing business as Erickson Transfer, of Rock- 

ord, Ill. 

The report said there was no “going business” conducted by 
the seller under the considered rights and substantial expendi- 
tures would be required to develop business to place the opera- 
tion on a paying basis. It added that, considering the pur- 
chaser’s financial position and resources, “we are of the opinion 
that the burdens incident to consummation of the transaction 
and the institution and conduct of the operations involved would 


seriously impair its ability to continue its presently authorized 
operations.” 


ATWACOAL TEMPORARY AUTHORITY 
The Commission, division 4, by an order in W-14, Sub. 1, 
Atwacoal Transportation Co. Temporary Authority, and W-19, 
Sub. 1, Fall River Navigation. Co. Temporary Authority, has 
authorized the two applicants to operate jointly as a contract 
carrier by self-propelled vessels in transporting; one cargo of 
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lubricating oil in drums from one consignor to one consignee,,. 
from Corpus Christi, Tex., to Savannah, Ga. The order is to 
continue in force until November 3. 





D. & R. G. W. MAIL PAY 


By an order in No. 9200, Railway Mail Pay, the Commis- 
sion, division 3, has modified the Commission’s order of July 25, 
in which it provided that the Denver & Rio Grande should be 
paid the same mail rates as were paid the Denver & Salt 
Lake. The instant order also says the July 25 order is with- 
out prejudice to determination of issues in the general railway 
mail pay proceeding, to which the D. & R. G. W., and the entry 
of an order affecting that railroad in accordance with such 
determination. 














WISCONSIN CENTRAL TRUSTEE PAY 


Compensation at a maximum rate of $16,000 a year, pay- 
able monthly, beginning August 5, to Edgar F. Zelle, sole trus- 
tee of the debtor’s property, has been approved by the Commis- 
sion, division 4, by an order in Finance No. 14720, Wisconsin 
Central Railway Co. Reorganization. The order said that while 
Mr. Zelle served as trustee with the late E. A. Whitman, Mr. 
Zelle received $8,000 a year and Mr. Whitman $16,000. It said 
Mr. Whitman died on August 4, and the court continued Mr. 
Zelle as sole trustee. 














a D. Ss. S. & A. REORGANIZATION 

The Commission, division 4, by an amendatory order in 
Finance No. 11484, Duluth, South Shore & Atlantic Railway 
Co. Reorganization, has modified its prior order to approve as 
reasonable a maximum compensation at the rate of $12,000 a 
year, beginning August 5, to be paid P. L. Solether for his 
services as sole surviving trustee and as counsel for trustee of 
the D. S. S. & A. and the Mineral Range Railroad Co., sec- 
ondary debtor. The previous order had set Mr. Solether’s max- 
imum compensation at $8,000 a year, prior to the death of a 
co-trustee, Edward A. Whitman. 
















PERISHABLE REVENUE ACCOUNTS DEFERRED 


The Commission, division 1, has issued three orders relating 
to operating revenue accounts for protective service, extending 
to January 1, 1949, the effective date of outstanding orders 
prescribing the accounts. ° 

The orders refer to operating revenue account 117, ‘Pro- 
tective service—Perishable freight’; account 108%, ‘Protective 
service revenue—Perishable freight”; and to an order in the 
matter of the “Uniform System of Accounts for Persons Fur- 
nishing Cars or Protective Services Against Heat or Cold, Issue 
of 1947.” 


















ORNAMENT TARIFF NOT SUSPENDED 


The Commission has refused to suspend increased 1. c. 1. 
ratings on all types of holiday decorations, including Christmas 
tree ornaments, published to have become effective October 5, 
in supplement No. 31 to Consolidated Freight Classification 
No. 17, A. H. Greenly’s I. C. C. No. 61, and protested by S. H. 
Kress & Co., New York (see Traffic World, Oct. 4). 


















L. Cc. L. PAYMENT TIME TO BE DISCUSSED 
The Commission, Chairman Aitchison, by an order in Ex 
Parte No. 73, Regulations for Payment of Rates and Charges, 
has accepted and filed a petition of the M-K-T for enlargement 
to seven days of the authorized time for payment of charges on 
less-carload traffic only. Replies to the petition according to 
the order, may be filed on or before October 27. 












Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
qraphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 








Bus Fares 


I. and S. M-2748, Washington, Virginia & Maryland Coach 
Co., Inc., Increased Fares. By division 3. Proposed increased 
local interstate one-way motorbus fares between Washington, 
D. C., and nearby points in Arlington and Fairfax counties, 
Va., found unjust and unreasonable in certain respects. Sched- 
ules filed to become effective June 1 which were suspended, on 
protest, until December 31, ordered canceled on or before No- 
Vember 10, on one day’s notice, without prejudice to the filing 
of new schedules in accordance with views expressed in the 
report, and proceeding discontinued. Respondent, according to 

e report, proposed to increase its one-way cash fares by 5 
cents, or if tokens were purchased, by 2.5 cents, applicable to 
8ix Virginia zones, which would result in fares ranging from 




















1009 








15 cents, cash, and 12.5 cents, token, for the first zone, to 40 
cents, cash, and 37.5 cents, token, for the sixth zone, tokens to 
be sold 8 for $1, and one token to be applied in lieu of the 
first 15 cents of the fare on each trip. The division said it 
found that respondent’s present aggregate operating revenues 
were less than its reasonable expenses, but suggested establish- 
ment of a sixth zone fare of 35 cents, cash, and 32.5 cents, 
token or ticket, and that the first zone token or ticket be sold 
four for 50 cents. 


Bentonitic Clay 


No. 29544, Swift & Co., vs. A. T. & S. F. et al., embracing 
No. 29565, Archer-Daniels-Midland Co. vs. Same. Reparation 
awarded. Assailed rate of $1.16 on shipments of clay, carloads, 
from Jackson, Miss., to Los Angeles, Calif., between August 11, 
1943, and March 2, 1944, in title complaint, and between June 
5, 1944, and September 8, 1946 in No. 29565, found inapplicable. 
Applicable rate prior to August 15, 1944, 66 cents; 72 cents effec- 
tive that date, later 74 cents, and applicable rates not shown 
to have been or to be unreasonable. Complainants to comply 
with rule 100 of Commission’s rules of practice. 


Potatoes 


No. 29694, Oneonta Fruit Co., Inc. vs. Delaware & Hudson 
Railroad Corporation et al. The Commission, division 3. Com- 
plaint dismissed. Found not shown unreasonable, demurrage 
charges collected for detention at Oneonta, N. Y., between Janu- 
ary 26 and 30, 1946, on one refrigerator car loaded with potatoes 
shipped on January 19, 1946, from East Road, Me. The Com- 
mission said the evidence did not warrant a finding that there 
was unreasonable delay on the part of the delivering carrier 
in placing the car. It said failure of the complaint to unload 
promptly was the proximate cause of the detention. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


*MC 106773, Sub. 3, Charles L. Sheehan, dba Atlantic Sea- 
food Carriers, Newtonville, Mass. Certificate granted. Fresh 
and frozen fish, other than shell fish, from Boston, Mass., to 
Albany, Schenectady, and Troy, N. Y., over irregular routes. 

*MC 107846, Sub. 1, Henry Malcolm Cole, dba International 
Truck Line, Hidalgo, Tex. Certificate granted. General com- 
modities, with exceptions, between Hidalgo and McAllen, Tex., 
on the one hand, and, on the other, the port of entry of the 
U. S. and Mexico at a point on U. S. highway 281 approximately 
one mile south of Hidalgo. 

*MC 7213, Sub. 6, Lester C. Newton, Bridgeville, Del. Cer- 
tificate denied. Frozen foods, including frozen fruits, vegetables, 
meats, poultry, and sea foods, between Macon, Ga., Norfolk, Va., 
Philadelphia, Pa., New York and Long Island, N. Y., points in 
Md., Del., N. J., and that part of Va., east of the Chesapeake 
Bay, on the one hand, and, on the other, points in Mass., R. L., 
Conn., N. Y., N. J., Pa., Del., Md., Va., N. C., S. C., Ga. Fla., 
and D. C., over irregular routes. 

*MC 18088, Sub 7, Floyd & Beasley Transfer Co., Sycamore, 
Ala. Certificate granted. Textile products, from Sylacauga, 
Sycamore, Pell City, Alexander City and Lafayette, Ala., to 
points in S. C., and from Pell City, Alexander City, and 


Lafayette to points in Tenn., Ga., and Ala., over irregular 
routes. 


*MC 30340, Sub. 4, Charles Schoepf, Jr., dba Brem Motor 
Express, Deming, N. M. Certificate granted. General commod- 
ities, with exceptions, between Deming, N. M., on the one hand, 
and, on the other, Columbus and Hachita, N. M., over regular 
routes, serving specified intermediate points. 

MC 108368, Albert C. Sweeton, Granby, Conn. Certificate 
granted. Limestone and hydrate of lime, in bulk, from Ashley 
Falls, Mass., to points in Conn., and rejected shipments in 
the reverse direction, over irregular routes. The report said 
the sole issue for determination in this proceeding was whether 
the evidence warranted the imposition of a condition, suggested 
in the recommended report, that the traffic to be transported 
should be unloaded by spreading on the soil. It said this con- 
dition was requested by protesting rail interests who feared 
that traffic would be diverted from their lines through the 
use by applicant of his equipment for transportation service 
only. The spreading of limestone and lime at the farms con- 
stituted a separate and distinct service from that of transporta- 
tion to the farms, said the report, concluding that applicant 
should not be restricted to the combined services of transporta- 
tion and spreading or to the use of spreader-equipped trucks. 

*MC 3647, Sub. 79, Public Service Interstate Transporta- 
tion Co., Newark, N. J. Certificate granted. Passengers and 
their baggage, over irregular routes, in special operations 
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consisting of round-trip sightseeing or pleasure tours beginning 
and ending at various points in N. J., and extending to specified 
points in N. Y., and Pa. 

*MC 59531, Sub. 54, Auto Convoy Co., Dallas, Tex. Cer- 
tificate granted. Used automobiles, trucks, and chassis, in sec- 
ondary movements, in truckaway and driveaway service, be- 
tween points in Okla., and Tex., over irregular routes. , 

*MC 103435, Sub. 16, Buckingham Transportation Co., Rapid 
City, S. D. Certificate denied. General commodities, with ex- 
ceptions, between Lusk, Wyo., and Salt Lake City, Utah, serv- 
ing intermediate and off-route points. 

*MC 105668, Sub. 1, L. T. Campbell Trucking Co., Dallas, 
Tex. Certificate granted. Specified commodities, over irregular 
routes, between points in Ala., Ga.,.Miss., and Fla., and between 
points in Ala., Ga., and Fla., on the one hand, and, on the other, 
points in Ark., La., N. M., and Tex. 

*MC 107339, W. F. Schoenberger, Johnstown, Pa. Certifi- 
cate granted. Such commodities as, by reason of size or weight, 
require the use of special equipment, between Johnstown, Pa., 
and points within: 25 miles thereof, on the one hand, and, on 
the other, points in Md., N. J., N. Y., O., and W. Va., over 
irregular routes. 

*MC 108172, Curry Taylor, Elba, Ala. Permit denied. 
Specified commodities from, to or between specified points and 
areas in N. Y., Fla., Ga., S. C., N. C., Va., Tenn., Miss., La., 
Tex., Ark., Va., and Ala., over irregular routes. 

*MC 1827, Sub. 5, E. W. Wylie Co., St. Paul, Minn. On 
further consideration, findings in prior report authorizing trans- 
portation of new automobiles and related commodities be- 
tween St. Paul, Minn., and points in Mich., Wis., Neb., N. D., 
and Ia., over irregular routes, modified so as to authorize serv- 
ice to all points in Wis., except those presently authorized on 
and ray of Wis. highway 13 and on and north of Wis. high- 
way 54. 

*MC 4405, Sub. 137, Dealer’s Transport Co., Chicago, III., 
embracing MC 30837, Sub. 20, Kenosha Auto Transport Cor- 
poration, Kenosha, Wis. On reconsideration in MC 4405, Sub. 
137, findings in prior report reversed, and certificate granted 
as to new trucks, tractors, chassis, and cabs, in initial move- 
ments, by the driveaway method, from Chicago, Ill., to points 
in Ariz., Ida., Nev., Ore., R. I., S. C., Utah, and Vt., and damaged 
or rejected shipments on return, over irregular routes. Cer- 
tificate granted in MC 30837, Sub. 20, as to new trucks, tractors, 
chassis, and cabs, in initial movements, by the driveaway 
method from Chicago, Ill., to all points in the U. S., except 
those in Ind., and Tex., and by the truckaway method from 
Chicago to all points in U. S., with damaged or rejected ship- 
ments on return, over irregular routes. 

MC 40663, Sub. 1, M & H Transport Service Co., Toledo, O. 
Certificate denied. General commodities, with exceptions, serv- 
ing Willow Run in Washtenaw county, Mich., as an off-route 
point in connection with authorized regular-route operation 
between Toledo, O., and Detroit, Mich. 

*MC 44790, Sub. 11, C. Maughan and T. Maughan, dba 
Maughan Co., Moorhead, Minn. Certificate granted. New auto- 
mobiles, in initial movements, in truckaway service, from 
places of manufacture or assembly in Wayne and Washtenaw 
counties, Mich., to points in N. D., over irregular routes, tra- 
versing Ind., Ill., Ia., Minn., S. D., and Wis., for operating con- 
venience only. 

*MC 96533, Sub. 1, George W. Hayden, Corinth, Ky: Per- 
mit granted. Malt beverages, from Cincinnati, O., to specified 
points in Ind., Ky., and Tenn., and empty malt beverage con- 
tainers on return, over irregular routes. Applicant to .ask 
cancellation of permit in MC 96533. 

*MC 14706, Sub. 7, C. W. Kelley, dba C. W. Kelley Trans- 
port, Hutchinson, Kan. Gertificate granted. Over irregular 
routes, petroleum products, in containers, from El] Dorado, Kan., 
to points in Neb., and empty petroleum products containers 
from points in Neb. to El Dorado. 

*MC 52953, Sub. 5, E. T. and W. N. C. Transportation Co., 
Johnson City, Tenn. Certificate granted. General commodities, 
with exceptions, serving 15 specified S. C. points as off-route 
points in connection with applicant’s presently authorized reg- 
ular-route operations between the N. C.-S. C. line and. Laurens, 
S. C., over a described route. 

*MC 105079, Sub. 3, Frieda Stahly and C. E. Stahly, dba 
Stahly Cartage Co., Bloomington, III. Permit granted; findings 
in prior report reversed. Petroleum products, in bulk, in tank 
trucks, from Cahokia, East St. Louis, Hartford, Roxana and 
Wood River, Ill, to points in Mo., within 125 miles of East St. 
Louis, over irregular routes. 





SCRAP IRON REDUCTIONS POSTPONED 
Carriers parties to supplement 49 to Agent R. H. Hoke’s 
tariff I. C. C. 950, originally published to become effective 
October 8, have postponed the effective date of the.supplement, 
which proposes to revise rates on scrap iron from New Orleans, 
La., and Mobile, Ala., to St. Louis, Mo., and related rate points, 
until November 12. 





TRAFFIC WORLD 


According to American Barge Line Co. and Federal Barge 
Lines, which protested the supplement, the railroads proposed 
to reduce rates $1.54 a gross ton, or about 20.5 per cent, al- 
though, the barge lines said, the railroads were before the 
Commission asking increases in scrap iron rates (see Traffic 
World, Oct. 4, p. 937). 


COMMISSION ORDERS 

No. 29423, Knight Livestock Company, Inc., et al. vs: C. & O. Rail- 
way Company et al. Effective date named in order of July 21, postponed 
to December 3. 

MC 2202, Roadway Express, Inc., common carrier application and 
MC 2201, Shippers Freight Forwarding Company, common carrier ap- 
plication. Order of November 25, 1946, further modified to become effec- 
tive on December 15, 1947. 

No. 9200, Railway Mail Pay. Order of July 25 be modified by pro- 
viding that it shall be without prejudice to determination of issues in 
general railway mail pay proceeding, initiated by certain railway com- 
mon carriers by petition filed February 19 to which Denver and Rio 
Grande Western is a party and entry of an order affecting that railroad 
company in accordance ,with such determination. 

No. 22020, Iola Cement Mills Traffic Association vs. A. T. & S. F. et 
al. Second ordering paragraph of order of February 14, 1931, as 
amended, further amended to read as follows: Defendants, according 
as they participate in the transportation, notified and required to estab- 
lish on or before March 5, 1934, upon notice to Commission and to the 
general public by not less than 30 days’ filing and posting in the 
manner prescribed in section 6 of the Interstate Commerce Act, and 
thereafter to maintain and apply rates and charges for the transporta- 
tion of cement, in carloads, from Portland and Boettcher, Colo., and 
Laramie, Wyo., to the destinations described in the said report, other 
than Denver, Remaco, Lowry, Sandown, Roydale, Bunell, University 
Park, Floral, and Connors, Colo., and destinations within 80 miles 
(highway distance) from Portland, Boettcher, or Laramie, which shall 
not be less than the contemporaneous rates maintained on the same 
traffic from Chanute, Humboldt, Fredonia, Iola, Independence, and 
Mildred, Kan., and Dewey, Okla., to the same destinations by a 
greater amount than would obtain by the application from the re- 
spective origins to the aforesaid destinations of an average of Scales 
III and IV, prescribed in Western Cement Rates, 48 I. C. C. 201, 69 
a CC. O44. 

Finance 14720, Wisconsin Central Railway Co. Reorganization. Com- 
mencing August 5, compensation at maximum rate of $16,000 a year, 
payable monthly to Edgar F. Zelle, approved as reasonable, and that 
terms of Commission’s order of April 3, 1945, be modified accordingly. 

I. & S. M-2748, W. V. and M. Coach Co., Increased Fares. First 
ordering paragraph of order of October 1 modified to’ require cancella- 
tion of sghedules on or before November 10, on 10 days’ notice in lieu 
of 1 day’s notice (see elsewhere). 

No. 29262, Standard Cap and Seal Corporation vs. Delaware, Lacka- 
wanna and Western Railroad, et al. Petition of defendants for further 
hearing, argument, and reconsideration, dated September 19, accepted 
and filed of record in proceeding; and replies thereto may be filed on 
or before October 10. 

Ex Parte 104, Part 2, Practices of Carriers affecting operating rev- 
enues and expenses, Terminal Services, American Smelting and Re- 
fining Company. Order of October 14, 1946, further modified to become 
effective December 1. 

Ex Parte 104, Part 2, Practices of Carriers affecting operating rev- 
enues and expenses, Terminal Services, United States Smelting Refin- 
ing and Mining Company. Order of October 14, 1946, further modified 
to become effective December 1. 

MC-F 3065 (Supplemental), David H. Ratner, control; Midwest 
Transfer Company of Illinois, purchase, Harry Ratner (Helen Lipson 
and Sidney R. Tarkoff, Executors) and Sadie Ratner, Midwest Transfer 
Company of Illinois petition granted, and order of July 29, 1946, sup- 
plemented so as to authorize further lease of operating rights and 
property of lessor by lessee until disposition in MC-FC 25825. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 5523, Minimum Charges between Official and Southern 
Points. Petitioners ask that the orders of suspension be vacated with 
reference to tariff schedules as applied to carload traffic, and that 
Commission enter such other and further order or orders in the 
premises as to it may seem reasonable and just. 


-MC-C 499 and Sub. 1, Eastern Aircraft-Trenton Division of General 
Motors Corporation vs. Fred Olson & Son Motor Service Co., et al. Fred 
Olson & Son Motor Service Co., defendant, asks the Commission to 
reopen and reconsider report of Commission by Division 2, entered in 
this proceeding as of July 21. 


Il. & S. M-2748, W. V. & M. Coach Co. Increased Fares. Protestant, 
Arlington County Bus Riders Association asks Commission or Division 
3, to stay order issued October 1, for a period of two weeks to give 
protestants and intervenors an opportunity to file a petition for re- 
consideration. 


No, 29668 and Sub. 1, Commerce and Industry Association of New 
York, Inc., et al., vs. Baltimore and Ohio Railroad, et al. Complainant, 
Commerce and Industry Association of New York, Inc., asks for further 
hearing and offer of proof. 


MC-F 2651, Loren L. Larson, lease, Interstate Transit Lines. Loren 
L. Larson, doing business as Algona Bus Line, of Ft. Dodge, Iowa, and 
Interstate Transit Lines, of Omaha, Nebraska, ask for authority to 
extend lease for a period of two years to November 15, 1949. 


MC-F 3410, L. E. (Prince) Wales, Purchase (portion), E. L. Hicker- 
son and T. L. Hickerson. Applicants ask for reconsideration and cor- 
rection of certificate. 

No. 29262, Standard Cap and Seal Corporation vs. Delaware, Lacka- 
wanna and Western R. R. Co., et al. Defendants ask for reopening for 
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further hearing, argument and reconsideration and for vacation or 
modification of outstanding orders of Commission. 

No. 28881 (supplemental), Bituminous Coal Rates within Ilinois. 
Respondents ask for modification of order of November 13, 1945. 

No. 29663, Transcontinental Rail Rates and No. 29664, Intercoastal 
Water Rates. Aluminum Company of America asks Commission to 
exclude aluminum and its products from the scope of investigation. 

1. & S. 5465, Grain, W.T.L., S.W. and Official Territories. Minne- 
apolis Traffic Association of Minneapolis, Minn., asks Commission to 
amend order of August 26, vacating Investigation and Suspension 
Docket 5465, insofar as it suspended rates on flaxseed made on basis of 
122 per cent of the applicable grain rates, to include articles taking 
faxseed rates, as shown in List 3, Item 230 of Western Trunk Line 
Tariff 330-M, L. E. Kipp’s I. C. C. A-3586. 








FINANCE APPLICATIONS 


Finance No. 15849, Bangor & Aroostook Railroad Co. asks approval 
of acceptance of bid submitted by the Worcester County Trust Co., 
Worcester, Mass., for purchase of its proposed issue of $700,000 of 
promissory notes, at an interest rate of 2.4 per cent per annum. Pro- 
ceeds from the issue are to be used to acquire new railroad equipment 
from General Motors Corporation under a conditional sales agreement 
to be dated October 1, 1947. 

Finance No. 15875, Interstate Motor Freight System, Grand Rapids, 
Mich., asks authority to guarantee payment of principal and interest 
on an issue of promissory notes of its wholly-owned subsidiary, Acme 
Truck Rentals, Inc., in an aggregate principal amount not exceeding 
$750,000, for loans from Farmer & Ochs Co., a New York joint stock 
association, used for purchase of equipment. 

Finance No. 15876, New York, Chicago & St. Louis Railroad Co. 
asks authority to issue $3,800,000 of serial equipment trust certificates, 
the proceeds from which are to be used to finance 80 per cent of the 
cost of new equipment, estimated at $4,777,353, consisting of 600 box 
cars and 11 Diesel electric passenger locomotives. The certificates are 
to be dated: November 1, 1947, mature in 10 annual installments, and 
bear dividends at a rate to be determined through competitive bidding. 

Finance No. 15877, Escanaba & Lake Superior Railroad Co. asks 
authority to issue $80,000 of promissory notes, to be dated about Decem- 
ber 1, 1947, bear interest at 4 per cent, and mature in five years, pro- 
ceeds from which are to be used to buy one 660 h.p. Diesel electric 
switching locomotive. 

MC F-3606, Rhode Island Bus Co., Providence, R. I., and Quaker 
Stages, Inc., Providence, R. I., jointly ask authority to merge proper- 
ties and operations of the latter into the former. The application said 
that on April 14, 1947, the Commission approved acquisition of control 
of Quaker by Rhode Island through purchase of all of its outstanding 
stock, which transaction was consummated on June 1, 1947. Aldred 
DeMaris, of Providence, in a supplemental application in which he 
says he controls Rhode Island through stock ownership, asks authority 
to be made party applicant. 

MC F-3607, S. & W. Motor Lines, Greensboro, N. C., asks authority 
to purchase certain operating rights of Goldston Motor Express, Inc., 
Greensboro, N. C. 

Finance No. 15848 (supplemental), Denver & Rio Grande Western 
Railroad Co. asks approval of acceptance of bid price of 98.357 per 
cent submitted by Salomon Bros. & Hutzler, of New York, N. Y., for 
its proposed issue of $2,220,000 of equipment trust certificates, series 
“L,” to bear dividends at a rate of 2% per cent per annum. The 
certificates are proposed to be dated November 1, 1947, and mature 
serially in 30 equal semi-annual installments of $74,000 each. 

Finance No. 15880, Chicago, Burlington & Quincy Railroad Co. asks 
approval of modification of trackage agreement for operation over the 
Illinois Terminal between Alton and North Wood River, Ill., dated May 
12, 1916, to provide for continuation of the term of the contract, with- 
out the right to cancel, for 25 years, or until May 22, 1982, thereafter 
to be terminated by either party on one year’s written notice, and to 
provide that rental to be paid will change in proportion to any number 
of additional roads permitted to use the Illinois Terminal property. 

Finance No. 15882, High Point, Thomasville & Denton Railroad Co. 
asks authority to issue two unsecured negotiable promissory notes in 
the amounts of $35,000 and $40,000. Applicant asks authority to issue 
the $35,000 note immediately, payable to the Wachovia Bank & Trust 
Co., of High Point, N. C., 30 days from date of issue, with interest at 
2per cent, for the purpose of reimbursing its treasury for monies ex- 
pended for investments. Applicant said it proposed to issue the $40,000 
note prior to April 1, 1948, in favor of whatever bank offers the best 
terms, payable 30 days from date of issue, at an interest rate not to 
exceed 31% per cent, for the purpose of providing 20 per cent payment 
on 3 Diesel locomotives, costing approximately $205,000, the balance 
to be paid under a conditional sales contract. 

MC F-3608, Waits Bus Lines, Inc., Pittsburg, Tex., asks authority 
to lease certain operating rights of Southern Bus Lines, Inc., Alex- 
andria, La. 

MC F-3609, Dohrn Transfer Co., of Rock Island, Ill., asks authority 
to purchase certain operating rights of Ray Williams, dba Ray Williams 
Freight Lines, of Detroit, Mich. Charles H. Dohrn, and Arthur H. 
Lorenzen, in control of Dohrn, join in the application. 


MC F-3610, James J. Williams, of Spokane, Wash., asks authority 
to lease certain operating rights of Lee & Eastes, Inc., of Seattle, Wash. 
Finance No. 15881, Thomas J. McGuire, managing agent, and Cleve- 
land & Buffalo Steamship Co., both of Chicago, ask authority for 


pnster by sale of certain operating rights of Thomas J. McGuire to 
. & B. 


Finance No. 15883, Washington, Virginia & Maryland Coach Co., of 
Arlington, Va., asks authority to issue a note or notes in the aggre- 
gate not to exceed $1,000,000, payable monthly, $12,000, from date of 
issue to January 20, 1948, and $15,000 a month from that date until 
paid, to bear interest at 4 per cent, proceeds of the note or notes to 
be used to refinance outstanding long-term securities. 
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MC F-3611, Ben Franklin Lines, Inc., of Yonkers, N. Y., asks author- 
ity to purchase (transfer in accordance with a federal court order) 
the operating rights and properties of Ben Franklin Transportation Co., 
also of Yonkers, in reorganization, and temporarily to operate. 

MC F-3612, R. D. Carter, dba Monroe-Natchitoches Bus Line, of 
West Monroe, La., asks authority to lease certain operating rights of 
Southern Bus Lines, Inc., of Alexandria, La. 

MC F-3613, Des Moines Transportation Co., Inc., of Des Moines, Ia., 
asks authority to lease certain operating rights of Ruan Transport Cor- 
poration, also of Des Moines. 

MC F-3614, David Jones, dba M & J Trucking Co., of Follansbee, 
W. Va., asks autnority to purchase certain operating rights of H. L. 
Cook, dba Cook Motor Lines, of Akron, O. 


MOTOR FINANCE CASES 

MC F-3592, Lenus F. Boys and Marvin E. Boys—Purchase—Champ 
Nutter. Application for authority under section 210a(b) of Lenus F. 
Boys and Marvin E. Boys, partners, doing business as Nutter Transfer, 
of Longview, Wash., for temporary operation of motor-carrier rights 
and properties of Champ Nutter, doing business as Nutter Transfer, 
also of Longview, granted with conditions. 

MC F-3593, Portland Pendleton Motor Transportation Co.—Purchase 
—The Dalles Freight Line, Inc. Application for authority under section 
210a(b) of Portland Pendleton Motor Transportation Co., of Portland, 
Ore., for, temporary operation of motor-carrier rights of The Dalles 
Freight Line, Inc., of The Dalles, Ore., granted with conditions. 

By a report and order in MC F-3510, M. P. McLean, Jr.— 
Control; McLean Trucking Co.—Purchase—Pee Dee Express, 
Inc. (Robert H. Cooke, Trustee), the Commission, division 4, 
has approved purchase of the operating rights and property 
of Pee Dee Express, Inc., of Charlotte, N. C., by McLean 
Trucking Co., of Winston-Salem, N. C., and acquisition of 
control of the rights and property by M. P. McLean, Jr., with 
condition. 

In MC F-3499, Edward Pardee Parshall—Control; Over- 
land Transportation Co.—Purchase—Higley Forwarding Co., 
the Commission, division 4, by a report and order, has approved 
purchase by Overland Transportation Co., of Akron, O., of the 
operating rights of Higley Forwarding Co., also of Akron, and 
acquisition of control of the rights by Edward Pardee Parshall, 
subject to condition. 

By a report and order in MC F-3424, Pelletier Trucking 
Co.—Purchase (Portion)—Port Jervis Trucking Co., Inc., the 
Commission, division 4, by a report and order on reconsidera- 
tion, has approved, subject to condition, purchase by Pelletier 
Trucking Co., of Pawtucket, R. I., of certain operating rights 
of Port Jervis Trucking Co., Inc., of Port Jervis, N. Y. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 15811, Savage Truck Line, Inc., 
Notes, granting authority to issue a secured promissory note, or notes, 
for not exceeding $345,511.86, to be delivered at par to the Fruehauf 
Trailer Co. to evidence $125,000 of indebtedness for advances from 
that company, and to finance a part of the cost of new equipment. 


Report and order in F. D. No. 15816, Central Greyhound Lines, Inc., 
Stock, granting authority to issue not exceeding 386,000 shares of 
common stock without par value in exchange for 11,600 shares of 
outstanding preferred stock, 200,000 shares of outstanding class A 
common stock, and 200,000 shares of outstanding class B common stock, 
all without par value. Conditions prescribed. 

Report and order in F. D. No. 15847, Chicago Great Western Rail- 
way Co. Bonds, granting authority to pledge not exceeding $437,000 
of first-mortgage 4 per cent bonds, series A, and $548,000 of general 
income mortgage 4% per cent bonds as collateral security for a note 
or notes to be issued under the provisions of section 20a\(9) of the 
interstate commerce act, said pledge or pledges to be in the ratio 
of not exceeding $133 1/3 of bonds in value at the time of pledge for 
each $100 face amount of notes. 


Order in F. D. No. 15745, Terminal Railroad Association of St. Louis, 
et al. Construction, extending the times prescribed in the certificate 


for commencing the construction to December 1, and completing the 
same to June 1, 1948. Approved, 





Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5526, Petroleum Products, Wickett to Pre- 
Sidio, Tex., from October 3 to and including May 2, 1948, 
schedules as published in supplement No. 58 to Agent Ira D. 
Dodge’s tariff I. C. C. No. 680. The suspended schedules pro- 
pose to reduce, over certain routes, the rates on gasoline and 
petroleum fuel oil, in carloads, from Wickett, Tex., to Presidio, 
Tex., for export to Mexico, without observing the provisions 
of Section 4 of the interstate commerce act. 

I. and S. M-2782, Cancellation Joint Rates-Nicolls Trk.-Rio 
Grande M. W., from October 9, to and including May 8, 1948, 
certain schedules published on 6th revised page No. 39-A to 
tariff MF-I. C. C. No. 24 of the Rocky Mountain Motor Tariff 
Bureau, Inc., Agent, Denver, Colo. The suspended schedules 
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propose to restrict joint class and commodity rates, applicable 
mainly between points in Colorado and New Mexico, so as not to 
apply over the line of Lewis Nicolls, doing business as Nicolls 
Truck Line in connection with Rio Grande Motor Way, Inc. 

I. and S. No. 5527, Ethyl Alcohol, Chicago to Texas City, 
on the Commission’s own motion, from October 8, to and includ- 
ing May 7, 1948, certain schedules as published in supplement 
No. 73 to Agent D. Q. Marsh’s joint tariff I. C. C. No. 3700. 
The suspended schedules propose to reduce, over certain routes, 
the rates on denatured ethyl alcohol, in carloads, from Chicago, 
Ill. and Whiting, Ind. to Texas City, Tex., without observing 
the provisions of section 4 of the interstate commerce act. 


Railroad Abandonments 


Feather River 


The Commission, division 4, by a report and certificate in 
Finance No. 15767, Feather River Railway Co. Abandonment 
of Operation, has permitted abandonment of operation by that 
railway over a 10.05-mile portion of railroad line owned by the 
Feather River Pine Mills in Butte county, Calif. 


D.& R. G. W. 


Examiner J. S. Prichard, by a proposed report in Finance 
No. 15476, Denver & Rio Grande Western Railroad Co. Aband- 
onment, has recommended that the Commission, division 4, per- 
mit abandonment by the D. & R. G. W. trustees of a portion 
of the San Pete Valley Branch extending from a point near 
Moroni, to the end of the branch, at Nephi, approximately 23.21 
miles, in San Pete and Juab counties, Utah. The examiner rec- 
ommended abandonment subject to condition that the section 
of the branch extending between the applicant’s connection with 
the Union Pacific at Nephi and a plaster mill at Gypsum, Utah, 
be conveyed by the applicant to the Union Pacific for continued 
operation by the latter, in service to the plaster mill, pursuant 
to arrangements made by the carriers. The portion of the line 
* sought to be abandoned, said the examiner, traversed a broken 


territory in north central Utah about 100 miles south of Salt 
Lake City. 


Motor Purchase Action 


MC F-3521, Harry B. Rosenblum and Sydney Rosenblum 
—Control—United Trucking Co., Inc. By the Commission, divi- 
sion 4. Acquisition by Harry B. Rosenblum and Sydney Rosen- 
blum, partners dba George E. Dewey & Co., Hartford, Conn., 
of control of United Trucking Co., Inc., also of Hartford, 
through purchase of its capital stock, approved and authorized, 
subject to conditions. 


Movers Assn. Ask Reconsideration 
of Household Goods Insurance Rule 


The Independent Movers and Warehousemen Association, 
Inc., has petitioned the Commission to reopen Ex Parte MC 19, 
Practices of Motor Common Carriers of Household Goods for 
consideration of section 176.9 of the Commission’s rules as set 
forth in its report and order of April 25 in that proceeding. 

The association said the section referred to, read with sec- 
tion 176.7, “by implication permit and authorize the sale, offer 
or procurement of cargo insurance, the sole limitation being a 
ban on the receipt of compensation by the carrier from the 
insurance company.” 

It said a ‘‘thesis’” in the report of the Commission, that the 
net result of the prohibition of the furnishing of insurance by 
carriers to shippers of: household goods would be inconvenience 
to the shipper and the possibility of having to pay a higher 
premium, should be tested. The association said prohibition 
would not result in inconvenience and excessive cost to shippers, 
adding that “indeed, the whole practice of insurance coverage 
is at the base of the overwhelming number of claims in this 
industry.” 

The rule implied approval by the Commission of the exer- 
cise by carriers of a function wholly alien to the business of 
transportation, it said, and contended that the Commission’s 
rules and regulations should be “reasonably related” to the 
principal objectives of the interstate commerce act. It said 
the Commission should “proscribe and prohibit the issuance of 
insurance policies by carriers to cover the valuation of ship- 
ments in excess of the valuation released by the shipper. In- 
short, if the shipper desires insurance in excess of the valua- 
tion placed on the shipment, the shipper should secure his own 
insurance.” 

While saying the insurance provisions contained in the re- 
port were a real achievement, the association said the real prob- 
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lem remained to be solved—‘‘whether under any circumstances 
insurance should be sold, offered or procured by carriers for 
shippers.” 

At the Commission it was observed that the petition had 
been filed after the 60-day period allowed under the Commis. 
sion’s rules, and that it might be necessary for the association 
to obtain permission to later file the petition. 


N. Y. C. FREIGHT TIMETABLE 


A freight train timetable, presenting the new postwar sched- 
ules of the regularly scheduled “symbol” freight trains on its 
lines, has been announced by the New York Central System. 
Prepared as a handy guide for all shippers—both of carload and 
less-than-carload consignments—the 24-page pamphlet gives the 
schedules of more than 100 daily fast freight trains on the 11,000 
miles of line of the N.Y.C., the announcement stated. 

The Central’s Pacemaker freight service, a speedy routing 
of less-than-carload shipments between many of the largest 
cities on the system, is featured in a special table giving the 
overnight schedule of the solid Pacemaker train between New 
York and Buffalo and its connections with other cities, the 
announcement stated. Copies may be obtained by writing to 
any regional New York Central traffic manager. 


Digest of NEW COMPLAINTS 


No. 29835, Gerber Products Co., Fremont, Mich., vs. C. & O. et al. 

Alleges rates on 40 carloads of bulk cannery pears, loose in bins, 
including a penalty charge for shipment in bulk, in violation of 
sections 1 and 3. Shipments received at Fremont from Buena, 
Wash., October 12 through November 30, 1945. Asks cease and 
desist order, rates, and reparation. (R. C. Waehner, general traf- 
fic manager, Gerber Products Co., Fremont, Mich.) 

. 29836, Mandan Creamery & Produce Co., Inc., Mandan, N. D., vs. 
Railway Express Agency, Inc., et al. 

Rates on churning cream, from points in Montana, North Dakota, 
South Dakota and Minnesota to Mandan in violation of section 3 
as preferring competitors at St. Paul and Lakeville, Minn. Asks 
cease and desist order, rates, and reparation. (H. S. Russell, 
president, Mandan Creamery & Product Co., Mandan; N. D.) 

. 29837, W. & J. Sloane, New York, N. Y., vs. A. C. L. et al. 

Alleges rates on five shipments of ships ladders and parts, k.d., 
from Oneida, N. Y., to Wilmington, N. C., in the period July 20 
1944, to January 2, 1945, in violation of section 6. Asks reparatio 
of $1,200 with interest. (L. V. Brandt, 1811 S. Prairie Ave., Chi 
cago 16, Ill.) 
. 29838, R. M. Hollingshead Corporation, Camden, N. J., vs. Housto 
& Brazos Valley et al. 

Rate on 13 carload shipments of methylene chloride in drums, 
received at Camden between March 21 and July 25, 1945, in viola 
tion of sections 1 and 6. Asks reparation. (Harry Teichner, 6 
Court St., Brooklyn 2, N. Y.) 


. 29839, The Mead Corporation, Dayton, O., vs. 
et al. 


Alleges single-factor joint through rates over certain routes from 
mines in western Kentucky to Harriman, Tenn., and combination 
rates over other routes, in violation of section 1. Asks cease and 
desist order and rates. (Nuel D. Belnap, Walter, Burchmore & 
Belnap, 2106 Field Bldg., Chicago 3, Ill.) 

MC C-917, Summerbell Roof Structures, Los Angeles, Calif., vs. Western 
Truck Lines, Ltd., Los Angeles. 

Rates on lumber, truckloads, from Los Angeles, Calif., to King- 
man (Berry), Marana, Tucson, and Mendon, Ariz., and vicinity, 
during the period June 15, 1942, to September 1, 1943, in violation 
of sections 216 and 217. Asks cease and desist order, and order a 
to applicability and reasonableness of rates charges. (E. W. Cox, 
1663 N. Highland Ave., Los Angeles 26, Calif.) 

MC C-918, Rite-Way Products Co., Chicago, Ill., vs. Voss Truck Line, 
Inc., Oklahoma City, Okla. 

Rates on eleven mixed shipments of dairy equipment and ma- 
chinery, shipped from Chicago to Oklahoma City in the period 
October 26, 1945, through March 21, 1946, in violation of section 217. 
Asks determination of lawful basis of rates. (Frank Kesler, 128 
W. Grand Ave., Oklahoma City, Okla.) 
C-919, Davies-Young Soap Co., Dayton, O., vs. Geo. F. Alger Co. 

Alleges rate on one mixed less-truckload shipment of buffing © 
polishing compound n.o.i. (wax), and six empty steel drums, in vio 
lation of section 217. Asks Commission to ‘‘invoke its powers unde] 
the penalty provisions as contained in section 222....’ (L. V 
Brandt, 1811 S. Prairie Ave., Chicago 16, Ill.) 
C-920, Cleveland Container Co., Cleveland, O., vs 
patch, Inc. 


Alleges rate on three shipments of strawboard, not corrugated 
on indented, from Tipp City, O., ‘to Chicago, Ill., April 11 to Juné 
13, 1946, in violation of section 217. Asks cease and desist orde 
and administrative determination of unlawfulness of the assailed 
rates. (L. V. Brandt, 1811 S. Prairie Ave., Chicago 16, Ill.) 
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Rates on Paper to Points in 
Southwest Proposed by Examiner 


By a proposed report in I. and S. No. 5392, Paper to and 
within Southwestern Territory, and embraced proceedings, 
Examiner Claude A. Rice has recommended that the Commis- 
sion should find not shown just and reasonable, rates on paper 
and paper articles, in carloads, proposed by the respondents for 
application from the southern part of Western Trunk Line 
Territory, and from Official, Southern, and Southwestern terri- 
tories to points in S. W. Territory and southern Missouri, and 
from the south and southwest to Kansas. 

The Commission should further find, said the examiner, 
that the proposed rates on these products, in carloads, from 
and to the aforementioned points, and that the assailed rates 
from origins in Central Territory to the southwest and south- 
ern Missouri, are, and for the future will be, unreasonable to 
the a that they exceed or may exceed rates constructed 
as follows: 
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1. On pulpboard, description A, N. O. I. B. N., and wallboard, 
rates made 30 per cent of the Class I scale promulgated in eastern class 
rate investigation, plus increases authorized in 1938, minimum weight 
36,000 pounds, equal to about 120 per cent of the rate level on this 
product within Official Territory. On pulpboard B, rates made 33 per 
cent of that scale, same minimum weight. The rates on wallboard should 
be published in a separate tariff, and those from Pensacola, Fla., 
should be determined in the manner described in the text of... report. 

2. On wrapping paper, paper bags, and low-value school supplies, 
rates made 36 per cent of the official Class I scale, minimum weight 
36,000 pounds, equal to about 131 per cent of the rate level on wrapping 
paper and paper bags within Official Territory. 

3. On paper boxes, k. d. flat or folded flat, rates made 36 per cent 
of the official Class I scale, minimum weight 24,000 pounds, subject to 
classification Rule 34 for those made of corrugated material, and 36,000 
pounds for others, equal to about 131 per cent of the general level 
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© Minn. Asks applying within Official Territory. On dishes, plates, and trays, 36 per 
H Ss Russell cent of the official Class I scale, minimum weight 36,000 pounds. 

"N. D.) 4. On newsprint paper, rates made 30 per cent of the official Class I 
7. et al scale, minimum weight 40,000 pounds, equal to about 120 per cent of 







the rate level on this product within Official Territory. 

5. On printing paper other than newsprint, papeteries, toilet paper, 
and the numerous other articles herein involved, rates reflecting the 
percentage relations to the official Class I scale, and subject to the 
minimum weights, shown in the appendix.... 
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J., vs. Housto Because of a failure of the respondents to offer any evi- 


dence to support their fourth-section applications, said the 
examiner, strong opposition manifested by some of the pro- 
testants to the granting, temporarily or otherwise, of authority 
to depart from the long-and-short-haul provision of section 4 
of the interstate commerce act, and a meager evidence of rec- 
ord respecting the extent to which the carriers should be au- 
thorized to group points of origin and destination, the afore- 
mentioned proceedings should be held open and the entry of 
— deferred pending a hearing and decision on these mat- 
ers. 
Said the examiner: 
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The Commission should further find that the proposed minor changes 
in the long-standing adjustment of rates on paper and paper articles, 
in carloads, from Wisconsin, upper Michigan, and Minnesota, referred 
to herein as M. & O. Territory, to Arkansas, Louisiana, Oklahoma, 
Texas, southern Missouri, and eastern New Mexico,, are just and rea- 
sonable, but that the proceeding should be held open pending a hearing 
to receive evidence regarding respondents’ application to establish and 
Maintain such rates without observing the long-and-short-haul pro- 
vision of section 4 of the act. 

The Commission should further find that the rates here under con- 
sideration are not shown to be otherwise unlawful. 

The increases authorized in Increased Railway Rates, Fares, and 


Charges, 1946, 266 I. C. C. 537, may be added to rates found reasonable 
for the future. 
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Embraced proceedings were: I. and S. No. 5482, Paper 
Boxes, Bastrop, La., to the Southwest; No. 29499, Container 
Corporation of America vs. Santa Fe, et al.; No. 29501, Indiana 
Chamber of Commerce et al. vs. Abilene & Southern, et al.; 
F. S. A. Nos. 21749, Paper and Paper Articles from the South- 
West; 21750, Paper and Paper Articles to the Southwest; 21754, 
Paper and Related Articles from South to West; and 22532, 
Paper Boxes from Bastrop, La., to Interstate Points. 

By schedules filed to become effective February 25, 1946, 
Said the examiner, and later, the respondents proposed a re- 
vision of rates a 100 pounds on paper and paper articles, in 
carloads, from Official, Southern, Western Trunk Line, and 
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PROPOSED REPORTS IN I.C.C. CASES 


Southwestern Territories to points in S. W. Territory and south- 
ern Missouri, and from the south and southwest to Kansas. 
On protests by numerous producers and shippers of these arti- 
cles, he said, and a protest by Southern Territory rail carriers, 
operation of the schedules was suspended until September 25, 
1946, and later. The effective date had been voluntarily post- 
poned by the respondents pending disposition of the proceeding, 
said the examiner, adding: 


Under established practices pursued by respondents, rates from 
and to the points here involved are published in tariffs prepared by 
or in behalf of the southwestern carriers. Due to failure of those 
carriers and rail carriers in Southern Territory to agree upon rate 
levels to be applied from that territory, the suspended schedules. pro- 
pose to cancel the commodity rates on paper and paper articles now 
available from points in the south, other than rates on wallboard, and 
allow combinations or class rates to apply, whichever is lower. No 
attempt was made herein to justify the application of class rates on 
this traffic. The burden of supporting revised rates was borne by 
earriers in Southwestern and Official Territories. They proposed at 
the hearing that rates from Southern Territory be made the same 
percentages of the going first-class rates as rates proposed by them 
for application from the southern part of Western Trunk-Line Territory 
and from Official and Southwestern Territories to points in the latter 
territory and southern Missouri, and from the southwest to Kansas. 
No evidence was offered by carriers operating in Southern and Western 
Trunk-Line Territories. 


Agents for the respondents, by the aforementioned fourth- 
section applications, besides asking relief from the long-and- 
short-haul provision, said the examiner, also desired to cancel 
the provisions of destination intermediate rules, now in opera- 
tion, which, he said, provided: 


(1) That rates on these products from the southwest to Mississippi 
River and Missouri River crossings shall be held as maxima at inter- 
mediate destination points in Arkansas, Louisiana (west of the Mis- 
sissippi River), Oklahoma, Texas, Kansas, or southern Missouri, and 
(2) that rates from points in Southern Territory to points in Western 
Trunk-Line Territory, to points west of Southwestern and Western 
Trunk-Line Territories, and to certain other points, shall be held as 
maxima at intermediate points of destination in Arkansas, Louisiana 
(west of Mississippi River), Oklahoma, Texas, or southern Missouri. 
No evidence to support the applications was offered by respondents. 
They ask that the Commission grant temporary relief to establish 
rates proposed by them at the hearing, or such other rates as it may 
herein approve, and allow them to thereafter file appropriate applica- 
tions for continuing relief. 

In No. 29499, filed on March 11, 1946, the complainant corporation 
alleges that the rates on pulpboard, in carloads, from its manufacturing 
plants at Red Bank (Cincinnati) and Circleville, Ohio, Carthage and 
Wabash, Ind., to Ft. Worth, Tex., where it makes pulpboard boxes, 
were and are unreasonable, unduly prejudicial to complainant and 
unduly preferential of complainant’s competitors at indicated points in 
Southern and Southwestern Territories who ship pulpboard to manufac- 
turers of pulpboard boxes at points within and on the border of South- 
western Territory. The Commission is asked to prescribe lawful rates 
for the future. 


In No. 29501, filed March 13, 1946, and later amended, complainant 
corporations allege that the rates on pulpboard and on numerous arti- 
cles made of paper or pulpboard, including boxes, cartons, dishes, 
fillers, pails, partitions, plates, trays, and wrappers, in carloads, from 
their plants in Indiana, Michigan, and Ohio, to points of destination in 
Arkansas, Louisiana, Missouri, Oklahoma, and Texas, are unreasonable, 
unduly prejudicial to complainants and unduly preferential of com- 
petitors at points in Southern and Southwestern Territories, and at 
points in Illinois, Wisconsin, Minnesota, Iowa, Missouri, Kansas, Ne- 
braska, and Colorado. The Commission is asked to prescribe lawful 
rates for the future. 


The primary purpose of the described complaints is to give the 
Commission jurisdiction over the rates therein assailed, and to facili- 
tate the prescription of related rates on the designated articles to and 
between points in the southwest. 

Motions that the Commission order immediate cancellation of the 
suspended schedules, made at the hearing by counsel representing 
several protestants other than rail carriers, after they had heard the 


direct evidence presented by carriers in Southwestern and Official Ter- 
ritories, are not sustained. 


_. The examiner said shippers in Official Territory who par- 
ticipated in this proceeding manufactured papers or paper 
articles, or both, in Delaware, Illinois, Indiana, Kentucky, 
Maryland, Michigan, New Jersey, New York, Ohio, Pennsyl- 
vania, at St. Louis, Mo., a border point, and at various New 
England points. Within W. T. L. Territory, he said, pulpboard 
was produced by participating parties at Denver, Colo., Hutch- 
inson, Kan., Kansas City, Mo., North Kansas City, Mo., and 
Sioux City, Ia.; fillers in Colorado, Iowa, and Kansas; wall- 
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board at Hutchinson; and a long list of papers and paper arti- 
cles in Wisconsin. 

A six-page appendix to the report shows the ratings in the 
western classification, exception ratings and minimum weights 
proposed by the respondents, compared with exception ratings 
and minimum weights in Southern and Central Territories. It 
also carried the bases proposed to be prescribed for future 
commodity rates from the southern part of Western Trunk 
Line Territory and from Official, Southern, and Southwestern 
Territories to points in S. W. Territory and southern Missouri, 
and from the south and southwest to Kansas, to be made per- 
centage relations to the Class I scale promulgated in eastern 
class-rate investigation plus authorized increases. 

“The present adjustment of commodity rates on paper and 
paper articles, from origins from which respondents are pro- 
posing material changes to points in the southwest, is the only 
remaining relic of the southwestern rate adjustments in effect 
on April 5, 1927, when the initial report in Consolidated South- 
western Cases was issued,” said the examiner. 


Examiners Propose Partial Reversal of 
Prior Report on Fluxing Stone 


Examiners Frank C. Weems and Otto A. Hanson, by a 
proposed report on further hearing in No. 29168, Whiterock 
Quarries, Inc. vs. Pennsylvania Railroad Co., et al., embracing 
also I. and S. No. 5463, Fluxing Stone to Ohio, Pennsylvania, 
and West Virginia, have recommended that the Commission 
should find, in reversal of its prior report, that assailed rates 
on fluxing stone, in carloads, from Bellefonte, Howard, and 
Pleasant Gap, Pa., over interstate routes, to points in Official 
Territory are not shown to be unduly prejudicial to the com- 
plainant nor to result in undue preference of competitors at 
Martinsburg, W. Va. They recommend affirmance of findings in 
the prior report in the title proceeding, 266 I. C. C. 157, that, 
in certain situations, the rates assailed are not unduly preju- 
dicial, and that determination of prejudice to intrastate traffic 
is not within the Commission’s jurisdiction. 

The examiners recommended vacation of an order entered 
pursuant to findings in the prior report, dismissal of the com- 
plaint, approval of a proposal of the respondent-defendants 
to cancel the schedules under suspension, and discontinuance 
of the I. and S. proceeding. 

They said the finding of undue prejudice in the prior report 
was limited to situations where a defendant participated in the 
short tariff route from Martinsburg, W. Va., as well as from 
Bellefonte, Howard, or Pleasant Gap, to consuming points to 
which the differences between the average short-line distances 
from the Bellefonte and Martinsburg districts were 40 miles 
or greater. In those instances, said the examiners, the interstate 
rates assailed were found to be unduly prejudicial to the com- 
plainant and unduly preferential of shippers of like traffic from 
Martinsburg, to the extent that for differences between the 
average distances from these districts, the defendants main- 
tained or might maintain (1) rate differences less than 25, 40, 
50 and 60 cents where the average distance was shorter from 
the Bellefonte district and (2) rate differences greater than 
those amounts where the average distance was longer than 
from the Bellefonte district. The examiners said that to con- 
suming points to which differences between the average dis- 
tances from the two districts were less than 40 miles, the rates 
assailed were found not unduly prejudicial as alleged. 

The defendants’ first petition for reconsideration was de- 
nied by the entire Commission, said the examiners. They added 
that the effective date of the order requiring the defendants 
to establish schedules in conformity with the findings of divi- 
sion 3 was postponed from time to time until February 20, 
and that by schedules filed to become effective that date, and 
later, the defendants, in purported compliance with the order, 
proposed to establish an increase of 25 cents in their rates on 
fluxing stone from Martinsburg to Weirton, W. Va., and Toronto, 
O., and from points in the Bellefonte district to Ashland, Ky. 
The examiners added: 


Increases also were proposed from certain points beyond Martins- 
burg in order to avoid violation of the requirements of the fourth 
section of the interstate commerce act. To 30 other points in Ohio and 
West Virginia a cancellation of routes was proposed in connection with 
rates from points in the Bellefonte and Martinsburg districts in in- 
stances where a defendant participated in the short-tariff route from 
Martinsburg as well as from Bellefonte, Howard or Pleasant Gap, but 
no change was proposed in the present rates to these points over other 
applicable routes. 


Operation of Schedules Deferred 
On protest of Whiterock Quarries, Inc., complainants in the 


title proceeding, and others, said the examiners, operation of 
the proposed schedules was suspended to and including Sep- 
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tember 19, and the defendants voluntarily deferred operation 
of: the schedules pending disposition of the issues. They said 
the title proceeding was reopened for further hearing by order 
of April 17, and that a further hearing had been held that in- 
cluded the I. and S. proceeding. 

The examiners observed that the complaint charged only 
that the rates on fluxing stone, in carloads, from Bellefonte, 
Howard and Pleasant Gap to points in Official Territory were 
unduly prejudicial to the complainant and unduly preferential 
of competitors at Martinsburg and Eagle, W. Va. 

Fluxing stone, they said, was used only as a fluxing agent 
in the production of steel and the consumers, therefore, were 
the steel companies in the consuming areas described in the 
prior report. 

The examiners said that in view of the findings and con- 
clusions in Iron and Steel Articles, 155 I. C. C. 517, Iron and 
Steel Rates, 209 I. C. C. 657, American Lime & Stone Co. vs. 
Pennsylvania R. Co., 201 I. C. C. 467, and Washington Building 
Lime Co. vs. Arcade & A. R. Corp., 174 I. C. C. 577, the com- 
plainant urged that the Commission should maintain its view, 
expressed in the prior report, that the present grouping of ori- 
gins with respect to rates on fluxing stone was unduly prejudi- 
cial to the complainant and unduly preferential of the shippers 
in the Martinsburg district, and that the present parity of rates 
should not be permitted to continue. They said the defendants 
“strenuously” urged continuance of the present parity in rates. 


Examiners’ Conclusions 


In their opinion, said the examiners, the record as a whole 
now warranted a conclusion that the rates assailed in the title 
proceeding had not been shown to be unduly prejudicial to the 
complainant or unduly preferential of competitors at Martins- 
burg. They added: 


Complainant has shown that the applicable interstate rates to con- 
suming points from its quarries are the same as those from competing 
quarries at Martinsburg for somewhat longer distances, and that it 
maintains extensive holdings in quarries that probably are not operat- 
ing to a capacity comparable with that of other quarries, but the record 
now before us does not warrant a conclusion that it is the rate situation 
which is causing complainant difficulty in marketing its product. The 
record discloses that complainant itself attributes at least some of its 
difficulty to the fact that certain consumers of this commodity have 
their own quarries from which they receive fluxing stone, and to the 
fact that certain steel companies desire to purchase fluxing stone from 
producers which also produce lime. Defendants and interveners have 
shown that in at least one instance complainant was unable to sell its 
stone at a price inducement because a certain consumer, after trying 
complainant’s stone, found it unsatisfactory. 







The examiners said that although the complainant had 
shown that its plants were relatively closer to consuming points 
than those of its competitors, it was a well established principle 
that a showing of equal rates for a more distant competitor did 
not in itself establish undue prejudice prohibited by the act. 

“Preference and prejudice are not prohibited unless they 
are undue, and to be undue they must be the source of a posi- 
tive and unlawful advantage to the party or point alleged to 
be preferred,” said the examiners. “The evidence here warrants 
no such conclusion.” 

On the contrary, continued the examiners, the record indi- 
cated that a rate differential such as was sought by the com- 
plainant would result in positive disadvantage to shippers at 
the point alleged to be unduly preferred as well as to other 
producers. The examiners added: 


It appears that the alleged unduly preferred producers could not 
absorb a rate differential of 25 cents per ton out of a commodity that 
sells for only $1.20 or $1.30 per ton, and still operate profitably. 
Furthermore, it does not appear that the differences between the dis- 
tances from complainant’s shipping points and those from Martinsburg 
and points in that district are such as would warrant a change in the 
rates assailed. They are similar to differences in distances between 
other points where equal rates are maintained on this commodity, as 
well as on other commodities whose characteristics are similar to those 
of fluxing stone. 

Defendants propose to cancel the suspended schedules in the event 
it is found that the rates assailed in the complaint proceeding are not 
shown to be unduly prejudicial and unduly preferential as alleged. In 
view of the findings on further hearing, no findings with respect to 
the suspended schedules are necessary. 


CALIF. MOTOR LEASE PROPOSED 
By a proposed report in MC F-3460, M. B. Howe—Control; 
Navajo Freight Lines, Inc—Lease (Portion)—-Nevada Consoli- 
dated Fast Freight, Examiner F. A. Clifford has recommended 


that the Commission should approve, subject to condition, the 


lease by Navajo Freight Lines, Inc., Los Angeles, Calif., of 
operating rights of Nevada Consolidated Fast Freight, also of 
Los Angeles, authorizing transportation of general commodities, 
with exceptions, between Barstow and San Francisco, Calif, 
over a regular route, and acquisition of control of the operating 
rights by M. B. Howe, of Los Angeles, through the lease. 


—— + anal 
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October 11, 1947 


Grain Trade Entitled to “Full Line” 
of Routes, Say I. C. C. Examiners 


In two proceedings involving Central Territory grain 
routing, itis proposed that carriers be required to meet 
the needs of the grain trade in the matter of available 
routes. Such short-hauling of carriers as results found 
necessary, and not to put carriers in worse position 
than when the proceedings were initiated. Specific 
routing approved, in principle 


While approving specifie routing for grain and grain prod- 
ucts in principle, Examiners R. M. Brown and O. G. Barber, in 
a proposed réport dealing with such routing in Central Terri- 
tory, say a “full line” of routes should made available, 
defining that as meaning, in addition to its ordinary implication, 
“those routes, multiple-line or otherwise, which afe reasonably 
needed by the shippers and over which the grain traffic can be 
transported from origin to destination at the regularly estab- 
lished single-factor point through rates, subject to existing 
transit arrangements.” 

The report was issued in I. and S. No. 5092, Routing Grain 
—Central Territory, embracing I. and S. No. 5358, Routing 
Grain, B. & O. and C. & O. to C. F. A. The report carried a 
note that I. and S. No. 5334, Routing Grain—Ann Arbor R. R.— 
To the East, originally part of the proceeding, was discontinued 
by order entered March 11, 1946, respondents therein, under 
special permission having filed schedules cancelling those un- 
er suspension. 


The examiners proposed finding unlawful in part present 
routing for application in connection with proportional rates on 
the involved traffic, carloads, from Chicago, Ill., St. Louis, Mo., 
Milwaukee, Wis., and other gateways between Official and 
Western Trunk Line territories, and from other rate-break 
points, to destinations in Central Territory, including border 
areas; finding unlawful in part proposed routing for applica- 
tion in connection with rates on grain traffic, carloads, from 
origins in Illinois and from St. Louis, Mo., all located on the 
lines of the Baltimore & Ohio, also. from origins on the Chesa- 
peake & Ohio in Illinois, Indiana, Kentucky, Ohio, and West 
Virginia, to destinations in Central Territory, including border 
areas. They proposed finding specific routing for the aforemen- 
tioned traffic justified, in principle, and said the schedules under 
investigation should be ordered cancelled without prejudice to 
fling lawful schedules in accordance with the views expressed. 
The proceedings should be discontinued, they said. 

The tariff situation was described as follows: 


By schedules filed to become effective December 31, 1941, respon- 
dents in the title proceeding proposed specific routing for application 
in connection with the proportional rates on grain, grain products, 
and grain by-products, in carloads, from Chicago, Ill., St. Louis, Mo., 
Milwaukee, Wis., and numerous other related gateways, to destinations 
in Indiana, Kentucky, Michigan, New York, Ohio, Pennsylvania, and 
West Virginia. Upon protests filed by the Toledo Board of Trade, of 
Toledo, Ohio, Cincinnati Board of Trade, Inc., of Cincinnati, Ohio, the 
Union National Mill, of Springfield, Ohio, Chelsea Milling Company, of 
Chelsea, Mich., the Commercial Milling Co., of Detroit, Mich., and 
ither parties, the operation of the schedules was suspended until July 
31, 1942. Thereafter, these respondents deferred operation of the sched- 
wes. Later, upon respondents’ petition and by order entered August 17, 
19444, the Commission, by division 2, vacated and set aside the order of 
suspension, as of September 1, 1944, so far as it suspended the opera- 
tion of the schedules designated therein, but continued the investigation 
Proceeding as to such schedules. 

By schedules filed to become effective August 1, 1945, and later, 
respondents in Investigation and Suspensivn Docket No. 5358, namely, 
the Baltimore & Ohio, Chesapeake & Ohio, and their several rail con- 
Nections, proposed specific routing for application in connection with 
the rates on grain and related products, in carloads, from origins in 
Illinois on the line of the Baltimore & Ohio and from St. Louis on 
the line of the same carrier, also from origins on the Chesapeake & 
Ohio in Illinois, Indiana, Kentucky, Ohio, and West Virginia, to desti- 
lations in central territory, including border areas, as set forth in the 
lespective tariffs under suspension. The destinations covered. by the 
Baltimore & Ohio tariff, I. C. C. No. WL-10836, are in Indiana, Ken- 
tucky, Michigan, New York, Ohio, Pennsylvania, and West Virginia. 
Those included in the Chesapeake & Ohio tariff, I. C. C. No. 12815, are 
in Illinois, Indiana, Iowa, Kentucky, Michigan, Missouri, New York, 
Ohio, Pennsylvania, West Virginia, and Wisconsin. Upon protests 
fled by various shippers and others interested in the movement of 
grain, the operation of these schedules was suspended until March 1, 
146. Respondents in I. & S. 5358 have voluntarily postponed the ef- 
fective date of the schedules pending disposition of this proceeding. 


Method of Compliance 


In a discussion of the rate situation, as the outgrowth of 
€ carriers’ attempts to comply with Proportional Rates on 
Tain to Central Territory, 237 I. C. C. 213, and fourth-section 

order No. 13691, entered in that proceeding, following tem- 
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porary relief, without circuity limitation, granted in 1939 in 
connection with prescribed rates in Southwestern Millers’ 
League vs. A. T. & S, F., 227 I. C. C. 795, the examiners said 
the relief was necessary “because the rates theretofore estab- 
lished to many destination groups were applicable over routes 
through higher-rated groups. This situation was caused, in 
part, by the open routing then prevailing. Fourth-section order 
No. 13691, fa entered, was indicated to become effective 
April 30, 1940. 

The carriers, said the examiners, had concluded the only 
reasonable and practicable manner to comply with the fourth- 
section order and maintain the prescribed rates would be to 
establish specific junction-point routing in connection therewith. 
The huge task of preparing a rate and routing tariff, due in 
part to war-time shortage of experienced help, resulted in post- 
ponement of the fourth-section order, they said, adding that 
“finally, on November 29, 1941, Agent Jones’ tariff I. C. C. No. 
3633, frequently referred to as tariff 535-B, was filed in 
purported compliance with fourth-section order No. 13691.” 
This, they said, was the tariff under investigation in I. and S. 
No. 5092. The fourth-section order, except as to its circuity 
limitations, was now effective, they said, adding that “seventh 
and eighth supplemental orders No. 13691, entered January 8, 
1943, and October 4, 1944, respectively, provide, in substance, 
that the circuity limitations originally prescribed shall not be- 
come effective until 60 days after the date of the order con- 
cluding I. and S. 5092.” 

The examiners said that, according to the respondents, at 
least two other considerations had prompted them to establish 
specific junction-point routing. One, they said, was the require- 
ments in rule 4(k) of tariff circular 20; the other, the position as 
to routing taken by the Office of Defense Transportation-Inter- 
state Commerce Commission Grain and Grain Products Trans- 
portation Conservation Committee, that specific routing should 
be established on grain to eliminate circuitous routes which, in 
its opinion, were far too prevalent in Central Territory. 


No Need To Modify Tariff Rule 


Later in the report, the examiners discussed respondents’ 
reliance on rule 4(k) in partial justification of specific routing, 
particularly, they said, that portion providing in effect that the 
routing over which the rates might apply should be stated in 
such manner that the routes might be definitely ascertained. 
This rule had been the source of considerable argument between 
the parties, they said, the respondents contending the Commis- 
sion required them to provide specific routing, the protestants 
that the carriers could comply with the rule by following the 
alternate stated and providing that the rates applying via all 
routes made by use of the lines of the carriers parties to the 
tariff except as otherwise specifically provided in the tariff. 

The examiners cited Routing Soda Ash from Baton Rouge, 
La., 266 I. C. C. 363, and Iron and Steel Rates, 243 I. C. C. 243 
and said some of the protestants suggested, if specific routing 
was necessary to comply with the circular, rule 4(k) be amended 
to exempt the establishment of routing in connection with rates 
on grain, feeling such an exception would be in line with a 
statement of the Commission at page 638 in Grain to, from and 
within Southern Territory, 259 I. C. C. 629, to the effect that 
the grain-rate structure of the country was a law “unto itself 
and has peculiarities which have no parallels in the rates on 
other commodities.” 

“We need not pursue this subject further,” said the exam- 
iners- after quoting the Commission’s condemnation of “open” 
routing in Routing Soda Ash from Baton Rouge, La. “Respond- 
ents were and are justified in their efforts to comply with tariff 
circular and in following plan 1 of rule 4(k). Present circum- 
stances do not require that rule 4(k) be amended, as suggested.” 

The examiners said that, so far as the Toledo shippers were 
concerned, acquiescence in the carriers’ petition that resulted 
in vacation of the suspension in I. and S. 5092, this was “a 
patriotic gesture, to further the war effort, and was not intended 
to bind them to any course of future conduct concerning grain 
routes.” It was their present position, continued the examiners, 
that the.numerous routes the carriers established after the sus- 
pension was vacated did not meet their requirements, or those 
established or that became effective thereafter. Their plea now 
was for wide-open route, said the examiners, adding that “other 
protestants take much the same position.” 


I. and S. 5358 Routing 


The examiners said the routing proposed in I. and S. 5358 
did not differ, in principle, from that under investigation in the 
title case. Specific routing, they said, was provided in all of the 
tariffs now under consideration and that, further, it was the 
intention of the carriers to establish other specific routing on 
grain, including that originating on important railroads in Cen- 
tral Territory. 

Referring to tariff 535-A, the examiners said the “so-called 
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open routing” contemplated was essentially the same as that in 
effect under prior tariffs, a practice that had prevailed for 
many years in connection with the transportation of grain in 
Central Territory. They said that, “ in fact, it might well be 
said that open routing grew up with the grain industry.” Fol- 
lowing this, they touched on various exceptions and restrictions 
to open routing, and continued: 


Under open routing the rates ordinarily apply over any routes 
which can be constructed by the use of any carriers parties to the 
tariff. This general concept of open routing is subject to the qualifica- 
tion that a route thus constructed is one which is not so unnatural, 
illogical, and grossly circuitous as clearly to nullify any implications 
of the tariff that it is open and available. In such circumstances, the 
tariff, even without definite routing restrictions, cannot reasonably be 
construed as providing that route. See Downing Box Co. vs. Chicago, 
M., St. P. & P. R. Co., 251 I. C. C. 450, As stated by Commissioner 
Eastman in his concurring expression in Miner Lumber Co. vs. Penn- 
sylvania R. Co., 161 I. C. C. 801, page 804, a combination of lines over 
which no shipper in his right mind would ever think of moving freight 
between two given points cannot rightly be regarded as a route. Open 
routing, also, is subject to the principle announced in Great Northern 
Ry. Co. vs. Delmar Co., 283 U. S. 686, to the effect that where two 
constructions of a tariff are possible, preference will be given the one 
which does not result in a violation of law. 

Subject to the general limitations above indicated, tariff 535-A 
provided open routing for the movement of grain at proportional rates 
in central territory, when originating at points west of the gateways, 
until such time as the routes in tariff 535-B became effective, namely, 
September 1, 1944, The latter tariff continued the former rates in effect, 
but restricted them to apply only over the routes therein specified. 
Under the new set-up many reasonable routes which formerly were 
available were closed. Shippers using these routes are penalized by 
the imposition of combination rates which are much higher than the 
joint through rates applicable over authorized routes. 


Respondents’ Case 


In a review of the respondents’ evidence, the examiners 
said the rails urged that if the wide-open routing was upheld 
the provisions of section 1(4) of the interstate commerce act 
with respect to the establishment of reasonable through routes 
would be without force or effect; that the carriers would be 
short-hauled without proper justification therefore under sec- 
tion 1(4); that the provisions of section 4 would be nullified; 
that there would be a complete disregard of reasonable circuity 
limitations, resulting in noncompensatory charges; and that 
there could be no effective control over wasteful transportation 
that would result. 


After referring to cooperative efforts between the rails 
and the shippers to arrive at agreement, the examiners quoted 
from the respondents’ brief to the effect that they were willing 
to put into effect “any reasonably direct and compensatory 
routes which may be necessary for the business of the grain 
interests.” They continued: 


On the other hand, it was developed that respondents are not 
willing to establish routes under circumstances which they consider 
opposed to their interests. Ordinarily, these situations are where the 
establishment of a route would result in short hauling the initial car- 
riers, where multiple-line routes would be created where an inter- 
mediate carrier would be inserted between two segments of another 
carrier in forming a route, or where the route would be unnatural, 
illogical, or unreasonably circuitous. Respondents also object, generally, 
to the establishment of routes comprising more than two carriers in 
instances where the final destination can be reached by a single-line 
or a two-line route. The Baltimore & Ohio, particularly, objects to the 
inclusion of an intermediate carrier between two portions of its line 
where it is both the originating and delivering carrier. 


In a discussion of the situation on the Pennsylvania and 
the Nickel Plate, the examiners said, among other things, that 
concurrence among railroads with respect to divisions was not 
a prerequisite to their reaching a final agreement on routing, 
and the examiners added “nor should it be so considered.” 
Divisions was a matter that could be handled after the routes 
were established, the examiners said. They also said there 
was no admission of record on the part of any other carrier 
(having said the Nickel Plate was reluctant to concur in some 
rautes when other routes, sometimes more direct, had been 
made available by competing carriers” that the existence of 
routes over competing routes had been determinative in the 
withholding of a route. They added that ‘the record refutes 
any inference that there has been a concerted effort on the 
part of respondents to deny routes under such circumstances.” 

The examiners then reviewed the reasons for the fact that 
some routes had not been published, by reason of alleged low 
earnings, fourth-section departures, or excessive circuity, and 
reviews B. & O. efforts to avoid being short-hauled. 

There then followed a lengthy review of the evidence of 
the other parties, including contentions by one witness that 
“you can’t divorce transit from this case.” After a brief dis- 
cussion of transit tariffs, the examiners said publication of 
comprehensive routing instructions in such tariffs, many of 
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which, they said, applied to commodities other than grain, 
would be impracticable. They said that “solution of the rout- 
ing problem cannot be accomplished effectively by revision of 
the transit tariffs.” 


Short-Hauling 


The examiners said observance of the ultimate conclusions 
and findings in the report would result in many routes that 
short-hauled one or more of the participating carriers, adding 
that the power of the Commission to require that action was 
questioned by respondents, while the protestants took the con- 
trary view. The latter urged, the examiners said, that the 
peculiar needs of the grain industry and the inherent nature 
of the grain traffic required special consideration and that “the 
facts of record are sufficient to support the conclusion that 
the carriers should be required to short-haul themselves as to 
any reasonable route needed by the shippers.” 

The report referred to Pennsylvania R. Co. vs. United 
States, 54 Fed. Supp. 381, containing a comprehensive his- 
torical review of the Commission’s authority in this respect, 
and said that discussion was enlightening and might well be 
quoted in its entirety. The report then quoted section 15(3) 
and (4), in part. Thus, it said, the Commission was authorized 
to require the establishment of through routes when it found 
them necessary or desirable in the public interest, subject to the 
general limitation prohibiting the Commission from requiring 
a line-haul carrier to short-haul itself. This limitation, the 
report said, was narrowed by the exceptions thereto, “‘the more 
important of which provide that a carrier may be short-hauled 
if the Commission finds that ‘the through route proposed to be 
established is needed in order to provide adequate and more 
efficient, or more economic, transportation.’ ” 

The examiners referring to the language of the Supreme 
Court of the United States in Pennsylvania R. Co. vs. United 
States, supra, as requiring a “fair balance” in the interests of 
carriers and shippers, saying no carrier desired to be short- 
haul, and that no less important was the maintenance of the 
grain industry on a sound and stable basis. The practices of 
this industry in the marketing of grain, grain products, and 
grain byproducts were firmly established, they continued, and 
that “many of these practices, some of which are criticized by 
respondents, have been nurtured and protected through the 
bidding and acquiescence of these same carriers.” 

They concluded the evidence was sufficient to support the 
findings required under section 15(3) and (4), as discussed 
in the report, adding that the record was convincing the routes 
that should be established in conformity with the conclusions 
and findings, in which a carrier or carriers must necessarily 
be short-haul, were needed in the public interest, particularly 
that of the grain industry. The extent to which respondents 
would be short-haul in the routes required to be established 
would not result in undue disadvantage to them, the examiners 
said, adding that “in no event will their condition be any less 
favorable than that which obtained prior to the inception of this 
proceeding. Our conclusions and findings are such that a fair 
balance will be maintained as between shippers and carriers, 
if routes are established in conformity therewith.” 


The examiners then included their “conclusions and find- 
ings,” saying the conclusions sustained were in addition to 
those previously expressed, or in amplification thereof and that 
no further conclusions of findings were necessary concerning 
section 15(3) and (4). They quoted section 15(7) of the act, 
as to the burden of proof in hearings involving a change in 
a rate, fare, charge, or classification, or in a rule, regulation 
or practice, and continued: 


Under those provisions respondents have the burden of justifying f 
the schedules now under investigation, not only as to the routes which 
are published specifically therein but also with respect to formerly § 
available routes which are or would be eliminated. They have met this 
burden so far as routes are or may be provided which are the same 
as those available prior to the inception of the respective investigation ff 
and suspension proceedings; so far as routes are or may be eliminated f 
which are illogical or unduly circuitous; and, in principle, so far as 
specific routing is provided or proposed. They have not met their 
statutory burden in other respects. j 

Elimination of reasonable and logical routes needed by the grain 
industry, particularly those to recognized transit points and on through 
traffic by way of such points, has resulted or will result in the applica- 
tion of combination rates which, as compared with the joint through 
rates heretofore prescribed or approved by the Commission, are or 
will be unjust and unreasonable. Protestants have demonstrated that 
shippers of grain or its products necessarily require a full line of rea- 
sonable and logical routes to all destinations within their normal trade 
territory and that such routes must work through all recognized Ff) 
transit points, including those customarily used by such shippers. They fF) 
have not proved that they need routes which are unduly circuitous or 


illogical. It would be opposed to the public interest to require the estab- |} 


lishment of these latter routes, which generally are wasteful of trans- 

portation, and in no event would we expect respondents to handle jj 

traffic thereover on basis of the present rates. 
A reasonable and logical route, within the meaning of these con- 
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clusions, is one that does not exceed 50 per cent in circuity and which 
does not involve back hauls or movements materially out of line. In 
computing circuity, comparative distances from the gateways shall be 
used in the case of routes comprehended by the issues in I. & S. 5092, 
and from the respective origins in the case of routes covered by I. & S. 
5358. Respondents’ failure to provide a full line of routes of this char- 
acter results or will result in unjust and unreasonable charges and 
constitutes an unreasonable practice, in violation of section 1 (4), 
(5) (a), and (6) of the act. 

The expression ‘‘full line of routes,’’ in addition to its ordinary 
implication, means those routes, multiple-line or otherwise, which are 
reasonably needed by the shippers and over which the grain traffic can 
be transported from origin to destination at the regularly established 
single-factor or joint through rates, subject to existing transit arrange- 
ments. Routes reasonably needed by the shippers include those. which 
will work through their respective transit points to destinations in 
their normal area of distribution and which can be used by their cus- 
tomers in connection with traffic to points beyond. They also include 
routes to and through all transit points which are reasonably inter- 
mediate between initial origin and ultimate destination, The sense of 
these conclusions is that respondents shall provide routes which can 
and will be used by the grain industry in accordance with established 
transit practices; The present routes and those proposed are by no 
means sufficient. 

In addition to other routes which may be established as a result of 
these conclusions, respondents will be expected to provide through 
routes applicable to destinations beyond a transit point which will 
embrace the same line or lines up to the transit point and by way 
of the same junctions as those published in authorized routes, provided 
the same route thus constructed is not unduly circuitous or illogical 
and meets the requirements of applicable transit arrangements. Thus, 
a route over the Baltimore & Ohio from St. Louis to Cincinnati and 
thence over the Pennsylvania to Circleville must be extended to apply 
on a subsequent movement to Parkersburg. A necessary through 
route wouid be over the Baltimore & Ohio to Cincinnati, the Pennsyl- 
vania through Circleville to Zanesville, Ohio, and thence the Baltimore 
& Ohio to Parkersburg. 

On this record it is appropriate to conclude that a carrier serving 
both origin and destination should not be required to enter into the 
establishment of joint-line routes with other carriers on traffic between 
such points, except to cover those instances where there is an actual 
stop in transit at an intermediate point or points, for purposes author- 
ized in the applicable transit tariffs or for track reconsignments. Re- 
spondents will be permitted to restrict their schedules accordingly, 
but in so doing they must be careful to observe in all pertinent respects 
the provisions of section 3(4) of the act. 

The schedules under consideration do not observe fully the require- 
ments of section 6(1) and (3) of the act relating to the necessity of 
plainly stating tariff provisions, particularly in the case of routes to 
points in border areas which are or may be covered by basing books 
or routing guides. This is a matter which can and should be corrected 
by respondents. They should make every effort to simplify and improve 
their grain-routing schedules, so that all shippers can readily under- 
stand the provisions thereof. In this respect it would seem desirable 
that, so far as practicable, all rates and authorized routes covering a 
particular adjustment should be published specifically in a single tariff. 
Reference to routing guides and basing books to determine the applica- 
ble rate or route is not appropriate in the case of grain or grain 
products. 

Notwithstanding any statements or conclusions herein which might 
be construed as indicating a contrary intention, respondents will not 
be required at this time to establish or continue routes which are any 
more favorable than those which obtained under so-called open routing 
or under the then-effective transit tariffs. To avoid future controver- 
sies, however, respondents should give serious consideration to the 
advisability of establishing or continuing all such excepted routes, but 
limited to those routes reasonably needed by the grain industry and 
those which are not unduly circuitous or illogical. 

The Commission should find that the schedules under investigation 
are unjust, unreasonable, and otherwise unlawful to the extent indi- 
cated in the foregoing conclusions, and elsewhere in this report, and 
should require their cancellation, without prejudice to the filing of new 
schedules in conformity with the views expressed herein. The schedules 
should be canceled in their entirety and new schedules published. Car- 
riers, shippers, and other interested parties should cooperate in the 
determination of routes and related tariff provisions which should be 
made effective pursuant to these findings. 

The respective proceedings should be discontinued. 


ore ee 


| 1. C. C. Examiner Recommends Denial 
of Lyon Rights Shifts 


Examiner Robert H. Murphy, in a proposed report in MC 
F-3461, Lyon Van & Storage Co. (Calif.)—Control; Lyon Van 
Lines, Inc.—Purchase (Portion)—Lyon Van & Storage Co. 
| (Wash.) and Lyon Van & Storage Co.; Inc. (Oreg.); Lyon Van 
/& Storage Co. (Wash.)—Purchase (Portion)—Lyon Van & 
| Storage Co. of Tacoma and Lyon Van Lines, Inc.; Lyon Van & 
Storage Co., Inc. (Ore.)—Purchase (Portion)—Lyon Van Lines, 
Inc., has recommended denial of the application, involving re- 
| atrangement of rights of the various Lyon companies to comply 

i with suggestions of the Commission in MC F-2689, Lyon Van 
| & Storage Co.—Control—Lyon Van & Storage Co. of Washing- 
jj ton, et al., 40 M. C. C. 819. 

The examiner said that, while the plan proposed was an 

attempt to meet the objections expressed in the aforementioned 
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case, he was of the opinion that the proposed transaction would 
not materially improve the present situation. The reasons 
ascribed for continuance of separate operating companies were 
not sufficient to warrant departure from the Commission’s pol- 
icy of requiring simplification of corporate entities engaged 
in motor carrier operations, he said. It would seem from the 
standpoint of accounting, administration, tariffs, and relation- 
ship to regulatory authorities and to the public, that all of 


the operations of the commonly controlled companies should 
be unified, he said. 


Proposed Reports 
Phosphate Rock 


I. and S. No. 5496, Ex Parte 162 Increases—Phosphate 
Rock. By Examiner S. R. Diamondson. Recommended that 
Commission find just and reasonable, proposed increase of 34 
cents a gross ton on phosphate rock, crude, ground or not 
ground, but not further treated, in carloads. Vacation of sus- 
pension order and discontinuance of proceeding also recom- 
mended. A review of the evidence in Ex Parte 162, Increased 
Railway Rates, Fares, and Charges, 1946, 266 I. C. C. 537, re- 
lating to phosphate rock, and of the report on further hearing, 
said the examiner, was convincing that the Commission pre- 
scribed a maximum increase of 30 cents a net ton thereon and 
that an increase of 34 cents a gross ton was in accord with the 
findings in the Ex Parte 162 report. The increase was pro- 
posed by respondent railroads, said the examiner, by schedules 
filed to become effective May 30, and suspended on protest of 
numerous parties until December 29. In its Ex Parte 162 re- 
port, said the examiner, the Commission authorized an increase 
in the rates on phosphate rock in carloads of 20 per cent, sub- 
ject to a maximum of 30 cents a ton. 


Cigarettes, Tobacco 


I. and S. M-2727, Cigarettes, Tobacco, North Carolina 
Points to Atlanta, Ga. By Examiner Richard Yardley. Recom- 
mends finding proposed truckload rate of 68 cents a hundred 
pounds, minimum 20,000 pounds, from Durham, Reidsville and 
Winston-Salem, N. C., to Atlanta, unjust and unreasonable, 
without prejudice to filing of rate of 70 cents, minimum 20,000 
pounds. Also recommends finding proposed rate of 110 cents, 
less-truckload, from same points, not shown just and reasonable. 
The examiner said proposed schedules should be ordered can- 
celed and proceeding discontinued. By schedules filed to become 
effective March 3, and later, McLean Trucking Co., Inc., pro- 
posed to establish new truck-load and less-truckload reduced 
rates on cigarettes and manufactured tobacco from the afore- 
mentioned points to Atlanta, Southern Motor Carriers Rate 
Conference, on behalf of Overnite Transportation, proposed 
the same rates from Durham to Atlanta, and on behalf of 
Lewis & Homes Motor Freight Corporation, the same truck- 
load rate from Winston-Salem to Atlanta. On protest of certain 
southern rail carriers to all rates, and of the conference to the 
less-truckload rates, the schedules were suspended until Octo- 
ber 2. The examiner said the proposed 68-cent truckload rate 
was published on the assumption that it was equivalent to the 
average rail rate which, he said, was 70.2 cents for 50,000 
pounds. The 70-cent rate for truckloads, he said, would produce 
truck earnings from 35.5 to 40.8 cents and appeared to be just 
and reasonable, permitting respondent to compete for the 
carload traffic. The proposed less-truckload rate, he said, would 
result in a saving to one shipper alone of about $180,000 a year 
which, he added, would not be passed on to the consumer but 
would be a loss in revenue to the rail and truck lines. This, he 
said, “certainly is not in the public interest.” 


Auto Parts 


MC C-848, Diamond T. Motor Car Co. vs. Hawkeye Motor 
Express, Inc. By Examiner Mack Myers. Recommended that 
the Commission find less-than-truckload shipments of articles 
described on freight bills as “machine parts, iron or steel, 
boxed,” from Cedar Rapids, Ia., to Chicago, Ill., in the period 
from June 29, 1942, to December 26, 1942, were automobile 
parts, N. O. L., iron or steel; that the second-class rate charged 
on the articles so described was inapplicable; and that the 
rate applicable on the shipments was the Class 70 rate of 74 
cents a 100 pounds. The examiner said the defendant should 
refund the overcharges and the proceeding be closed. 


Watermelons 


No. 29701, Michaelson and Shackman vs. Central of New 
Jersey trustee, et al. By Examiner J. Edgar Snider. Recom- 
mended that Commission should find unjust and unreasonable 
to the extent they exceeded 79 cents a 100 pounds, rates charged 
for transporting a carload of watermelons weighing 24,000 
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pounds from Umatilla, Fla.,:to Manhattan Produce Yards, N. J., 
and that reparation should be awarded. 


Used Machinery 


No. 29659, Simmons Machine Tool Corporation vs. Dela- 
ware & Hudson Corporation et al., embracing also No. 29755, 
Simmons Machine Tool Corporation et al. vs. D. & H. Corpo- 
ration. By Examiner Morris H. Konigsberg. Recommended 
that Commission should find not unreasonable or otherwise 
unlawful the rates and ratings on used second-hand, or obso- 
lete machinery and machinery parts, in carloads and less-than- 
carloads, from points within the continental U. S. to Albany, 
N. Y. and Indianapolis, Ind., for remanufacturing or rebuilding 
purposes only. Dismissal of complaints recommended. The 
examiner said the record did not warrant a finding that the 
machinery and machinery parts purchased and shipped by the 
complainants were essentially junk or scrap iron and steel, 
since the complainants purchased only used, second-hand, or 
obsolete machinery that was suitable for remanufacturing or 
rebuilding. 

Terminal Switching Charges 


I. and S. No. 5486, Switching—Bush Terminal Railroad. 
By Examiner J. Edgar Snider. Recommended that the Com- 
mission should find not shown just and reasonable, increased 
charges that would result from proposed cancelation of present 
charges for carload switching at Bush Terminal, Brooklyn, 
N. Y. Cancelation of suspended schedules and discontinuance 
of proceeding proposed. The examiner said the effect of a 
proposed cancelation of the respondent’s local freight tariff No. 
I. C. C. 76 was to increase the charges for services that had 
heretofore been considered by both shippers and respondent as 
switching, from $8.25 a car to six cents a 100 pounds which, 
based on average loading, amounted in some instances to an 
increase of approximately 400 per cent. The examiner said 
that in view of substantial charges that had been in effect for 
a long period, considerable proof of the reasonableness of the 
proposed charges was necessary to support an affirmative find- 
ing. The record in the proceeding, he said, was wholly lacking 
in support for such a finding. By schedules filed to become 
effective April 18, said the examiner, the Bush Terminal Rail- 
road Co. proposed to cancel certain charges for carload switch- 
ing at Bush Terminal that would result in the application of 
higher charges for the same services. On protest of the Mer- 
chants and Manufacturers’ Association of Bush Terminal, Inc., 
and its members, he said, operation of the schedules was sus- 
pended to and including November 17, and the respondent 
voluntarily agreed to further postponement for such time as 
was necessary for the Commission to reach a conclusion in the 
proceeding. 


—_———— 


Motor Authority Dismissal Proposed: 
Applicant Held Not Proper Party 


Examiner James C. Cheseldine, in a proposed report in MC 
17793, Sub. 6, Foster Freight Lines, Inc.—Extension—St. Louis 
Zone, has recommended that the Commission dismiss an appli- 
cation of Foster Freight Lines, Inc., Indianapolis, Ind., for gen- 
eral commodity motor-carrier authority because the applicant 
is not the proper party in interest to receive the authority. He 
said Foster Freight Lines has been a mere user for a number 
of years of the operating rights to which any grant of oper- 
ating authority in the instant proceeding would be dependent on. 

Foster Freight Lines, Inc., said the examiner, applied for 
a certificate to transport general commodities, with exceptions, 
serving points in the St. Louis, Mo.-East St. Louis, Ill, com- 
mercial zone and other specified points as intermediate and 
off-route points in connection with its presently authorized 
regular-route operations to and from St. Louis. 


Under authority granted in Kenneth G. Foster, Sr.—Con- 
trol; Foster Freight Lines, Inc.—Lease and Purchase—St. Louis- 
Indianapolis Freight Lines, Inc., 40 M. C. C. 836, said the 
examiner, Foster Freight Lines leased St. Louis-Indianapolis 
Freight Lines’ certificate in MC 49375 which authorized car- 
riage of general commodities, with exceptions, over regular 
routes between Indianapolis and St. Louis. 


“The lease which is for a term of five years expiring in 
1950,” said the examiner, “gives applicant an option to purchase 
the rights which its representative indicated at the hearing 
would be done in the future. However, the . . . finance applica- 
tion did not request authority to purchase and there is no 
pending application on file with the Commission at this time for 
approval of said purchase.” 

Foster Freight, said the examiner, took over the leased 
rights in August, 1945, and since that time has been conducting 
a daily operation between Indianapolis and St. Louis as well 
as between its other terminal points. He said that for a number 
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of years Foster Freight or its predecessor, St. Louis-Indian- 
apolis Freight Lines, the lessor, served points within the St. 
Louis commercial zone under the impression that the authority 
to serve St. Louis included the authority to serve points in the 
entire commercial zone. However, he continued, when Foster 
Freight was informed that it could not lawfully continue these 
operations, it discontinued such service with its own equipment 
and utilized the services of several local cartage operators. The 
examiner said the instant application was immediately filed in 
order to obtain authority to reinstitute this service to points in 
the commercial zone and other points. Said the examiner: 


In view of the conclusions that the authority sought is required by 
the present and future public convenience and necessity . . . the ques- 
tion arises as to whether applicant is the proper party to receive the 
certificate. As seen applicant is the lessee of the operating rights to 
which the proposed operations would be appurtenant to and dependent 
on. Its interest in those rights are that of a mere user for the term of 
the lease. Unless and until applicant exercises its option to purchase, 
it is the examiner’s opinion that applicant does not have a sufficient 
interest in the leased rights to receive in its own name a permanent 
extension of those rights which are dependent on other operating rights 
not owned by it. For example, to issue the certificate to applicant 
would create the possibility that at the expiration of the lease, the 
regular route between St. Louis and Indianapolis will revert to the 
lessor and the-lessee would hold a certificate dependent on a route it 
does not have, Nor is it possible to issue the certificate to the lessor 
because it is not a party of record and a finding of fitness, ability and 
willingness to properly conduct the proposed operation with respect 
to it is therefor not warranted. 


Motor Recommended Reports 


(Recommended orders in these reports, at expiration of 20 days from 
date of service of reports (unless otherwise stated), become effective unless 
exceptions have been filed within the 20-day period or exceptions have 
been seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission. State in which applicant has home office 
is shown in “black face” type, with name of town or city following.) 


Maryland (Baltimore)—MC 78040, Sub. 1, B. & W. Trans- 
fer Co. Certificate proposed. New furniture, uncrated, from 
Baltimore, Md., to points in Pa., Va., W. Va., Del., Conn., R. L, 
Mass., N. Y., except New York City, and N. J., except Newark 
and Jersey City, N. J., over irregular routes. 

Maryland (Glenelg)—-MC 66140, Sub. 2, John J. Fyock, dba 
Fyock Transportation Lines. Denial of certificate proposed. 
Specified commodities from and to designated points in Md., 
Pa., and Del., over irregular routes, traversing N. J., for oper- 
ating convenience. 

Oklahoma (Oklahoma City)—-MC 59832, Sub. 9, V. A. 
Campbell, dba Campbell Truck Co. Denial of certificate pro- 
posed. Machinery, equipment, materials, and supplies used in, 
or in connection with, the discovery, development, production, 
refining, manufacture, processing, storage, transmission, and 
distribution of natural gas and petroleum and their products 
and by-products between all points in Okla., Kan., and Tenn, 
on the one hand, and all points in Colo., Wyo., Utah, and Mont. 
on the other, over irregular routes. . ig 

West Virginia (Clarksburg)—-MC 47858, Sub. 3, Evans 
Transfer & Movers, Inc. Denial of certificate proposed. House- 
hold goods, between points in specified counties in W. Va., on 
the one hand, and, on the other, points in Ala.; Del., Fla., Ga., 
Ill., Ind., Ky., Kan., Md., Mo., N. J., N. Y., N. C., O., Pa., S. C,, 
Tenn., Va., the lower peninsula of Mich., and D. C., over irreg- 
ular routes. 


New Jersey (Maplewood)—MC 45721, Sub. 4, White Bus 
Co., Inc. Denial of certificate proposed. Passengers, baggage, 
express, mail and n€wSpapers, over specified routes between 
New York, N. Y., and points in N. J., in and west of Hillside. 

Pennsylvania (Oxford)—-MC 41658, Sub. 1, H. B. Ewing, 
dba Jenkin’s Express. Denial of certificate proposed. General 
commodities, with exceptions, serving points in Md., within 10 
miles of Rising Sun, Md., as off-route points in connection with 
applicant’s presently authorized regular route operations be- 
tween Philadelphia, Pa., and Rising Sun. 


Georgia (East Point)—MC 39349, Sub. 7, Smith Transfer 
Co., Inc. Certificate proposed. Tanks and tank fittings between 
points in Ga., on the one hand, and, on the other, points in Ala., 
Fla., N. C., S. C., and Tenn., and telephone poles from East 
Point, Ga., to points in the same states, except Ga., over irreg- 
ular routes. 

Michigan (Grand Rapids)—-MC 35628, Sub. 112, Interstate 
Motor Freight System. Certificate proposed. General commod- 
ities, with exceptions, serving Fulton, N. Y., as an intermediate 
point in connection with presently authorized regular route op- 
erations between Oswego, N. Y., and Syracuse, N. Y., over N. Y. 
highway 48, as authorized in certificate MC 35628, Sub. 1, issued 
September 27, 1946. ! 

Oklahoma (Bartlesville) MC 34231, Sub. 5, Raymond Nye. 
Certificate proposed. Machinery, equipment, materials, and sup- 
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plies used in, or in connection with, the discovery, production, 
refining, manufacture, processing, storage, transmission and 
distribution of natural gas and petroleum and their products 
and by-products, and machinery, materials, equipment, and sup- 
plies used in, or in connection with, the construction, operation, 
repair, servicing, maintenance, and dismantling of pipe lines, in- 
cluding the stringing and picking up of main or pipe lines, 
between points in Kan., Okla., and Tex., over irregular routes. 

New York (Bronx, New York)—-MC 23756, Sub. 3, J. San- 
tini & Bros., Inc. Certificate proposed. Household goods be- 
tween New York, N. Y., on the one hand, and, on the other, 
points in Me., N. H., and Vt., over irregular routes traversing 
Conn., and Mass., for operating convenience. 

Indiana (Indianapolis)—-MC 22229, Sub. 5, Terminal Trans- 
port Co., Inc. Denial of certificate proposed, General commod- 
ities, with exceptions, between Eastman, Ga., and Jacksonville, 
Fla., over a specified regular route. ‘ 

New Jersey (Camden)—MC 18343, Sub. 6, Nicholas Mar- 
tella, dba Martella Motor Freight. Denial of certificate pro- 
posed. Paper and paper stock between Philadelphia, Pa., on the 
one hand, and, on the other, Gloucester, N. J., over irregular 
routes. 

New York (Corning)—MC 14316, Sub. 3, Myron C. Eddy. 
Denial of certificate proposed. Specified commodities between 
Corning and Painted Post, N. Y., on the one hand, and, on the 
other, specified points in O., Pa., and W. Va., over irregular 
routes. 

Ohio (Toledo)—-MC 13900, Sub. 6, Midwest Haulers, Inc., 
Otto L. Hankison Receiver. Certificate proposed. General com- 
modities, moving on bills of lading of freight forwarders, as 
defined in section 402(a)(5) of the act, serving York, Pa., 
as an intermediate point on applicant’s regular route between 
Baltimore, Md., and Harrisburg, Pa., over U. S. highway 111, 
restricted to traffic moving to or from points applicant is 
presently authorized to serve on and west of U. S. highway 11, 
over regular routes described in MC 13900. 

Ohio (Pomeroy)—MC 13388, Sub. 1, West Virginia-Ohio 
Bus Co. Certificate proposed. Passengers, baggage, express, 
newspaper and mail between New Haven, W. Va., and Graham 
Station, W. Va., over U. S. highway 33, serving all intermediate 

ints. 
4 Tennessee (Elizabethton)—-MC 12380, Christine C. Car- 
penter and Clayton C. Carpenter, dba Carpenter Tours. License 
proposed. Operation at Elizabethton, Tenn., as a broker of 
transportation of passengers and their baggage, between Eliza- 
bethton, on the one hand, and, on the other, points in U. S. 

Pennsylvania (Pittsburgh)—-MC 5485, Sub. 1, Hazel Kenny, 
dba J. Kenny Transfer. Denial of certificate proposed. General 
commodities, with exceptions, having either a prior or subse- 
quent movement by aircraft, between airports in Allegheny 
county, Pa., on the one hand, and on the other, points in Pa., 
within 50 miles of such airports, over irregular routes. 

Illinois (Chicago)—MC 4405, Sub. 196, Dealers Transport 
Co. Certificate proposed, and authorization for dual operations 
by applicant, as a common carrier, and W. R. Arthur & Co., 
Inc., a contract carrier, commonly controlled and managed, 
recommended. Trailer bodies and truck bodies, assembled or 
unassembled, from Bethpage, N. Y., to points in U. S., over 
irregular routes. ( 

Maryland (Bradbury Heights)—-MC 3677, Sub. 22, Wash- 
ington, Marlboro & Annapolis Motor Lines, Inc. Certificate 
proposed. Passengers, baggage, newspapers, express and mail 
between Washington, D. C., and junction Md. highway 414 
and Temple Mills Road, over a specified route, serving inter- 
Mediate points. 

New York (Kingston)—-MC 2835, Sub. 19, Adirondack 
Transit Lines, Inc. New certificate in lieu of existing certificate 
proposed. Passengers, baggage, express, and newspapers, be- 
tween the junction of U. S. highway 46 and Hudson Street in 
Little Ferry, N. J., and the junction of N. J. highway 17 and 
Essex Street in Maywood, N. J., over a specified route, serving 
no intermediate points, and abandonment of such operations 
oer applicant’s presently authorized route between those 
Points. 

South Carolina (Charleston)—-MC 1504, Sub. 91, Atlantic 
Greyhound Corporation. Certificate proposed. Passengers, bag- 
gage, express, mail and newspapers, between specified points 
inS. C., over described regular routes. 

Virginia (Winchester)—-MC 1074, Sub. 2, J. M. Grove and 
F. E. Sirbaugh, dba Allegheny Freight Lines. Certificate pro- 
posed. General commodities, with exceptions, between specified 
Points in W. Va., and serving Washington, W. Va., as an off- 
Toute point in connection with presently authorized regular- 
Toute operations between Parkersburg, W. Va., and Winchester, 










































































a, and Charleston, W. Va. 

Illinois (Chicago)—-MC 489, Sub. 15, F. Landon Cartage 
. Denial of certificate proposed. General commodities, with 
exceptions, between Kenosha, Wis., and Rockford, -Ill., over 
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described routes serving Harvard and Hebron, IIl., as inter- 
mediate points. 

Michigan (Temperance)—MC 108873, Floyd D. Clark, dba 
Clark’s Garage.. Certificate proposed. Disabled and wrecked 
automobiles between points in Mich. and O,. within 25 miles of 
Temperance, over irregular routes. 

Maryland (Lothian)—-MC 108811, Richard G. Thomas. Cer- 
tificate proposed. Passengers and their baggage, in round-trip 
charter operations,. beginning and ending at Lothian and West 
River, Md., and extending to Philadelphia, Pa., Washington, 
D. C., Wilmington, Del., and Luray Caverns and Richmond, Va., 
over irregular routes. 

West Virginia (Parkersburg)—-MC 108762, M. C. Perine, 
dba Contractors’ Equipment Co. Denial of certificate for want 
of prosecution proposed. Heavy commodities requiring special 
equipment, rigging or facilities for handling, between points in 
Wood county, W. Va., on the one hand, and, on the other, 
points in Washington and Athens counties, O., over irregular 
routes. 

New Jersey (Vineland)—-MC 108641, Gabriel Scarpa. Cer- 
tificate proposed. In the period from April 1, to October 31, 
both dates inclusive, cut flowers and flower bulbs, from points 
in three N. J. counties to Philadelphia, Pa., and New York, 
N. Y., and rejected shipments and returned empty containers 
in the reverse direction, over irregular routes. 

Kansas (Tescott)—-MC 108550, Carl A. Nelson and Melvin 
R. Nelson, dba Nelson & Sons. Certificate proposed. Over ir- 
regular routes, (1) livestock between Tescott and points within 
25 miles thereof, on the one hand, and, on the other, Omaha, 
Neb., and (2) truck platforms and parts thereof, from Council 
Bluffs, Ia., to points in Kan. 

Indiana (South Bend)—MC 108524, Sub. 1, Cartage, Inc. 
Permit proposed. Over irregular routes, under individual con- 
tracts or agreements with persons engaged in wholesale busi- 
nesses, commodities dealt in by retail grocery stores, from 
South Bend, Ind., to points in 12 Ind. counties and- three Mich. 
counties, and empty containers used in the transportation of 
the aforementioned commodities on the return. 

_ Manitoba, Canada (Winnipeg)—-MC 108491, Mid-West Fruit 
Distributors, Ltd. Certificate proposed. Over irregular routes, 
fresh, frozen or processed sea food, except when in hermetically 
sealed containers, from the U. S.-Canada boundary at Noyes, 
Minn., to Chicago, Ill., Minneapolis, St. Paul, and Duluth, 
Minn., Green Bay and Milwaukee, Wis., and return with no 
transportation for compensation. 

California (Blythe)—-MC 108476, Ralph W. Fuchs, dba 
Blythe Cab Co. Application for certificate dismissed. Passen- 
gers and their baggage, between Blythe and Quartzsite, Ariz., 
over U. S. highway 60, serving Tom Wells Night Spot (about 
10 miles east of Blythe) as an intermediate point, and between 
Blythe and Parker, Ariz., over a described route, serving no 
intermediate points. Finding that applicant’s operations are 
those of a bona fide taxicab operator, subject, as such, to the 
partial exemption of section 203 (b)(2) of the interstate com-: 
merce act, recommended. ’ 

Georgia (Carrollton)—-MC 108467, Sub. 1, Roy Richards 
Construction Co. Permit proposed. Materials and equipment 
used in, or in connection with, the construction, operation, re- 
pair, maintenance or dismantling of telephone and telegraph 
lines, between points and places in Ala., Ga., Fla., Miss., La., 
N. C., Ky., and Tenn., over irregular routes. 

Arizona (Ajo)—MC 108360, J. W. Nicholson. Denial of 
certificate for want of prosecution proposed. General com- 
modities between Ajo and the U. S.-Mexico boundary at a point 
about one mile north of Sonoyta, Sonara, Mexico, over a de- 
scribed route and return over the same route, serving all inter- 
mediate points. 


New York (Long Island)—MC 108073, Alexander Verity 
and Jerry Verity, dba Verity Bros. Denial of certificate pro- 
posed on further hearing. Household goods between Baldwin, 
Freeport, Rockville Center, Lynbook, and Merrick, N. Y., on 
the one hand, and, on the other, points in N. Y., Conn., N. J., 
Pa., and Mass., over irregular routes. 


New Jersey (Palmyra)—-MC 108055, Jack P. Oliver, dba 
Oliver’s Express. Certificate proposed. Over irregular routes, 
(1) paper boxes, set-up, in bundles, (a) from Philadelphia, Pa., 
to points in N. J. and N. Y., and (b) from Riverside, Burlington 
county, N. J., to points in Pa., and (2) paper boxes, knocked- 
down fiat, in bundles, from Ridgefield, N. J., to points in Pa. 

Georgia (Atlanta)—-MC 106049, Sub. 8, Atlanta-New Or- 
leans Motor Freight Co. Certificate proposed. Operation be- 
tween junction U. S. highways 31 and 90 and Pensacola, Fla., 
over U. S. highway 90, restricted to an operation consisting of 
the movement of empty equipment only between Mobile, Ala., 
and Pensacola, Fla. 

California (San Francisco)—-MC 103851, Sub. 24, Savage 
Transportation Co. Certificate proposed. General commodities, 
with exceptions, between its terminal situated in Vernon, Calif., 
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within one mile of Los Angeles, and near the intersection of 
Bandini Boulevard and Downey Road, on the one hand, and, 
on the other, San Francisco and Berkeley, Calif. 

New York (Rhinebeck)—MC 102490, Sub. 2, Gordon E. 
Bailey. Certificate proposed. Household goods between Rhine- 
beck and points in a described N. Y. area, on the one hand, and, 
on the other, points in seven states and Washington, D. C., 
over irregular routes. 

Oregon (LaGrange)—MC 102229, Sub. 4, Oliver Sudbrock. 
Certificate proposed. Tractors and agricultural, mining, log- 
ging, roadbuilding, and construction machinery between points 
in four Ore. counties, on the one hand, and, on the other, points 
in Wash., over irregular routes, subject to the condition that 
to the extent the rights may duplicate rights now held by ap- 
plicant, but a single operating right is granted. 

West Virginia (Elkins)—-MC 101960, Sub. 1, Harry Lee 
Mullennex. Certificate proposed. Over irregular routes, lumber 
from Elkins and points within 25 miles thereof, to points in O., 
Md., Pa., Va., and W. Va., and return with no transportation 
for compensation. 

IMinois (Mt. Carmel)—MC 96547, H. L. Gambrel and R. J. 
Gambrel, dba Gambrel & Son. Denial of certificate proposed. 
Coal from mines located in three Ind. counties to points in 
Wabash county, Ill., over irregular routes. Finding that appli- 
cant’s operation is that of a private carrier and subject only to 
the provisions of section 204 (a)(3) of the interstate commerce 
act relating to safety of operations, qualifications and hours of 
service of employes, and standards of equipment, recommended. 

Washington (Bellevue)—MC 89693, Sub. 13, Pacific Trans- 
port, Inc. Denial of certificate proposed. Over irregular routes, 
pitch, coal, tar, and liquid bituminous products, in bulk, in 
tank trucks, from specified points in Wash and Ore., to points 
in Wash., Ore., and Ida. and a described Mont. area, and 
rejected shipments of the same commodities on return. 

Pennsylvania (Wilkes-Barre)—MC 78763, Sub. 19, K. H. 
Mesharer and George P. Cooper, dba State Transfer Co. Cer- 
tificate proposed. New and used furniture between Wilkes- 
Barre and points within 25 miles thereof, on the one hand, and, 
on the other, points in 15 states and Washington, D. C., over 
irregular routes, traversing Ga. and S. C. for operating con- 
venience only. 

Vermont (North Springfield)—-MC 48791, Sub. 15, J. M. 
Giddings (corrected report). Denial of certificate proposed. 


(1) Iron castings from Springfield to Pearl River, N. Y., over 
a described route, and (2) wooden patterns and machine parts 


and containers from Pearl River to Springfield, over the afore- 
mentioned route, on return, serving no intermediate points. 

New Jersey (Newark)—-MC 108986, Junius F. Dove. De- 
nial of certificate for want of prosecution proposed. Suitcases 
and trunks, empty, between Newark, N. J., and New York, 
N. Y., over irregular routes. 

Indiana (Fort Wayne)—MC 108629, Leo User, dba User 
Cartage Co. Permit proposed. Over irregular routes, bakery 
products from Fort Wayne to points in nine O. counties, and 
rejected shipments of the aforementioned commodities from 
points in the aforementioned O. counties to Fort Wayne. 

Mexico (Tacuba)—-MC 108464, Lineas Unidas del Norte. 
Certificate proposed. General commodities, with exceptions, 
over regular routes (1) between the U. S.-Mexico boundary at 
Hidalgo, Tex., and McAllen, Tex., over Tex. highway 336, serv- 
ing no intermediate points, and (2) between the U. S.-Mexico 
boundary at Brownsville, Tex., and Port Brownsville, Tex., 
over Tex. highway 48, serving no intermediate points; and 
over irregular routes (1) between the U. S.-Mexico boundary 
at Brownsville, on the one hand, and, on the other, Brownsville 
and the Brownsville Airport, Tex.; (2) between the U. S.- 
Mexico boundary at Laredo, Tex., on the one hand, and, on the 
other, Laredo; and (3) between the U. S.-Mexico boundary at 
Eagle Pass, Tex., on the one hand, and, on the other, Eagle 
Pass. 


Texas (Dallas)—-MC 10827, Sub. 1, Frozen Food Express. 
Certificate proposed. Foodstuffs, fresh frozen, and prepared, 
between Memphis, Tenn., points in Tex., La., Ark., Okla., IIL, 
Mich., and Mo., except fresh meats and frozen carcasses, be- 
tween Dallas and Fort Worth, Tex., on the one hand, and, on 
the other, points in Okla., Ark., La., Miss., and Tex., over ir- 
regular routes, traversing Kan. and Ind., for operating con- 
venience only. 


Virginia (Church View)—MC 108118, C. F. Keely, dba 
Keely eight Line Certificate proposed. Over irregular 
routes, (1) livestock, fish, shellfish, agricultural commodities, 
lumber, and canned goods, from points in Middlesex county, 
Va., to Baltimore, Md., and (2) fertilizer, new tin cans, and 
empty return containers of the aforementioned commodities, 
from Baltimore to points in Middlesex county, traversing the 
District of Columbia for operating convenience only. 

Nevada (Ely) — MC 107393, Robert D. Kerr, dba Kerr 
Transportation Co. Denial of certificate proposed. General 
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commodities, with exceptions, between. Ely, Nev., and Salt 
Lake City, Utah, and return, over a described route, serving 
all intermediate points between Ely and Delta, Utah. 

Nevada (Ely) — MC 107392, Robert D. Kerr, dba Kerr 
Transportation Co. Denial of certificate proposed. Passengers 
and their baggage, and express, mail, and newspapers, in the 
same vehicle with passengers, between Ely, Nev., and Salt 
Lake City, Utah, and return, over a described route, serving 
all intermediate points between Ely and Santaquin, Utah. 

Texas (E] Campo)—MC 106176, Sub. 4, Wendel Construc- 
tion Co. Certificate proposed. (1) Machinery, equipment, ma- 
terials, and supplies used in, or in connection with, the dis- 
covery, development, production, refining, manufacture, proc- 
essing, storage, transmission, and distribution of natural gas 
and petroleum, and their products and by-products, (2) ma- 
chinery, materials, equipment, and supplies used in, or in con- 
nection with, the construction, operation, repair, servicing, 
maintenance, and dismantling of pipe lines, including the 
stringing and picking up thereof, except in connection with 
main pipe lines, and (3) commodities not included in (1) and 
(2) as require the use of special equipment by reason of size 
or weight, and parts thereof when moving in connection with 
such commodities, over irregular routes, between points in 
Tex. Recommended that certificate be issued on receipt of re- 
quest for modification of outstanding certificate in accordance 
with findings in instant proceeding, and request for withdrawal 
of registration of applicants’ Tex. intrastate certificate in MC 
106176, Sub. 3, to eliminate duplication of authority. 

New York (New York)—MC 105928, Sub. 2, Hyman Kap- 
lan. Denial of certificate proposed. Passengers and their bag- 
gage, in special operations, in non-scheduled door-to-door serv- 
ice limited to transportation of not more than six passengers 
in a vehicle, but not including children under 10 years of age 
who do not occupy a separate seat or seats, between April 1, 
to September 30, of each year, both dates inclusive, between 
New York, N. Y., and points in Sullivan and Ulster counties, 
N. Y., over irregular routes. 

Missouri (Hannibal)—MC 105407, Sub. 4, Hannibal— 
Quincy Truck Lines, Inc. Certificate proposed. General com- 
modities, with exceptions, (1) between St. Louis, Mo., and 
Pittsfield, Ill., and return, over a described route; (2) between 
Quincy, Ill., and Keokuk, Ia., and return, over a described 
route; and (3) between Wentzville, Mo., and St. Louis, over 
described routes, for operating convenience only, in connection 
with applicant’s presently authorized regular-route operations, 
serving no intermediate points on the aforementioned routes. 

Maryland (Denton)—-MC 104656, Sub. 9, J. Carlton Man- 
drell. Certificate proposed. Passengers and their baggage, be- 
tween Millington, Md., and Pearsons Corner, Del., and return, 
over a described route, serving all intermediate points. 

New York (Mineola)—MC 103613, Sub. 2, H. C. Waller & 
Co. Denial of certificate proposed. Horses (other than ordinary 
livestock) and equipment and paraphernalia incidental to the 
transportation care, and display of such horses, between points 
in Mich., Ky., Vt., Ga., Ind., Ill., and Fla., and between points 
in those states, on the one hand, and, on the other, points in 
Conn., Del., Me., Md., Mass., N. H., N. J., N. Y., N. C., O., Pa., 
R. L., S. C., Va., W. Va., and Washington, D. C., over irregular 
routes. 

Michigan (Kalamazoo)—-MC 100337, Sub 15, Sam Mc- 
Kinley, dba McKinley Driveaway Co. Certificate proposed. 
Over irregular routes, trailers designed to be drawn by passen- 
ger automobiles, in initial movements, in truckaway service, 
from points of manufacture and assembly in Berrien Springs, 
Mich., to all points in the U. S., with rejected or damaged ship- 


‘ments of the aforementioned commodities on return. 


Pennsylvania (Lancaster)—-MC 86188, Sub. 25, Northland 
Petroleum Transport Co. Permit proposed. Petroleum and 
petroleum products, in bulk, in tank trucks, from North Hunt- 
ingdon township, Westmoreland county, Pa., to Reedsville, 


W. Va., and return with rejected shipments, over irregular 
routes. 


Virginia (Richmond)—MC 80382, Sub. 14, Brooks Trans- 
portation Co., Inc. Certificate proposed. General commodities, 
with exceptions, between Charlottesville and Culpepper, V4., 
over U. S. highway 29, as an alternate route in connection with 
applicant’s presently authorized regular route operation be- 
tween points, serving no intermediate points. 


Utah (Salt Lake City)—-MC 77066, Sub. 4, Orson Lewis, 
dba Lewis Bros. Stages. Certificate proposed. Passengers and 
their baggage, in charter operations, between points in Utah, 
Nev., Ariz., N. M., Colo., Wyo., Mont., Ida., a described Ore. 
area, and El Paso county, Tex., over irregular routes, subject 
to conditions for elimination of duplicating rights. 

lowa (Albia)—MC 72576, Sub. 7, O. E. Poe and G. H. 
Wolter, dba P. &.W. Truck Lines. Denial of certificate pro- 
posed. Iron and steel products, from points in the Chicago, Il, 
commercial zone, and from Joliet and Rock Island, Ill. to 
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points in Ia., on and west of U. S. highway 169, and to Dubuque, 
Waterloo, and Mason City, Ia., and points in Ia., within 15 
miles of Dubuque, Waterloo, and Mason City, over irregular 
routes, with rejected shipments on return. e 

Georgia (Cleveland)—-MC 60248, Sub. 3, Neel Gap Bus 
Line, Inc. Certificate proposed. Passengers, baggage, express, 
mail and newspapers, between Quillians and Dahlonega, Ga., 
over a regular route serving no intermediate points. 

New Jersey (Wallington)—-MC 52800, Sub. 3, Patrick T. 
Mastroberte, dba Mastroberte & Sons. Certificate proposed. 
General commodities, with exceptions, between points in Passaic 
county, N. J., on the one hand, and, on the other Wallington, 
N. J., over irregular routes. 

iNinois (Chicago)—-MC 48374, Sub. 2, Fernstrom Storage 
and Van Co. Denial of certificate proposed. Household goods 
between points in Ill., Ind., Ia., Ky., Mich., Minn., Mo., O., 
Wis., Neb., Pa., N. Y., and N. J., on the one hand, and, on 
the other, points in Calif., Wash., Ore., Utah, N. D., Nev., 
Mont., Ida., and Wyo., over irregular routes. 

New Jersey (Long Branch)—MC 46314, Sub. 9, W. L. 
Green Sons, Inc. Certificate proposed. Dog food, in containers, 
from Long Branch, N. J., to points in N. Y., Conn., Mass., 
R. I, N. H., Vt., Me., Del., Md., Pa., Va., N. C, S. C., Ga, 
and Fla., over irregular routes, traversing D. C. for operating 
convenience, with rejected shipments on return. 

Indiana (Indianapolis)—-MC 40302, Sub. 11, Federal Ex- 
press, Inc. Certificate proposed. General commodities, with ex- 
ceptions, between specified points in Ind., and O., over specified 
alternate routes for operating convenience in connection with 
regular-route operations authorized in MC 40302, with no serv- 
ice at intermediate points. 

North Carolina (Charlotte)—-MC 39406, Sub. 5, Central 
Motor Lines, Inc. (Corrected). Certificate proposed. General 
commodities, with exceptions, between points in the Phila- 
delphia, Pa., commercial zone, on the one hand, and, on the 
other, Lexington, N. C., and points in N. C. within 135 miles 
of Lexington, over irregular routes, traversing Del., Md., Va., 
and D. C., for operating convenience, subject to elimination of 
duplicating rights. 

New Jersey (Newark)—MC 3647, Sub. 91, Public Service 
Interstate Transportation Co. Certificate proposed. Passengers, 
baggage, express, and newspapers, between the junction of 
Pulaski Skyway and South Kearny Ramp, in Kearny, N. J., 
and the junction of Central Avenue and Lincoln highway, also 
in Kearny, over a specified regular route. 

Pennsylvania (Doylestown)—MC 3612, Sub. 1, J. Franklin 
Johnson. Permit proposed. Fertilizer from Paulsboro, N. J., 
to Doylestown, Pa., and points in Pa., within 50 miles thereof, 
and lumber from Doylestown to points in N. J., within 100 
miles of Camden, N. J., over irregular routes, subject to re- 
quest for elimination of duplicating authority. 

Delaware (Minquadale)—-MC 60656, Sub. 7, Diamond State 
Motor Freight, Inc. Denial of certificate proposed. General 
commodities, with exceptions, between Wilmington, Del., and 
points in Del., within 50 miles of Wilmington, and those in Pa., 
within 15 miles of Wilmington, on the one hand, and, on the 


other, Pittsburgh, Pa., and points within 50 miles of Pittsburgh, . 


and removal from applicant’s authority in MC 60656, Sub. 5, 
of the restriction of transportation in truckload lots only of 
general commodities between Wilmington and points in Del., 
within 50 miles of Wilmington and those in Pa., within 15 
miles of Wilmington, on the one hand, and, on the other, Wash- 
ington, D. C., points in the New York, N. Y., commercial zone, 
those in that part of Pa., south of U. S. highway 22 and east 
of the Susquehanna River, and those in N. J., and Md., on and 
east of U. S. highway 1. 

Oklahoma (Enid)—-MC 108878, Clarence G. Geis. Denial 
of permit proposed. Refined petroleum products (except in 
bulk) from Enid to all Kan. and Neb. points, over irregular 
toutes, and empty containers therefor and rejected shipments 
thereof in the reverse direction. 


Virginia (Richmond)—MC 108847, Abingdon-Wilkesboro 
Motor Lines, Inc. Denial of certificate proposed. Passengers 
and their baggage and express, mail, and newspapers in the 
same vehicle with passengers, in Va., N. C., and Tenn. 


New York (High Falls)—-MC 108828, Alden S. Hutchins. 
Permit proposed. Over irregluar routes, (1) agricultural trac- 
tors, including parts thereof and attachments therefor, from 
Kingston, N. Y., to points in 18 states and Washington, D. C., 
traversing Va., N. C., and S. C. for operating convenience only, 
and (2) commodities used in the assembly of agricultural trac- 
tors and of their parts and attachments, from points in O., Pa., 
Conn., Mich., and Ia., to Kingston. ; 

., Georgia (Columbus)—MC 108810, C. O. Livingston. Per- 
mit proposed. Passengers and their baggage between Columbus, 
a, and the site of Yuchi Reservation, Russell county, Ala. 
(located approximately 15 miles from Columbus) over U. S. 
highway 241, serving no intermediate points. 
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Virginia (Norfolk)—-MC 108769, C. P. Churn. Denial of 
certificate proposed. Over irregular routes, (1) agricultural 
products, such as spinach, kale, endive, cabbage, collards, pota- 
toes, and other agricultural commodities, and fresh fish, from 
Norfolk and Portsmouth, Va., and points and places in four 
Va. counties to Baltimore, Md., New York, N. Y., Washington, 
D. C., Wilmington, Del., Newark and Jersey City, N. J., and 
Philadelphia and Chester, Pa.; (2) empty beer bottles in crates 
and beer kegs, from Portsmouth, Newport News, and Norfolk, 
Va., to New York, Newark, and Jersey City, Wilmington, and 
Norristown, Pa.; and (3) malt liquors including ale, beer, beer 
tonic, porter, stout, or non-intoxicating cereal beverages, and 
wines, from New York, Newark, Jersey City, Wilmington and 
Norristown to Norfolk, Portsmouth, and Newport News. 

Ohio (Columbus)—MC 30697, Sub. 18, R. E. Dieckbrader. 
Permit proposed. Over irregular routes (1) pulpboard prod- 
ucts, woodpulp, scrap paper, machinery and supplies used in the 
manufacture of pulpboard and pulpboard products, between 
Chicago, Ill., on the one hand, and, on the other, points in Ind. 
and O., with stated exceptions; (2) pulpboard, pulpboard prod- 
ucts, scrap paper, machinery and supplies used in the manufac- 
ture of pulpboard products, between Rock Island, Ill., on the 
one hand, and, on the other, points in Ind. and O., with stated 
exceptions; and (3) pulpboard, pulpboard products, scrap paper, 
machinery and supplies used in the manufacture of pulpboard 
products, between Cleveland, O., on the one hand, and, on the 
other, points in Ill. and Ind., with stated exceptions. 

Washington (Vancouver)—MC 29839, Sub. 1, Roy McKee, 
dba Yacot Stage Co. Certificate proposed. Passengers and their 
baggage, and express, mail, and newspapers, in the same vehicle, 
(1) between Portland, Ore., and Battle Ground, Wash., over a 
described regular route, and return, serving all intermediate 
points, subject to route restrictions. 

Indiana (Evansville)—-MC 25567, Sub. 17, Hancock Truck 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, (1) between specified Ind. points over described - 
routes as alternate routes for operating convenience only in 
connection with regular-route operations between Chicago, IIl., 
and Louisville, Ky., presently authorized in MC 25567, with no 
service at intermediate points, except that service is authorized 
over a combination of the aforementioned alternate routes. 

Winois (Chicago)—-MC 19778, Sub. 19, Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. Certificate proposed. General 
commodities, between specified Ia. and Ill. points over described 
routes, serving all intermediate points, subject to conditions, 
including one that the service by motor vehicle would be limited 
to that which was auxiliary to, or supplemental of, the appli- 
cant’s rail service, and one that no shipments would be trans- 
ported between Davenport or Dubuque, Ia., or through or to 
more than one of those points. 

Wisconsin (Shawano)—MC 16503, Sub. 2, John L. Guex. 
Permit proposed. Over irregular routes, canned goods from 
points in Wis., on and south of U. S. highway 8 to Menominee, 
Ishpeming, Iron Mountain and Escanaba, Mich., and return 
with no transportation for compensation to the aforementioned 
origin points except as otherwise authorized. 

Wisconsin (Milwaukee)—-MC 12397, United Fire Proof 
Warehouse Co. Broker license proposed. Household goods be- 
tween U. S. points. ’ 

Pennsylvania (Philadelphia)—-MC 12396, James J. Scullin. 
Denial of broker license proposed. General commodities, with 
exceptions, between Philadelphia and points within 50 miles 
thereof, on the one hand, and, on the other, points in 18 states 
and Washington, D. C. 

North Dakota (Union Stock Yards, near West Fargo)— 
MC 12383, Earl T. Northrup, dba Northrup Dispatch & Broker- 
age Service. Broker license proposed. Livestock between the 
Union Stock Yards near West Fargo, and West Fargo, on the 
one hand, and, on the other, points in Ia., Minn., N. D., S. D., 
and Wis. 

Idaho (Boise)—-MC 12376, Howard Tennyson. Broker li- 
cense proposed. Household goods, between points in Ida. and 
those in Malheur and Harney counties, Ore., on the one hand, 
and, on the other, all U. S. points. 


New Jersey (Camden)—MC 5390, Sub. 1, S. M. Fox. Cer- 
tificate proposed. Paper products and fibreboard products from 
Delair, N. J., to points in Del., with exceptions, and points in 
a described Md. area, over irregular routes, and rejected ship- 
ments on return. 


Indiana (Wheatfield)—-MC 108744, Alex Hanewich, com- 
mon carrier. Denial of application for want of prosecution pro- 
posed. Crushed stone, from points in Kankakee and Cook coun- 
ties, Ill., to points in Jasper county, Ind.; coal, from points in 
Will and Grundy counties, Ill., to points in Jasper county, 
Ind.; and agricultural limestone, from points in Cook and 
Kankakee counties, Ill., to points in Jasper and Newton coun- 
ties, and in a described part of Porter county, Ind. 

Mississippi (Moss Point)—-MC 108707, Avera Lines, com- 
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mon carrier. Certificate proposed. Passengers and their bag- 
gage, express, mail, and newspapers, between specified points 
in Miss. and Ala., over described routes and return, serving 
all intermediate points, with exceptions. 

Alabama (Plateau)—-MC 108700, Edward D. McCurley, 
dba Mack’s Bus Service, common carrier. Certificate proposed. 
Passengers and their baggage, between Plateau, Ala., and site 
of Ingalls Shipbuilding Corporation at Pascagoula, Miss., and 
between Chickasaw, Ala., and junction unnumbered highway 
with U. S. highway 90 near Mobile, over prescribed routes, 
and return, serving all intermediate points. 

Tennessee (Knoxville)—-MC 108676, A. J. Metler, common 
carrier. Certificate proposed. (1) Contractor’s machinery and 
equipment and coal and coke mining machinery, equipment and 
vehicles, in quantities not less than 10,000 pounds; (2) iron 
and steel articles, in not less than 25,000-pound quantities; 
(3) marble, boxed or crated, in not less than 20,000-pound quan- 
tities; (4) mine cars and iron or steel conveying, dredging, 
dumping or hoisting buckets, dippers or skips, in not less than 
20,000-pound quantities; and (5) steel tanks, in not less than 
10,000-pound quantities, between Knoxville, Tenn., and points 
within 75 miles thereof, on the one hand, and, on the other, 
points in Ala., Ga., Ky., N. C., S. C., Tenn., and Va., except 
no dump cars under (1) or mine cars under (4) between the 
origin territory, on the one hand, and, on the other, points 
in Ky. and Va. Applicant to request cancellation of permit in 
MC 107377. 

Maryland (Annapolis)—-MC 108642, West Shore Lines, Inc., 
common carrier. Certificate proposed. Passengers and their 
baggage, in charter service, from points in Calvert county, Md., 
and those in a described area of Anne Arundel county, Md., in- 
cluding Annapolis, to points in Del., Md., N. J., N. Y., Pa. Va., 
and D. C., and return, over irregular routes. 

Idaho (Lewiston)—MC 108537, D. D. Smith, common car- 
rier. Denial of certificate proposed. Ordinary live stock, and 
baled and loose hay, between points and places in Valley, Idaho, 
Nez Perce, Lewis, Kootanai, Shoshone and Clearwater counties, 
Ida., and those in Asotin, Garfield, Walla Walla, Spokane, 
Yakima and Whitman counties, Wash., on the one hand, and, 
on the other, points and places in Wallowa, Umatilla, Union and 
Multnomah counties, Ore. 

Mexico (Mexico City, D. F.)—-MC 108441, Auto Transportes 
Del Norte, common carrier. Certificate proposed. Fresh fruits 
and vegetables, from the U. S.-Mexico boundary line at Laredo, 
Tex., to Eagle Pass, Tex.; from the U. S.-Mexico boundary line 
over U. S. highway 83 to Carrizo Springs, Tex., thence over 
Tex. highway 85 to Eagle Pass; general commodities, with ex- 
ceptions, between U. S.-Mexico boundary line at Laredo, on the 
one hand, and, on the other, points in the Laredo commercial 
zone. 

New Jersey (Newark)—MC 108377, Bradley Transporta- 
tion Co., Inc., contract carrier. Permit proposed. Under con- 
tract with persons engaged in manufacture of articles specified 
in (1); (1) steel junction boxes, with or without interior fittings, 
including electrical switches, between Hartford, Conn., Long 
Island City, N. Y., and Newark, N. J., and from Hartford, Long 
Island City and Newark to Philadelphia and Pittsburgh, Pa., 
Cincinnati, O., Chicago, Ill., and Detroit, Mich., and return with 
rejected shipments; and (2) materials used in the manufacture 
of steel junction boxes from Pittsburgh to Hartford, Long Island 
City and Newark, and return with rejected shipments, all over 
irregular routes. 

Pennsylvania (Sharon)—-MC 108176, James and Elizabeth 
Atterholt, common carrier. Dismissal of application proposed, 
on finding transportation of passengers and their baggage, and 
air express and newspapers, in the same vehicle with passengers, 
and in separate vehicles, having either a prior or subsequent 
movement by aircraft, between Youngstown airport near Vienna, 
O., and Sharon, Pa., and surrounding municipalities, partially 
exempt and authority not required. 

New York (Waterloo)—-MC 107877, Albert F. Turner and 
Louis Snyder, dba Turner & Snyder, common carrier. Certifi- 
cate proposed on further hearing. (1) Lumber, from points in 
Pa. to Ovid, N. Y.; and (2) canned or preserved fruits and 
vegetables, from Waterloo to points in N. J., and in a described 
portion of Pa., over irregular routes. 

Texas (Amarillo)—-MC 105265, Sub. 13, D. G. Dalby. Cer- 
tificate proposed. General commodities, with exceptions, be- 
tween Boise City, Okla., and Keys, Okla., over a specified route, 
serving no intermediate points. 

Colorado (Craig)—-MC 105027, Sub. 17, Nelson Brothers. 
Certificate proposed. Petroleum products, other than crude oil 
in its natural state, in bulk, in tank trucks, between all points 
in Wyo., traversing Idaho for operating convenience only. 

Ohio (Pauling)—-MC 102343, Sub. 4, John Kauser. Cer- 
tificate proposed. Sugar, from Paulding Township, O., to points 
in described areas of Ind. and Mich., with no transportation 
for compensation in the reverse direction, over irregular routes. 
Canada (Winnipeg, Man.)—MC 96548, Sub. 1, M. E. Bubis 


. 
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Truck Line. Denial of certificate proposed. Fresh, frozen and 
smoked fish, dressed headless fish, and fillets of fish, on ship- 
ments originating in Canada, from U. S.-Canada international 
boundary near Woyes, Minn., and Pembina, N. D., to Eau 
Claire, LaCrosse and Superior, Wis., points in Minn. other 
than Minneapolis, St. Paul and Duluth, and points in Ia., S. D., 
and N. D. other than Fargo and Grand Forks, with no trans- 
portation for compensation on return. 

Tennessee (Nashville)—-MC 78632, Sub. 64, Hoover Motor 
Express Co., Inc. Certificate proposed. General commodities, 
with exceptions, serving Elora, Huntland, Maxwell and Bean's 
Creek, Tenn., as off-route points in connection with route be- 
tween Savannah and Winchester, Tenn. 

Minnesota (St. Paul)—-MC 76266, Sub. 45, Merchants Motor 
Freight, Inc. Certificate proposed. General commodities, be- 
tween Columbia and Kansas City, Mo., over U. S. highway 40, 
as an alternate route for operating convenience only, in con- 
nection with regular routes between St. Louis, ‘Mo., and Ot- 
tumwa, Ia., and between Kansas City and Omaha, Neb., serving 
no intermediate points, restricted against traffic moving be- 
tween points in the St. Louis, Mo.-East St. Louis, Il., commer- 
cial zone, on the one hand, and, on the other, points in the 
Kansas City, Mo.-Kan., commercial zone, which originates at, 
is destined to, or is interchanged at points in the said commer- 
cial zones. 

Oklahoma (Norman)—MC 66841, Sub. 2, H. W. Masters, 
dba Masters Transfer Co. Certificate proposed. Hous¢hold 
goods, between points in Cleveland and McClain counties, Okla., 
on the one hand, and, on the other, points in Ark., Kan., and 
Tex., over irregular routes. 

Nevada (Las Vegas)—-MC 59434, Sub. 8, Sebastian Miku- 
lich, dba Las Vegas-Tonopah-Reno Stage Line. Certificate pro- 
posed. Passengers and their baggage, and mail and express, 
between Tonopah, Nev., and Winnemucca, Nev., over a specified 
route and return, serving all intermediate points. 

Texas (Fort Worth)—MC 44053, Sub. 2, A. W. Goldstein 
and C. M. McElhannon, dba Bonded Warehouse Co. Certificate 
proposed. Household goods, between points in Okla., and Tex., 
on the one hand, and, on the other, points in Colo., Kan., Wyo., 
La., and N. M., over irregular routes. 

Virginia (Arlington)—-MC 41041, Sub. 6, Leland E. and 
Harold T. Carter, dba Carrier Trucking Co. Denial of permit 
proposed. Ice cream and frozen foods, in containers, in refrig- 
erated equipment, from Philadelphia, Pa., and Washington, 
D. C., to points in N. C., over irregular routes, and empty con- 
tainers in the reverse direction. > 

(Continued on page 1064) 


CHEROKEE MOTOR COACH RIGHTS SALE 
Examiners Bruce W. Card and Hobart C. Clough, in a pro- 
posed report in MC F-3377, Southeastern Greyhound Lines— 
Purchase (Portion)—J. B. LeVan and Florence LeVan, have 
recommended that the Commission approve, subject to condition, 
purchase by Southeastern of certain rights and property of J. B. 
and Florence LeVan, doing business as Cherokee Motor Coach 


Co., of Chattanooga, Tenn. 


APPROVAL OF MOTOR RIGHTS PURCHASE PROPOSED 

Examiner F. A. Clifford, in a proposed report in MC F-3434, 
Hugh J. McPhee—Control; American Stevedore Co.—Purchase 
—Max Emil Holst, has recommended that the Commission ap- 
prove purchase by American Stevedore Co., of San Francisco, 
Calif., of the operating rights of Max Emil Holst, doing busi- 


ness as M. E. Holst Draying Co., of Oakland, Calif., with con- 
dition. 


Rails Defend Proposed Fruit, Vegetable 
Unloading Charges at N. Y. and Phila. 


Defendants and protestants in I. and S. No. 5500, Unload- 
ing Charge at New York and Philadelphia, involving rail sched- 
ules proposing charges of from $1.50 to $2 a ton for unloading 
fruits and vegetables at designated terminals in New York and 
Philadelphia, have filed briefs with the Commission in that 
proceeding. 

Among other things, the railroads defended the proposed 
charges by saying they complied with repeated admonitions of 
the Commission that the charges should be assessed for all 
special services performed by the carriers. Tremendous in- 
creased costs of recent years required the imposition of the 
charges, said the carriers, and they contended that the level 
of the line-haul rates was not an issue in this proceeding. De- 
cisions of the Commission indicated that reasonableness of such 
charges was not dependent on the level of the line-haul rates, 
said the railroads, and the protestants, they said, misconstrued 
the word “transportation” in. the interstate commerce act as 
requiring the unloading services to be performed under the 
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line-haul rates. They added that inclusion of “delivery” in the 
meaning of “transportation” did not prove the protestants’ con- 
tention that the level of the line-haul rates was in issue. The 
final point of the railroads’ argument was that “the location of 
Manhattan Island and the resluting difficulty of effective deliv- 
ery there do not require the carriers to perform the unloading 
service without charge.” 

The railroads said that they had fully met the burden of 
preof of the reasonableness of the charges; that the charges 
would not create undue prejudice at New York and Philadel- 
phia as compared with other points in Official Territory, and 
that the charges would place receivers at those points on a 
parity with each other and with receivers at other points who 
performed their own unloading. 


Position of Protestants 


Protestants filing briefs included the Port of New York 
Authority, Department of Agriculture; International Apple As- 
sociation, National League of Wholesale Fresh Fruit and Veg- 
etable Distributors, and the United Fresh Fruit and Vegetable 


-Association, jointly; the California Citrus League; the Califor- 


nia Grape and Tree Fruit Association, and the California Grow- 
ers and Shippers Protective League, jointly, and the Florida 
Railroad and Public Utilities Commission, the Growers and 
Shippers League of Florida, and the Florida Citrus Commission. 

In general the protestants asserted that the unloading serv- 
ices had been furnished without charge for a number of years, 
the Port of New York Authority saying that the practice went 
“from time so remote that the memory of man runneth not to 
the contrary.” The Port Authority said the suspended sched- 
ules proposed “a discriminatory and prejudicial charge that 
would amount to approximately $2 million a year, and that the 
discrimination applies to competitors located in other parts of 
the port district as well as in competing cities.” 

The Department of Agriculture alleged there would be 
preference and prejudice under the schedules because many 
other commodities, it said, were unloaded by the respondents 
under substantially the same circumstances without charge. It 
said the unloading charges were principally opposed because 
they would be borne for the most part by the farmer, although 
it said “we admit that to a lesser extent the consumer would 
share the burden.” 

The apple association and those joined with it said the only 
evidence to support the proposed charges of any amount were 
varying increased unloading charges proposed and which fail 
to reflect an added cost over past cost which must be presumed 
to have been satisfactory for a long period of years. .. .” They 
also said the general increases granted in Ex Parte 148-162 had 
been for the purpose of meeting increased costs. 

The California interests discussed in detail the cost evi- 
dence of the railroads, the Citrus League alleging deficiencies in 
the New York cost exhibits and inaccuracy in the Philadelphia 
cost study. All the California groups discussed the situation 
under Rule 27 of the Consolidated Classification, as requiring 
receivers to take over the duty of the Erie and the Pennsyl- 
vania to unload cars. 

The Florida groups asked the Commission to find that the 
respondents had not sustained their burden, that delivery at 
New York and Philadelphia, including unloading, had hereto- 
fore been made under the line-haul rates, which latter were 
established “to comprehend all costs of rendering transporta- 
tion, including the unloading here involved;” that the unload- 
ing involved was merely a delivery service substituted for team 
track delivery; that the proposal in the absence of a separate 
charge for similar unloading of other commodities was unlaw- 
ful; and that the respondents might not now segregate a com- 
ponent of the line-haul service and make a separate charge for 
it, without adequate showing that the aggregate charge for 
through service was reasonable. They contended that there had 
been no showing that the present through charge was less than 


a maximum reasonable charge. This group asked for oral argu- 
ment. 


IRON, STEEL CASTINGS INCREASE OPPOSED 


Wisconsin manufacturers of iron and steel castings have 
Petitioned the Commission to suspend railroad schedules dated 
to take effect November 1, which, they say, will increase less- 
cCarload ratings provided therein on iron and steel articles within 

ois Freight Association Territory. The protestants number 
Close to 30 manufacturers representing, they say, a major por- 
tion of the iron and steel castings productions in southeastern 

isconsin. 

_ The protestants say they are in keen competition with foun- 
dries located in Official Territory shipping rough iron castings 
and other iron and steel articles into Illinois Territory. 

_ if an increase from column 40 to 50 of the class rates ob- 
taining in I. F. A. Territory were allowed to take effect, and 
Column 40 rates were maintained from Official Territory, said 


1023 


the protestants, it would seriously disturb the competitive re- 
lationship between such foundry producing points and result in 
unjust and unreasonable rates. 

The protested schedules were supplement 57 to I. F. A. 
tariff 80-D, I. C. C. No. 590, item 4550-A. 





Keith Equipment Co. Seeks Papers 
Through Subpoena Duces Tecum 


The complainant in No. 29542, Keith Railway Equipment 
Co. vs. Association of American Railroads, et al., involving the 
reasonableness of a mileage rate of one and one-fourth cents 
paid by railroads to owners of petroleum tank cars between 
August 15, 1943, and October 31, 1945, has asked the Commis- 
sion to issue a subpoena duces tecum. The subpoena would 
require Lester R. Knott, executive vice-chairman, operating and 
transportation division, A. A. R., correspondence, records, sta- 
tistics, reports, memoranda, resolutions, studies and conclusions 
by the A. A. R. relating to the period in question, and to nego- 
tiations at present under way for an increase in the mileage 
allowance. 

In reply, the defendants asked the Commission to deny the 
petition, alleging, among other things, that Keith had sought, 
prior to a former hearing, to obtain the same information by 
service of interrogatories and requests for admission or denial 
which, they said, they had refused to furnish because they had 
no obligation to do so under the Commission’s rules of practice. 
Keith, they said, had made no effort to introduce in lieu thereof 
evidence within its knowledge and possession bearing on the 
issue involved. They said, further, that the information re- 
quested was irrelevant and immaterial, that some of the infor- 
mation sought was a matter of public record in reports to the 
Commission, and that other information had been furnished by 
car owners in confidence. 


D. & C. Navigation Co. Asks 
Clarification of Certificate 


The Detroit & Cleveland Navigation Co. has asked the 
Commission, in W-378, to reopen the proceeding and clarify the 
certificate issued so as “to define with exactness the authority 
of applicant to conduct regularly scheduled one-way and round- 
trip cruises for the transportation of passengers and their auto- 
mobiles on Lakes Erie, Huron and Michigan, and interconnect- 
ing and tributary waterways, and to conduct irregular opera- 
tions on all the Great Lakes... .” 

Objection to the right to operate other than occasional 
cruises, according to the instant application, was made by the 
Georgian Bay Line when D. & C. asked short-notice permission 
in May to file tariffs covering scheduled weekly cruises. 

D. & C. contends it is entitled to those rights under the 
“grandfather” clause of part III of the interstate commerce 
act. It asked, however, the opportunity to present evidence as 
to public convenience and necessity if the Commission felt 
there was not sufficient testimony presented at the original 
hearings to support the “grandfather” claim. 


CHANGES IN DOCKET 

Hearing in |. & S. 5520, assigned for October 7, at New York, N. Y., 
was cancelled. 

Hearing in 29730, assigned for October 8, at New York, N. Y., was 
postponed to a date to be fixed. 

Hearing in MC 106622, Sub. 6, assigned for October 9, at Chicago, 
Ill., was cancelled. 

Hearing in |, & S. M-2747, assigned for October 10, at Omaha, Neb., 
was cancelled. ‘ 

Hearing 1n MC 108621, assigned for October 3, at New York, N. Y.; 
was postponed to a date to be fixed. 

Hearing in MC 107227, Sub. 4, assigned for October 6, at San Fran- 
cisco, Calif., was cancelled. 

Hearing in MC 107593, assigned for October 7, at New York, N. Y., 
was postponed to a date to be fixed. 

Hearing in MC-C 900, assigned for October 10, at Omaha, Neb., was 
postponed to a date to be fixed. 

Hearing in MC-C 896, assigned for October 10, at Tulsa, Okla., was 
postponed to a date to be fixed. 

Hearing in MC-C 904, assigned for October 10, at Tulsa, Okla., was 
postponed to a date to be fixed. 

Hearing in MC-F 3528, assigned for October 1, at Knoxville, Tenn., 
was transferred to October 7, at Knox County Ct., Knoxville, *Tenn., 
before Examiner Forbes. 

Hearing in MC-F 3468, now assigned for October 8, at Washington, 
D. C., is postponed to October 15, Washington, D. C., before Examiner 
Patrick. 


Hearing in MC 108582, now assigned for October 10, at Chicago, IIl., 
is cancelled. 

Hearing in MC 31214, Sub. 2, assigned for October 10, at New York, 
N. Y., was postponed to a date to be fixed. 


Hearing in MC 108624, assigned for October 10, at New York, N. Y., 
was cancelled. 
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39 Per Cent Rail Mail Pay Increase 
to Be Briefed Oct. 15, Then Argued 


The adjourned hearing in No. 9200, Railway Mail Pay, in 
which the railroads are asking a 45 per cent increase in railway 
mail pay rates, came to a pause October 2 when Frank J. 
Delany, solicitor for the Post Office Department, after cross- 
examination of the railroads’ chief witness, announced that 
the department was not ready to proceed with its case and 
renewed his motion for a 6-month continuance (see Traffic 
World, Oct. 4). 

Commissioner Mitchell said the motion for a continuance 
would not be passed on “at this time.” The railroads’ having 
renewed their motion for a 35 per cent “interim” increase, the 
commissioner ruled that both sides should file briefs by Octo- 
ber 15, and.said argument before the entire Commission on the 
temporary increase would follow as soon as possible. 

Since the hearings on the railroad petition were opened in 
July, Mr. Delany has contended the department in Washington 
did not have sufficient information on which to base its case, 
because Congress had never appropriated sufficient funds so that 
central records could be kept. Mail payments, he said, were 
passed on by 15 general superintendents of railway mail operat- 
ing divisions throughout the country. In July, he asked for 
a 60-day delay because a request was then pending with Con- 
gress for a special appropriation to carry out the necessary 
studies. At that time, he said the 60 days was only a “guess” 
and that he could not guarantee the department would be ready 
to go ahead with its case. 

After completing a lengthy cross examination of J. P. 
Cole, assistant to the vice-president of the Association of 
American Railroads—accounting, finance, valuation—and put- 
ting a few questions to J. P. Nye, secretary-treasurer of the 
American Short Line Railroad Association, Mr. Delany said that 


was as far as the department could go on October 2 with its 
case. 


He said he had indicated the difficulty of the case “when 
you do not know what your case is.” He said the questions 


asked Mr. Cole had shown the “largeness and complexities” of. 


the case and demonstrated that, instead of “using the space 
ratio as a means of measuring costs,” the railroads used that 
ratio to establish a minimum apportionment of joint costs 
and as a “spring board to compute higher costs.” He asserted 
the railroads, by the use of various apportionment formulae, 
produced costs higher for most factors than the 7.37 per cent 
ratio developed in the 1928 railway mail pay case. He said 
the department thought the 7.37 ratio was too high, and added 


the witness had “built it up to 8.4 per cent by special treatment 
of certain items.” 


If the railroads, instead of using average figures, were 
permitted to look to actual operating conditions, the post office, 
too, was “remitted” to the same procedure and could not do 
so with the same facilities as the railroads. Commissioner 
Mitchell remarked that Mr. Delany had a right to cross-examine 
the carriers’ witnesses, and asked if the latter desired to 
question any other of the rail witnesses. Mr. Delany said if 
he did try, he had demonstrated “most forcibly” the depart- 
ment’s lack of readiness, and added he doubted if ‘any of us 
would have the patience to sit through fumbling attempts to 
develop the facts.” The commissioner observed that “we are 
perfectly willing to sit here,” adding it was Mr. Delany’s case 
and he could try it as he saw fit. The latter replied he: did 
not think he could make a good start on his case and renewed 
his motion for an adjournment. Commissioner Mitchell said, 
“We will continue.” 


Short Line Testimony 


Mr. Nye said in the mail pay cases of 1919, 1927, 1928 and 
1929, special treatment as to rates of pay for handling mail 
had been given roads under 50 miles in length, roads 50 to 
100 miles in length, and roads in the intermountain and Pacific 
region. He added the petition asking for the 45 per cent in- 
crease did not bring out that fact, and that ‘‘these three groups 
of roads maintain that their special rates should be increased 
45 per cent.” 

He quoted from the decision of the Commission in the 
1928 case, 144 I. C. C. 708, as follows: 


In recognition of the greater expense per unit, the short haul, 
small volume, and preponderance of service in small units, we there- 
fore provided in the original proceeding rates 20 per cent to 50 per cent 
higher than rates for larger roads. The most comprehensive record in 
the present proceeding on re-examination convinces us that the present 
rates are too low and that substantial increases are justified.’’ 


Mr. Nye said “the original rates thereupon were increased 
in the 1928 case.” 


He offered exhibits showing revenues and expenses of the 
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three groups of short lines, and said total net railway operating 
income, 1946 compared with 1925, had decreased in all groups. 
Although total operating revenues generally increased, he said, 
the expenses, taxes, and other charges against income had in- 
creased more than the increase in revenues. For the 50-mile 
group he cited average hourly compensation in 1946 as com- 
pared to 1925 and said the increase was 92.56 per cent. For the 
50-100 mile roads, the increase was 112.24 per cent, and for the 
intermountain and Pacific group, 109.52 per cent, he said. 


Evidence for “Interim” Increase 
Mr. Orcutt called Graham Getty, a statistician of the 


A. A. R. Bureau of Railway Economics to the stand when the 
commissioner asked if there was any evidence to be offered in 


-Support of the “interim” increase. 


Mr. Getty said for the first seven months of 1947 the mail 
revenue of Class I railroads was $77,319,256, compared with 
$72,285,952 for the same 1946 period, an increase of 7 per cent. 
In cross-examination, Mr. Delany asked how the witness “hap- 
pened” to have the figures, among other things. Mr. Getty said 
it was material he carried with him in line of duty, and in 
answer to another question, said he did not know that he was 
to be called to the stand. He agreed that the railway mail pay 
was less than 2 per cent of gross rail revenues and that an in- 
crease of 50 per cent in rail mail pay would add about one per 
cent to gross revenues. 

Mr. Orcutt raised a laugh by saying he was glad to hear, 
for the first time, the figure the post office had in mind, and 
Mr. Delany countered with the remark that the figure had been 
used for the purpose of easy calculation. Commissioner Mitchell 
observed that the record showed very definitely Mr. Delany did 
not favor any such percentage of increase. 

In answer to questions from the bench, Mr. Delany said 
he estimated the department could proceed with its case in 
six months, and might be ready before that. If so, he said, it 
would request that the date of hearing be advanced. After dis- 
cussion with Mr. Orcutt and Mr. Delany as to oral argument, 
Commissioner Mitchell asked Mr. Orcutt what the situation 
would be if the Commission granted an “interim” increase and 
after completing hearings found it was not high enough, and 
whether or not the Commission could go back and grant the 
increase from February 19, when the petition was filed. 

Mr. Orcutt sad he did not think there was any doubt of that 
because the interim relief would not be a final order in the pro- 
ceeding, but would merely represent temporary relief until 
the Commission determined the total amount of relief necessary 
and proper. When the commissioner asked what the situation 
would be if the Commission found the “interim” relief that 
might be granted was too high, Mr. Orcutt replied he had not 
“thought that through because it is inconceivable.” He added 
that the post office, under the law, had a right to ask that the 
case be reopened six months after entry of any order by the 
Commission. 

Commissioner Mitchell then asked if the railroads would be 
entitled to interest in the interim period. 

“We are not asking for it,” said Mr. Orcutt. “In the 1925 
case, decided in 1928, the question was then raised by a supple- 
mental petition as to whether or not that order was retroactive. 
There was still some revenue—considerable revenue—due the 
carriers on a retroactive carry-back to 1921. The Post Office 
Department took that matter of the retroactive feature to the 
Supreme Court. The Supreme court, rather summarily it seems 
to me, decided that the carriers were certainly right and where 
the act provides for reasonable compensation they were en- 
titeld to it the moment they earned it, and did not have to wait.” 

He went on to say that judgments had been taken and that 
Congress, in passing the appropriation for payment of the 
Claims said the payments received were to be credited to in- 
come in the year in which they were received. As a result, he 
continued, in 1929 the railroads paid income taxes on 1921 in- 
come, at the higher rates then in effect. He said he could not 
conceive that as “just compensation.” He added that was why 
the railroads were entitled to interim relief, and that “you will 
never get any interest out of the government.” 

Mr. Delany then suggested that Mr. Orcutt’s brief be filed 
first, but the commissioner said it was the Commission’s prac- 
tice to have briefs filed at the same time. After ruling that 
briefs would be due October 15, Commissioner Mitchell said the 
case would be continued until further notice by the Commission. 


COAL RATE INCREASES PROTESTED 


The Western Pennsylvania Coal Operators Association and 
the Rochester & Pittsburgh Coal Co. have asked the Commis- 
sion to suspend increased rates proposed to be established, 
effective October 15, on bituminous coal, in carloads, from 
mines in the Butler-Mercer, Freeport, Pittsburgh, Connells- 
ville and Reynoldsville districts in Pennsylvania to destinations 
in the Buffalo, N. Y. area and in Ohio. 

Protested tariffs were Baltimore & Ohio No. C-60, coal and 
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coke series, supplement 51 to I. C. C. 2891, and other tariffs 
of the B. & O., the Bessemer & Lake Erie, the Erie, the Pennsyl- 
vania, the Pittsburgh & Lake Erie, and the Pittsburgh & West 
Virginia. 

Following the Commission’s decision in Ex Parte 162, In- 
creased Railway Rates, Fares and Charges, 1946, said the 
protestants, the basic rates on bituminous coal from the afore- 
mentioned producing districts to the destinations in the named 
areas were increased in the full amounts authorized. They 
said that since the basic rates from these producing districts 
to the destinations had for the most part been more than $1 
and under $2.25 a net ton, the published increase amounted gen- 
erally to 25 cents a net ton. 

The protested rates, said the petitioners, proposed to in- 
crease most of these rates by an additional five cents a ton, 
thus making the total increase in such basic rates five cents 
in excess of the amounts authorized in Ex Parte 162. 

“In numerous cases,” said the petitioners, “the final result, 
should the proposed rates become effective, will be aggregate 
increases of 30 cents per ton on basic rates less than $2.25 


per ton, a direct violation of the Commission’s finding in Ex 
Parte 162... .” 


Panama Pacific Asks 180-Authority 
to Serve Pacific Coast Ports 


The United States Lines Co. (Panama Pacific Line), in 
W-497, Sub. 3, has asked the Commission for temporary au- 
thority to extend its operations as a common carrier of commod- 
ities generaly between the Atlantic ports of New York and 
Baltimore, and the Pacific ports of Los Angeles Harbor and 
San Francisco, so as to include direct-call service for 180 days 
from and to Oakland, Alameda and Stockton, Calif. 

Direct steamer service between the Pacific Coast territory 
and New York and Baltimore were at present less than one- 
fourth of the service available prior to the war, said the appli- 
cant, and was insufficient to meet the immediate needs of the 
shipping public, a need it said was further aggravated by the 
shortage of railway cars. The need was now and would remain 
for several months particularly acute at the points mentioned in 
respect of canned and dried fruits and similar products, “now 
at the height of the shipping season,”’ said the applicant. 

At present, it said, it was able to offer service only by 
transshipment via other water carriers to and from the Cali- 
fornia points and was unable to move considerable cargo it 
could and would carry if direct calls were made at those points. 
The indirect service, it added, was not only uneconomic, but said 
it was informed many shippers were unwilling to use the indi- 
rect service because of delays involved and “the substantial 
risk of damage and pilferage arising out of the additional han- 
dling and storage.” 

Letters from the assistant port director at Stockton, and 
from the port manager at Oakland were attached to the appli- 
cation in support of the request. 


Rails Ask Further Hearing in 
Liquefied Petroleum Gas Cases 


Railroads, defendants in No. 29179, Montana-Dakota Utili- 
ties Co. vs.. Atchison, Topeka & Santa Fe Railway Co., et al., 
and 30 additional complaint cases, in which the Commission re- 
quired the railroads to establish rates made 110 per cent of 
gasoline rates on liquefied petroleum gas, charges to be com- 
puted on an estimated weight of 4.7 pounds a gallon, instead of 
6.6 pounds, as theretofore, have asked the Commission for 
hearing and reconsideration (see Traffic World, Aug. 2, 
p. t 

The railroads based their request on allegations that the 
traffic study on which the complainants had relied in presenting 
their case was not representative, and that a traffic study of 
the movement from all mid-continent origins to all points of 
the United States for October, 1945, and for one day in each 
week of 1946, showed disparities so great that “a decision based 
on the present record cannot meet the test of due process of 
law.” It was on this ground, they said, they sought further hear- 
ing and reconsideration. : 

Saying the evidence offered by Skelly Oil Co. was repre- 
sentative, the carriers set forth the results of their traffte study, 
Saying at one point their figures showed that “there are wide 
variances between Skelly’s experience and average conditions in 
the industry as a whole.” The respondents then discussed the 
humber of cars required for the movement of the gas, and the 
earnings on average loadings, and said the division had erred 
in allowing an increase of only 10 per cent in the rates appli- 
cable to liquefied gas. They had sought an increase that would 


.coln, Nebr., and Denver, Colo., with respect to its Zephyr diesel 
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substantially preserve existing “per car” charges, they said, but 
that the division had presumably concluded ‘on the basis of 
Skelly’s study” that not more than a 10 per cent increase in 


the rates was warranted in the light of earnings on average 
loadings. . 


Hearing on Petition to Modify 
Train Safety Order Concluded 


The hearing on petitions of western railroads for modifica- 
tion of the Commission’s order of June 17 in No. 29543, Ap- 
pliances, Methods and Systems Intended to Promote Safety of 
Railroad Operation continued at the Morrison Hotel October 2. 

Two witnesses for the Railway Labor Executives’ Associa- 
tion, C. L. Hawkins and R. F. Howell, train engineers on the 
Western Pacific Railroad, testified that, contrary to the testi- 
mony of witnesses for the Southern Pacific Railroad, they had 
experienced extremely cold weather between Oakland and 
Ogden in the region east of Portola, Calif., during which the 
signal lights shielded with the 24-inch hoods did become ob- 
scured by ice. 


Burlington Men Testify 


H. E. Murphy, operating vice-president, Chicago, Burling- 
ton & Quincy Railroad, appearing as a witness for his company, 
stated that the Burlington was withdrawing its request for 
modification of the Commission’s order insofar as equipping its 
trackage is concerned between Red Oak and Council Bluffs, 
Ashland and Lincoln, and North LaCrosse and St. Paul. It 
would, he said, seek relief, however, with reference to auto- 
matic train stop or train control systems, or automatically con- 
tinuously controlled cab signals, in the territory between Lin- 


high-speed lightweight passenger trains which are operated at 
a maximum speed of 90 miles an hour. 

Mr. Murphy gave the following reasons why the C. B. & Q. 
felt that this territory should be exempt from the requirements 
of the Commission’s order: 1, the low density of traffic did not 
justify additional signals; 2, the density was lower than that 
obtained on some manual block territory; 3, the infrequency of 
accidents of the lightweight trains involved of a type which 
cab signalling or automatic train control or train stop is des- 
ignated to prevent; 4, the territory was signalled with central- 
ized traffic control on which high visibility color light signals 
were used; 5, the line traversed a plains country with little re- 
striction of view and on curved portions the maximum speed 
had already been reduced to 80 miles an hour or less depending 
on the restrictive nature of the curvature; 6, fog or other re- 
strictions seldom occurred, and when they did trains operated 
under “fog orders’. 

The frequency of medical examinations of train service 
employes, the surprise tests made with respect to signals and 
operations, the use of speed indicators on all Burlington pas- 
senger engines in main line service, and rail detector car inspec- 
tions were other factors cited by Mr. Murphy in support of the 
Burlington’s petition. 


Cc. T. C. System Described 


A. L. Essman, signal engineer, C. B. & Q., described in de- 
tail the safety features of the centralized traffic control in use 
between Lincoln, Nebr., and Derby, Colo. Hazards to train 
crews are reduced, he said, because of power operated switches 
which make it unnecessary to run ahead of a train to open 
switches or to run and board the train after closing the switch. 
The C. T. C., he said, reduces the possibility of accidents re- 
sultant from break-in-two’s on account of not having to stop and 
start as frequently because of siding switches being operated. 
The C. T. C. sytem, he said, provides dispatchers with facilities 
to hold trains at any of the controlled signals should the occa- 
sion arise to hold such trains. The system is so designed, he 
added, that a dispatcher, even if he willfully attempted, cannot 
cause “a proceed indication” to be displayed for opposing or 
following trains into a block. 


Testimony from Santa Fe 


G. H. Minchin, operating vice-president of the Atchison, 
Topeka & Santa Fe Railway, elaborated on his company’s 
petition for modification of the Commission’s order. He said 
the company found it necessary to request postponement of 
effective dates in that part of the order which sets up the time 
schedule for an installation of automatic train stop, train con- 
trol or cab signal system for one year to permit installation 
of centralized traffic control between Canyon, Tex., and Tex- 
ico, New Mexico, and between Wellington, Kan., and Waynoka, 
Okla. He introduced exhibits to show the need for modification 
of the order to permit the operation of passenger trains at 
maximum of 85 miles an hour under automatic block 
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signals between Barstow and Mojave, Calif.; between Stockton 
— Bakersfield, Calif., and between Santa "Ana and Sorrento, 
Calif. 

E.. E. McCarthy, general manager of Santa Fe’s coast 
lines, emphasized the very good weather conditions, flat coun- 
try, low embankments, and low number of cuts on the run 
through the San J oaquin Valley between Bakersfield and Stock- 
ton. He said that the only collision involving a streamlined 
passenger train in this territory between January 1, 1938, and 
August 1, 1947, occurred in the Stockton freight yards where 
a switch engine caused a minor accident by side-swiping a 
passenger train traveling at the rate of 43 miles an hour. 

After Mr. McCarthy had spoken of the good weather be- 
tween Santa Ana and Sorrento, Commissioner Patterson re- 
marked that throughout the hearing the weather had been gen- 
erally good in the vicinity of the railroad tracks. Mr. McCarthy 
said that no collisions caused by fog or other weather condi- 
tions had occurred between March 27, 1938, and August 1, 
1947, in that territory. He stressed the frequent physical ex- 
aminations of engine men and the comparatively short runs 
the west coast engineers have. 

In reply to questions from labor representatives, Mr. Mc- 
Carthy admitted that generally signs for reducing speed are 
not illuminated but said that some of their signs are illumi- 
nated. He said that motor car maintenance crews are informed 
daily as to passenger train operations schedules but train crews 
do not know the whereabouts of motor car crews. 

Mr. Miller, counsel for the Railway Labor Executives’ As- 
sociation, asked Mr. McCarthy if it were not true that speed 
indicators on curves requiring a reduction to a speed of 95 miles 
an hour mean no reduction at all where the maximum speed is 
95 miles an hour for streamlined passenger trains. Commis- 
sioner Patterson ruled the question not pertinent to the hearing. 

Hearing on the petitions of the Chicago & North Western 
Railway and the Rock Island Lines has been postponed until 
November 17. 


M. P. COMMITTEE REAPPLICATION 


The Missouri Pacific Railroad Co. 5% Per Cent Secured 
Bondholders’ Committee, consisting of Frank O. Frisk, chair- 
man, William R. Cubbins, and Ernest Lee Foley, has filed with 
the Commission a motion for immediate further consideration 
of its reapplication to solicit authorizations. The motion was 
filed in Finance No. 9918, Sub. Nos. 1 and 2, Missouri Pacific 
Railroad Co. Reorganization. 

The petitioner said the motion was filed “consistent with 
the right reserved” in the report of the Commission, division é 
in Finance No. 9918 (see Traffic World, ~ 6, p. 653), 
which the Commission said: 


We conclude that we should retain jurisdiction and defer decision 
on the application of this committee until a final decision by the courts 
on the pending appeals from the order of the district court approving 
the plan. Thereupon, if the committee so desires, it may file with us 
a motion for further consideration of its application accompanied by 
affidavits by each committee member setting forth changes, if any, in 
the facts as disclosed in their last previous affidavits, or affirming that 
no such changes have occurred. 


The petitioner observed that on September 9, the federal 
circuit court of appeals for the eighth circuit vacated and set 
aside an order of the Missouri district, eastern division federal 
court approving a plan of reorganization and remanded the 
cause to the district court “with directions to return the plan 
to the Interstate Commerce Commission for its further investi- 
gation, consideration and recommendations.” It said a court 
order had been entered in the district court returning the plan 
to the Commission. 

This action, said the petitioner, completely removed stated 
grounds for denying its reapplication. 


OKLA. CITY PROTESTS MOTOR RATE RISE 

The Oklahoma City (Okla.) Chamber of Commerce has 
petitioned the Commission to suspend tariff provisions which it 
says drastically increase the rates applicable on shipments mov- 
ing from eastern origins in connection with certain named motor 
carriers’ lines and cancels numerous joint rates as well as dras- 
tically increases the minimum charge on shipments for account 
of all participating carriers. 

Effective October 10, said the protestants, supplement 14 of 
Eastern-Central Motor Carriers Association, agent, motor tariff 
20-A, MF-I. C. C. A-26, provided in item 1520-A for increase in 
the minimum charge, generally, from 100 pounds at the appli- 
cable rate to 100 pounds at the first-class rate. 

It said item 2500 provided for account of Roadway Ex- 
press, Inc., and the Shippers Freight Forwarding Co., rate stops 
of third class on less-than-truckload traffic and fourth class on 
truck-load traffic to certain southwestern destinations and to 
other destinations third class on both 1. t. 1. and t. 1. traffic. This 
item, it said, also provided for application of combination rates 
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over the interchange points on joint-line traffic from practically 
all points in the origin states to southwest destinations. 

Item 2673, it said, provided for account of Trans-American 
Freight Lines, Inc., a ‘minimum charge, where that line partici- 
pated in the movement, based on 200 pounds at the first-class 
rate, or, in other words, using New York City as the origin, a 
minimum charge of $8.10 a shipment. - 

The Eastern-Centra: Motor Carriers Association, in a letter 
to the Commission, said the Oklahoma City chamber failed 
completely to recognize that there was a range between mini- 
mum reasonableness. It said the chamber’s petition did not 
allege that the proposed schedules were unreasonable, but 
merely stated that it felt that the present provisions were rea- 
sonable and that there was no justification for the increases. 


Dept. of Justice Opposes Joining 
of Wartime Reparation Cases 


The Department of Justice has petitioned the Commission 
to vacate an order in No. 29572, United States of America vs. 
Ahnapee & Western Railway Co. et al., and four additional 
cases asking reparations on wartime rail government ship- 
ments, that were assigned for joint hearing in Washington, 
December 15, before division 4 (see Traffic World, Sept. 20, 
p. ; 

The department said division 4 erred in concluding that 
the issues in the cases were so closely related that their con- 
solidation for joint hearing and consideration was “desirable 
or imperatively necessary’; that the cases presented common 
questions of law or fact justifying an order of consolidation. 

Consolidation of the cases, the department continued, 
would defeat the government’s right to full, fair, proper and 
orderly hearing in each case in that consolidation would “com- 
mingle and obscure the separate and distinct issues presented 
in each case,” would “commingle” the evidence in support of 
each complaint and tend to obscure its meaning and effect; 
would result in ‘a hodge-podge of issues and evidence that 
would preclude any rational determination being made of the 
issues presented in each case”; would “serve the announced 
purpose of the railroads to treat all proceedings brought 
against them by this complainant as a single attack on the 
rates charged on its war traffic, contrary to the facts, and on 
such basis to interpose as a defense the railroads’ need for 
revenue and other considerations and factors that are wholly 
irrelevant and immaterial to determination of the separate 
and distinct issues presented in each case”; and that the pro- 
posed action was contrary to the established practice of the 
Commission. 

Made part of the petition is correspondence addressed to 
the Commission by the railroads requesting consolidation of 
the proceedings, and a letter opposing such action by Douglas 
W. McGregor, assistant to the attorney general. 


Railway Springs Products Consent 
Judgment Announced by Clark 


Attorney General Tom C. Clark has announced that a final 
judgment eliminating restraints in the manufacture and sale 
of railway springs and spring plates has been entered in the 
United States District Court at Hammond, Ind., against the 


following defendants: American Locomotive Company, New 
York City; American Steel Foundries, Hammond, Ind.; Bald- 
win Locomotive Works, Eddystone, Pa.; Crucible Steel Com- 
pany of America, New York City; Pittsburgh Spring & Steel 
Company, Pittsburgh; Union Spring & Manufacturing Com- 
pany, New Kensington, Pa.; Universal Railway Devices Co., 
Chicago; Pittsburgh Steel Foundry Corporation, Glassport, Pa.; 
and Railway & Industrial Spring Associations, Pittsburgh. 

“The judgment in this case,’’ Mr. Clark said, “affects prod- 
ucts which constitute an important cost factor in the construc- 
tion and maintenance of railroad cars and locomotives. The ff 
annual sales of railway springs and spring plates by the de- 
fendants have in the past averaged about $10,000,000. By re- 
storing competition in the manufacture and sale of railway 
springs and spring plates, the judgment should help to lower 
operating costs to the railroads and will make possible im- 
proved railroad equipment.” 

The judgment, it was stated by Assistant Attorney General 
Sonnett in charge of the antitrust division, prohibits the de- | 
fendants from fixing prices or other terms of sale or resale of | 
springs and plates, from fixing sales quotas or allocating or- | 
ders, or from agreeing among themselves to stay out of the | 
production of specific types of springs and plates. 

The judgment also put an end, Mr. Sonnett said, to various 
collusive practices followed by the defendant spring companies 
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in submitting bids for the sale of their products. In a state- 
ment the Department of Justice said: 


The complaint, which was filed June 20, 1945, had charged the 
Railway & Industrial Spring Association, a trade association to which 
the defendant spring manufacturing companies belonged, with acts in 
furtherance of the illegal allocation and distribution of orders. Under 
the judgment, the association agrees to confine itself in the future to 
the performance of research and experimental work and to the compila- 
tion and distribution of .general trade information. 

The complaint had also alleged that the defendants’ illegal activi- 
ties involved the control which two of the defendants, Universal Rail- 
way Devices Company and Symington-Gould Corporation, had over 
patents on certain types of railway springs and spring plates. Under 
this judgment, the Universal Railway Devices Company is required to 
license to all applicants, on a uniform reasonable royalty basis, its 
patents on Universal spring plates, together with improvement patents 
for a period of ten years from the date of the entry of the judgment. 

A separate consent judgment entered into against the Symington- 
Gould Corporation on April 1, 1947, in addition to providing for injunc- 
tive relief against that defendant, had provided for the dedication to 


the public. of various patents held by Symington-Gould on coil-elliptic 
devices. 


Per Diem Injunction Case Argued 
“on Merits” in D. of C. Court 


Whether or not the Commission acted within its legal au- 
thority when it ordered increased to $2 a day, for a period of six 
months begun October 1, the rental or “per diem” paid by 
railroads to the owning carriers for the use of “foreign” freight 
cars on their lines was one of the questions argued by railroad 
and government attorneys October 7 before a special three- 
judge court, in the federal district court for the District of 
Columbia, as the specially-constituted court heard argument on 
petitions of 41 trunk-line railroads and 139 short-line roads for 
annulment of the Commission’s per diem order by a permanent 


_ injunction. 


The court, after having heard arguments on motions for 
a temporary injuction, had permitted the order to go into effect 
(see Traffic World, Oct. 4, p. 962). 

On conclusion of the argument “on the merits” of the case, 
October 7, the parties agreed to October 17 as the date for 
filing of briefs. 

Comprising the three-judge court to which the case was 
submitted, under the “expediting” provisions of the urgent de- 
ficiencies act, were Justices Wilbur K. Miller and E. Barrett 
Prettyman, of the U. S. Court of Appeals for the District of 
Columbia, and Justice F. Dickinson Letts, of the federal dis- 
trict court for the District of Columbia. 


Stanfield B. Johnson, Washington, D. C., of counsel for the 
trunk-line complainants, presented argument in support of con- 
tentions that the Commission’s order exceeded the statutory 
power of that agency, that no hearing had been held by the 
Commission as to the issue of reasonable compensation for the 
use of freight cars, and that the consequences of the order were 
arbitrary. In discussion of the history of the railroads’ per 
diem code, he said that the railroads had agreed that any car 
rental basis predicated on mileage-use rather than on the num- 
ber of days of car use was not acceptable. He told of enact- 
ment of the Esch car service act in 1917 as a result of a car 
shortage and said that in 1922 and in some years since then 
there had been recurrent car shortages, some very severe, but 
that not until now had the Commission undertaken to use per 
diem as an instrument of regulation of car supply. Answering 
a question by Judge Prettyman, Mr. Johnson said he knew of 
no decision in which the Commission had held that freight car 
per diem should include an “incentive” as a proper part of the 
remuneration to the owning roads. He contended that section 
1(14)(a) of the act gave the Commission power to prescribe 
the compensation to be paid by a railroad for rental of “for- 
eign” freight cars on its lines but that this provision of section 
1(14)(a) did not mean that the Commission could include in 
the amount of such compensation anything beyond the value 
of the use of the car. 


Meaning of “Compensation” 


When Judge Prettyman raised the question whether the 
Word “compensation” in section 1(14)(a) included payment to 
the car owner of such a nature as would compel the lessee to 
return the car to the owner, Mr. Johnson said that that had 
hot been in issue in the hearing before the Commission’s ex- 
aminer in the case, and he contended that the parties were 
entitled to rely on the examiner’s ruling as to the scope of the 
Issues. He said the Commission undertook to decide the case 
On an entirely different issue. None of the attorneys present 
at the hearing before the examiner, including counsel for gov- 
ernment agencies, had taken exception to the examiner’s rul- 
ing, said Mr. Johnson. He contended that Congress had limited 
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to the fixing of “reasonable compensation” the Commission’s 
power with respect to freight car rentals. He recalled that 
Director Johnson, of the O. D. T., in testimony before a Con- 
gressional committee, had said he thought the Commission 
should have authority to adjust per diem charges upward in 
an emergency; that bills to give the Commission such power 
subsequently were introduced, and that this indicated doubt 
by Director Johnson as to the existence of the power that the 
Commission had exercised in the per diem case here under 
consideration. He said the Commission’s examiner had ex- 
pressed the view that before a person could be penalized, rules 
should be established, but that the Commission had taken the 
opposite view and had decided to impose penalties without first 
prescribing rules for the violation of which penalties might be 
imposed. Mr. Johnson also said the examiner had taken the 
position that imposition of a flat increase in per diem charges 
on all railroads would be unfair, as the railroads were subject 
to interruption of their freight car movements in various de- 
grees, by conditions beyond their control. 

The Commission, said Mr, Johnson, had a direct, clear way 
to approach the car shortage problem, in that it could have 
issued service orders under section 1(15) of the act, affecting 
freight cars generally, as it had done with respect to refrig- 
erator cars by service order 436 after it had found that such 
cars were being unduly delayed. 


Justice Department’s Argument 


Edward J. Hickey, of the Justice Department’s legal staff, 
arguing on behalf of the United States (co-defendant with the 
Commission), contended that the Commission by its per diem 
increase order had not exceeded its authority, and that it had 
exercised its authority in this case reasonably, after a fair hear- 
ing, and with adequate findings based on substantial evidence. 
He quoted statements from the House committee report on the 
bill in the 65th Congress that became the Esch car service act, 
to the effect that the committee believed the Commission should 
have the power necessary to fix per diem charges that would 
accelerate car movements. 

Mr. Hickey said that when the car rental rate was raised, 
there was incentive for the car user to return it to its owner 
more quickly. He averred that $2 a day was within a “reason- 
able charge” as remuneration. 

Per diem charges had never been set up on a basis of being 
paid where car delays were avoidable and not being paid where 
the delays were unavoidable, he said, answering a suggestion by 
Judge Prettyman that the Commission might distinguish be- 
tween avoidable and unavoidable delays, despite its observa- 
tion that the railroads had deemed such distinction impracti- 
cable. Mr. Hickey said there were cases in which shippers paid 
demurrage though the detention of cars by them was unavoid- 
able. He said the Commission took “the bedrock minimum 


increase” advocated by the proponents of increased per diem 
charges. 


Observations by Judge Prettyman 


Whether or not the Commissions’ order would speed up the 
movement of freight cars was “necessarily a matter of opinion,” 
and the only testimony on that point had been opinion testi- 
mony, Mr. Hickey said. Judge Prettyman then observed that 
there had been car shortages in 1906, in 1916 and in later years, 
and that the per diem charges had been increased to remedy 
those shortages, and said it occurred to him that here there 
had been experience with per diem increases in the past and 
that he thought the Commission should have had evidence on 
that. 

When Judge Prettyman said that the court would have to 
have evidence of that sort in the record, Mr. Hickey disagreed 
and cited a Supreme Court decision in which that court had 
taken cognizance of “wide experience” possessed by the Com- 
mission. Mr. Hickey said the Commission had in plain view 
before it the experience with car shortages and per diem in- 
creases in past years, that those matters were contained in its 
own reports, and that it could take judicial notice of those 
reports. He said he would admit, however, that it would have 
been better if the Commission had set out the experience of past 
years in its report in the instant per diem case. 

Judge Prettyman raised questions as to what effect a 
“slight” increase in car rental would have when railroads using 
the cars were earning ten times the amount of the increase by 
keeping the cars on their lines; and as to what effect the Com- 
missions’ order would have on movement of cars held for two 
days’ free time by shippers or delayed at ports. 


1. C. C. Contentions 


J. Stanley Payne, of counsel for the Commission, said that 
the Commission was authorized to fix compensation for car 
use either as a remunerative or as a regulatory matter. He 
said that the purpose of the order now assailed was not merely 
to avoid a few scattered delays, that it was not one attempting 
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to penalize anyone for any particular dereliction, but that it 
affected every railroad in the United States, “even in the 
absence of dereliction.” He said the record was replete with 
instances of car delays. If the present car shortage “broke” 
before the end of six months, the per diem order would be 
canceled, he said. He averred that, if the order was successful, 
the railroads might be paying less car rental than they paid 
now, because of speedier movement of the cars. The $2 per 
diem did not cover more than one item—the value of the use 
of the-freight car, he said. Answering a question from the 
bench, he said that every per diem, whether it be 20 cents 
or $2, contained an element of penalty. 

He said the plaintiffs contended the Commission lacked 
evidence, and he argued that the Commission did not have to 
have such evidence. He said the complainants had never filed 
a petition for rehearing with the Commission and so had 
never given the Commission opportunity to correct its error, 
if there was error. 5 

Andrew C. Scott, counsel for the Santa Fe and five other 
western roads that had intervened in support of the Commis- 
sion’s order, said that the order was well within the limits of 
reasonable compensation for car use, that it would add to the 
car supply, that it did contain the element of penalty from 
the standpoint of “the man who pays it,” that cars that cost 
$1,300 or $1,500 a few years ago now cost about $3,800, and 
that a saving of one day in turn-around time would be equiva- 
lent to addition of 100,000 cars to the nation’s freight car supply. 

Robert E. Quirk, of Washington, the short lines’ counsel, 
in a rebuttal statement, said that penalties should not apply 
in this country unless there was some guilt; that there might 
be occasion for penalties where rules and regulations were 
violated, but that there should be no penalty where rules did 
not exist. He contended that a “penalty of 50 cents a car” was 
unfair. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Texas southern district, Houston division, at Houston. On 
September 24, W. L. Stewart, dba W. S. Truck Line, of Hous- 
ton, was fined $750 following entry of his plea of guilty to an 
information charging him with operating as a common carrier 
of property for compensation without a Commission certificate 
authorizing the particular operations and with failing to require 
drivers in his employ to keep drivers’ logs. Of the total fine, 
$250 was required to be paid. Payment of the remaining $500 
was suspended for a probationary period of three years. The 
probation was conditioned on the defendant’s compliance with 
provisions of the interstate commerce act. 

Maryland district, at Baltimore. On October 1, Norman 
G. Cohen, of Washington, D. C., was fined $375 following entry 
of his plea of guilty to an information charging him and Aaron 
Cohen, dba Central Fuel Co., of Washington, as shippers, with 
aiding and abetting a contract carrier in the transportation of 
fuel oil from Baltimore to Washington without a Commission 
permit authorizing the operations. The fine was paid. A nolle 
prosse was entered as to the defendant Aaron Cohen. 

South Dakota district, western division, at Deadwood. 
Harvey Uken, of Winner, S. D., on September 3, was fined 
$250 following entry of his plea of guilty to an information 
charging him with operating as a common carrier of property 
for compensation without a certificate authorizing the par- 
ticular operations alleged and with failing to require his drivers 
to keep drivers’ logs. The fine was paid in full. 

Minnesota district, third division, at St. Paul. On Septem- 
ber 29, fines totaling $750 were imposed on Glendenning Motor- 
ways, Inc., of St. Paul, following entry of its separate pleas of 
guilty to two informations charging, in one information, the 
offering, granting and giving of rate concessions, and, in the 
other, permitting and requiring its drivers to drive and operate 
motor vehicles excessive daily hours and to remain on duty 
excessive weekly hours and with failing to require the keeping 
of drivers’ logs, all in violation of the motor-carrier safety 
regulations. The fines were required to be paid. 


Texas southern district, Houston division, at Houston. On 
September 24, fines totaling $1,750 were imposed on Hall Transit 
Co., a copartnership composed of James H. Hall and M. F. Reid, 
of Houston, and National Carloading Corporation, New York, 
N. Y., following entry of their separate pleas of guilty to in- 
formations charging each of them with violations of the inter- 
state commerce act. Hall Transit Co. was fined $800, of which 
$300 was required to be paid. The remaining $500 was sus- 
pended for a three-year probationary period. National Car- 
loading Corporation was fined $950, of which $500 was re- 
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quired to be paid. The rémaining $450 was suspended for a 
three-year probationary period. Each of the probations was 
conditioned on the defendant’s compliance with provisions of 
the aforementioned act. Hall Transit Co. was charged with 
transporting property for compensation for the defendant Na- 
tional Carloading Corporation without a Commission certificate. 
National Carloading Corporation, a freight forwarder, was 
charged with unlawfully employing and utilizing the services 
of Hall Transit Co. in the performance of such unauthorized 
transportation. 


ROCK ISLAND TRUSTEES ON SUBURBAN TRAINS 


Building of the two streamlined suburban trains for which 
the federal court on May 2, 1947, authorized Rock Island trus- 
tees to place orders, has been held up and the cars are still 
only in the designing stage, Joseph B. Fleming and Aaron 
Colnon, co-trustees of the Chicago, Rock Island & Pacific Rail- 
way, have informed the court at Chicago, in separate replies. 
Federal District Court Judge Michael L. Igoe recently ordered 
the trustees to report on progress in building the pair of 
articulated suburban trains. 

Mr. Colnon and Mr. Fleming agreed that the two diesel 
locomotives ordered from Fairbanks, Morse & Co. will be 
delivered during the first quarter of 1948, but that the com- 
pletion date of the cars is an unknown factor. Mr. Colnon told 
of a meeting between representatives of Pullman-Standard and 
of the trustees, and indicated that mechanical officers of the 
railroad have withheld certain necessary information from 
Pullman, but that the latter company has not yet called upon 
the trustees for assistance. He reported that John D. Farring- 
ton, chief executive of the railroad, said that on September 16 
he was informed by the mechanical engineer that all floor and 
structural plans for the cars have been completed. “It seems 
clear that if the operating and mechanical officers of our rail- 
road are intelligent in pursuing this work in conjunction with 
Pullman-Standard personnel, that these trains can be produced 
in accordance with the schedule,” asserted Mr. Colnon. ‘When 
they are available and put in operation, I venture to prophecy 
that they will prove as profitable in suburban operation as our 
Rocket trains have proved in through hauls.” 

Mr. Fleming, in his report to the court, observed that 
“Mr. Carry, president of Pullman-Standard, informed Mr. Far- 
rington recently that the order for our suburban coaches is 
about the last order on their books and their position as to 
delivery is not good.” 


Transport May Consume Over Half of 
Domestic Petroleum, Report Shows 


Data indicating that more than one-half of all domestic 
petroleum consumption in 1947 and 1948 is expected to be in 
transportation, including consumption by the armed forces, are 
included in a 167-page report issued by the Commission’s Bu- 
reau of Transport Economics and Statistics entitled “Postwar 
Levels of Demand for Transportation Fuels Compared with 
Reserves.” Said the report: 


Passenger automobiles account for about 47 per cent of the con- 
sumption, trucks rank next with 17 per cent, and railway consumption 
is third with 12 per cent. Total highway vehicle consumption is esti- 
mated at more than five times that of railway consumption, and these 
two agencies together account for about three-fourths (76 per cent) 
of total domestic consumption. Shipping is next with about 8 per cent 
on the minimum estimate. The estimated consumption by the armed 
forces in a peacetime year would amount to approximately 8 per cent 


of domestic consumption. Civil aviation and non-highway use make up 
the remainder. 


A preface by Bureau Director W. H. S. Stevens said the 
study dealt with the demand for and supply of fuels for the 
various domestic transport agencies. It said that in view of the 
continuing shift of rail motive power from coal to oil as well 
as potential increases in the demands for fuel for motor-vehicle 
and air transportation, it seemed appropriate to make some 
analysis of the transportation demand for fuels as well as to 
give special emphasis to petroleum. 


Steam locomotives, using either coal or oil as fuel, said the 
report, had been steadily declining in number for many years. 
If 1929 was taken as 100, it said, the index figures for all steam 
locomotives in use in 1945 would be 68. It said comparable 
figures for coal-burning and oil-burning steam locomotives in 
1945 were 65 and 91, respectively. It was estimated, said the 
report, that in 1948 these figures would be: Total locomotives 
66; coal-burning locomotives 63; and oil-burning locomotives 
88. The report added: 


It is also expected that, despite the increases in size and tractive 
power of steam locomotives over this period, the fuel consumed per 
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locomotive per year will decline slightly in 1947 and 1948 from the 
consumption of the peak war years. 


Coal consumption by railways in 1947 and 1948, said the 
report, was estimated at from 106 to 116 million tons. It said 
oil burned in steam locomotives in 1947 and 1948 was estimated 
at from 3.95 to 4.21 billion gallons. Diesel fuel consumption, it 
said, was estimated at 580 million gallons in 1947 and 668 mil- 
lion gallons in 1948. It said the sharpest increase in consump- 
tion had been by Diesels. 

“The outlook is for continued growth in the use of Diesels,” 
said the report. “If the coal turbine proves successful it will 
supplement, perhaps might tend to replace, the Diesel in line- 
haul service where coal supplies are relatively low-priced. How- 
ever, it will require considerable time for the coal turbine to 
prove itself in service.” 

The Bureau’s study, it said, was os tg, by L. E. Peabody, 
principal transport economist, and Julian Duncan, transport 
economist, unaer the direction of Spurgeon Bell, head transport 
economist. 


Advisory Boards Estimate 6.2 Per 
Cent Loading Increase for Last Quarter 


Freight car loadings in the fourth quarter of 1947 are 
expected to be 6.2 per cent above those in the same period in 
1946, according to estimates compiled by the thirteen Shippers 
Advisory Boards. 

On the basis of those estimates, freight car loadings of the 
thirty-two principal commodities will be 8,077,063 cars in the 
fourth quarter of 1947, compared with 7,606,832 actual car 
loadings for the same commodities in the corresponding period 
of the preceding year. 

All of the thirteen Shippers Advisory Boards estimate an 
increase in carloadings for the fourth quarter of 1947 compared 
with the same period in 1946, axcept the midwest and the 
trans-Missouri-Kansas regions, both of which estimate small 
reductions. 

Actual loading for the fourth quarter of 1946, estimated 
carloadings for the fourth quarter of 1947, and the percentage 
of increase or decrease for each of the 32 commodities included 
in the forecast of the 13 Shippers Advisory Boards follow: 


-——Carloadings——\, 


Actual Estimated Estimated Per Cent 
Commodity 1946 1947 Increase Decrease 
i WOME 2.0 aS.cneg cu piles ss0s 375,443 386,447 2.9 =e 
Flour, meal and other mill 

MEOONUCUE 5 icc. cowsesccec ds 249,398 251,446 8 see 
Hay, straw and alfalfa....... 30,178 27,924 wee 7.5 
ear tree gai elem nei 6 89,833 110,126 22.6 oe 
Sottonseed, soybean-vegetable 

cake and meal, excl. oil.... 20,908 23,110 10.5 a 
NG SONU oS ss a.ds.s casieges 44,273 47,120 6.4 $ 
Other fresh fruits............ 77,460 79,525 2.7 oe 
SAA roe occe. . Gore 56,940 hes 9.7 
Other fresh vegetables,...... 73,656 71,510 os 2.9 
BE ES oad od k telnack bie 3.sioe 294,618 290,197 he 15 
Poultry and dairy products... 32,787 31,702 ssi 3.3 
Coal and coke....... Cree yee 2,436,819 2,605,638 6.9 $6 
Ore and concentrates........ 518,842 550,611 6.1 5 
Gravel, sand and stone...... 487,931 546,721 12.0 
BE tas ta wisa sa kiae os «aioe ne. os 38,667 39,346 1.8 
Lumber and forest products... 656, 705,967 7.5 
Petroleum and petroleum 

DOGMENS eis 6c cerevasenss ess SOL TST 522,185 4.1 
Sugar, syrup and molasses.. 45,866 55,094 20.1 
Se ree 0,680 553,109 8.3 . 
Pa See ee 21,656 22,637 4.5 ; 
Machinery and boilers...... o Si 59,986 16.0 A 
ERG AS Pers ee 943 171,594 9.3 ‘i 
Brick and clay products..... 68,770 72,857 5.9 
Lime and plaster............- 41,875 45,205 8.0 
Agric. implements and veh. 

other than automobiles.... 26,245 33,923 29.3 wes 
Automobiles and trucks...... 125,919 119,147 wie’ 5.4 
MICO DATCS wis. s Ks 50% 000s eee 74,321 83,810 12.8 “ne 
Fertilizers, all kinds......... 165,444 166,338 a : 
Paper, paper bd. and prepd. 

Ge ck ave jb cnies cds apieiivanos: aeeeeee 182,802 9.4 3 
Chemicals and explosives.... 41,168 45,465 10.4 : 
Food products in cans and 

Packages ...... aiid ausaake ant 114,807 116,731 1.7 
Frozen foods, fruits and 

vegetables ...... éneskas eb? 1,627 1,850 13.7 

PER a ocn'b'a Sata ie pileseae® 7,606,832 8,077,063 6.2 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 1,397 
freight cars and an average daily shortage of 37,414 freight 
Cars for the week ended September 27, according to the car 
Service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
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box, 486; flat, 71; gondola, 0; hopper, 0; refrigerator, 369; 
stock, 180; and miscellaneous cars, 291. 

The shortage was made up as follows: Plain box, 18,150; 
auto box, 209; flat, 1,131; gondola, 6,791; hopper, 8,572; refrig- 
erator, 1,569; stock, 880;.and miscellaneous cars 112. 


Rail Net Operating Income 
Down in August 


Class I railroads in August had a net railway operating in- 
come of $80,824,802 compared with $81,855,564 in the same 
month of 1946, according to reports filed by the carriers with 
the Bureau of Railway Economics of the Association of Ameri- 
can Railroads. Net railway operating income represented the 
amount left after the payment of operating expenses and taxes, 
but before interest, rentals and other fixed charges were paid, 
said the A. A. R., and continued: 


For the month of August, Class I carriers had an estimated net 
income, after interest and rentals, of $52,300,000 compared with $53,- 
400,000 in August, 1946. 

Net railway operating income of the Class I carriers for the first 
eight months of 1947, before interest and rentals, totaled $509,995,671, 
compared with $299,647,823 in the same period of 1946. 

Net income, after interest and rentals, of the Class I railroads in 
the first eight months of 1947 is estimated at $294,000,000 compared 
with a net income of $65,400,000 in the corresponding period last year. 

The first six months of 1946 included a period of industrial dis- 
turbances, work stoppages and railroad wage increases, and railroad 
earnings were for that reason abnormally low. The interim freight 
rate increases, authorized by the Interstate Commerce Commission, did 
not become effective until July 1, 1946. 

In the twelve months ended August 31, 1947, the rate of return on 
property investment averaged 3.33 per cent, compared with a rate of 
return of 1.47 per cent for the twelve months ended August 31, 1946. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies and cash, less 
accrued depreciation. 

This compilation as to earnings for the first eight months of 1947 
is based on reports from all Class I roads, representing a total of 
227,345 miles. 

Total operating revenues in the first eight months of 1947 amounted 
to $5,600,517,774 compared with $4,961,999,987 in the same period of 
1946, or an increase of 12.9 per cent. Operating expenses in the first 
eight months of 1947 amounted to $4,369,203,478 compared with $4,183,- 
527,407 in the corresponding period of 1946, or an increase of 4.4 per 
cent. Expenses for the first eight months of 1947 did not include the 
increased wage of non-operating employes, which became effective on 
September 1, 1947. - 

Thirty-one Class I railroads failed to earn interest and rentals in 
the first eight months of 1947, of which six were in the Eastern Dis- 
trict, ten in the Southern Region and fifteen in the Western District. 


Eastern District 5 


Class I railroads in the Eastern District in the first eight months 
of 1947 had an estimated net income, after interest and rentals, of 
$101,000,000 compared with a deficit of $16,000,000 in the same period of 
1946. For the month of August alone, their estimated net income, 
after interest and rentals, was $21,000,000 compared with a net income 
of $23,000,000 in August, 1946. 

The same roads in the first eight months of 1947 had a net railway 
operating income, before interest and rentals, of $209,021,097 compared 
with $88,031,348 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in August amounted to $35,33a,\u. 
compared with $36,948,328 in August, 1946. 

Operating revenues of the Class I railroads in the Eastern District 
in the first eight months of 1947 totaled $2,570,330,570, an increase 
of 16.9 per cent compared with the same period of 1946, while operating 
expenses totaled $2,055,611,799, or an increase of 7.5 per cent above 1946. 


Southern Region 


Class I railroads in the Southern Region in the first eight months 
of 1947 had an estimated net income, after interest and rentals, of 
$37,000,000 compared with a net income of $2,400,000 in the same period 
of 1946. For the month of August alone, they had an estimated net 
income, after interest and rentals, of $2,300,000 compared with a net 
income of $3,400,000 in August, 1946. 

Those same roads in the first eight months of 1947 had a net rail- 
way operating income, before interest and renfals, of $68,434,314 com- 
pared with $43,627,269 in the same period of 1946. Their net railway 
operating income, before interest and rentals, in August amounted to 
$6,535,133 compared with $7,469,847 in August, . 

Operating revenues of the Class I railroads in the Southern Region 
in the first eight months of 1947 totaled $782,874,242, an increase of 
8.7 per cent compared with the same period of 1946, while operating 
expenses totaled $619,463,298, or an increase of 2.2 per cent above 1946. 


Western District 


Class I railroads in the Western District in the first eight months 
of 1947 had an estimated net income, after interest and rentals, of 
$156,000,000 compared with $79,000,000 in the same period of 1946. For 
the month of August alone, they had an estimated net income, after 
interest and rentals, of $29,000,000 compared to a net income of $27,000,- 
000 in August, 1946. 

Those same roads in the first eight months of 1947 had a net railway 
operating income, before interest and rentals, of $232,540,260 compared 
with $167,989,206 in the same period of 1946. Their net railway operat- 
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ing income, before interest and rentals, in August amounted to $38,- 
953,682 compared with $37,437,389, in August, 1946. 

Operating revenues of the Class I railroads in the Western District 
in’ the first eignt months of 1947 totaled $2,247,312,962, an increase of 
ten per cent compared with the same period in 1946, while the operating 
expenses totaled $1,694,128,381, an increase of 1.7 per cent above 1946. 


Revenue Freight Loading 


Revenue freight loading the week ended October 4 totaled 
942,533 cars, according to the Association of American Rail- 
roads. This was 5/10 of 1 per cent above the preceding week: 
3.9 per cent above the corresponding week last year, and 22.7 
per cent above the corresponding week in 1945. 

Loading the week ended October 4 was the highest for any 
week since 1930. The peak week of 1930 was that ended August 
31 when 984,510 cars were loaded. The loading for the week 
ended October 4 was 4.3 per cent below the peak of 1930. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 50,477 cars, 1,866 below preced- 
ing week and 3,160 above corresponding 1946 week. 

Livestock, 22,249 cars, 1,484 above preceding week and 
1,983 below corresponding 1946 week. 

Coal, 184,305 cars, 273 below preceding week and 4,242 
below corresponding 1946 week. 

Coke, 14,305 cars, 156 below preceding week and 375 above 
corresponding 1946 week. 

Forest products, 49,377 cars, 1,460 above preceding week 
and 387 above corresponding 1946 week. 

Ore, 70,693 cars, 4703 below preceding week and 7,670 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 121,879 cars, 112 below preceding week 
and 4,309 below corresponding 1946 week. 

Miscellaneous, 429,248 cars, 8,745 above preceding week 
and 34,307 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 
Four Weeks of January 3,168,397 
Four Weeks of February..... 3,179,198 
Five Weeks of March 
Four Weeks of April 
Five Weeks of May 
Four Weeks of June 
Four Weeks of July 
Five Weeks of August 
Week of September 6 
Week of September 13 
Week of September 20 : 
Week of September 27 937,954 


33,106,590 30,418,372 


Carloadings for Week Ended Sept. 27 
Highest This Year, Faricy Says 


Railroad carloadings for the week ended September 27 


were the highest this year, topped the peak week of the war, | 


and, with the exception of one week in October, 1946, were 
the highest since 1930, according to William T. Faricy, president 
of the Association of American Railroads. 

Loadings for the week ended September 27, which totaled 
937,954 cars, were 2.3 per cent above the wartime record of 
916,485 cars for the week ended October 26, 1944, Mr. Faricy 
said. 

This year’s record loadings, he continued, were only five- 
tenths of one per cent under the week of October 26, 1946, 
when 942,257 cars of revenue freight were loaded, and but 4.7 
per cent less than the high week in 1930, when the loadings 
totaled 984,510. 

“The amazing thing about today’s railroad performance,” 
Mr. Faricy commented, “is that the railroads are handling this 
tremendous volume of traffic with half a million less freight 
cars than they had in 1930.” 


Freight Commodity Statistics 
Reported in New Form 


The Commission has issued the first of its statement Q-500, 
Freight Commodity Statistics of Class I Steam Railways, for 
the first quarter of 1947, since the number of commodity classes 
shown was increased from 157 to 262, in order to set forth the 
figures for certain commodities moving in large quantities, 
hitherto reported in the “N. O. S.” groups. The statement was 
prepared by the Commission’s Bureau of Transport Economics 
-and. Statistics, showing freight traffic originated, freight traffic 
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terminated, total freight traffic carried, and freight revenue, by 
classes of commodities and regions. 


The compilation showed, as to both carload and less-carload 
traffic, a total of 348,085,499 tons of revenue freight originated, 
338,865,352 tons terminated, total freight traffic (including du- 
plications) of 674,761,809 tons, and freight revenues amounting 
to $1,747,949,422. 

Carload traffic accounted for 8,567,602 carloads, or 342,213,- 
163 tons, of revenue freight originated; 8,847,402 carloads, or 
333,030,227 tons, terminated; total freight traffic (including 
duplications) of 17,487,441 carloads, or 663,134,698 tons, and 
freight revenues amounting to $1,617,233,526. 

As to forwarder traffic, the compilation showed a total of 
69,972 carloads, or 1,242,758 tons of revenue freight originated; 
69,951 carloads, or 1,233,330 tons, terminated; total traffic (in- 
cluding duplications), 155,235 carloads, or 2,724,553 tons, and 
freight revenues amounting to $31,912,366. 


Railroads and Operating Unions 
Open Negotiations on Rules 


Negotiations between the nation’s railroads and representa- 
tives of the five operating unions on union demands for 44 
changes in working rules began October 7 in the Morrison 
Hotel, Chicago. Cost of the proposed rules changes to the 
railroads was estimated at $1,000,000,000 annually. The same 
five unions a few days ago served demands on the railroads for 
a 30 per cent wage increase, with a minimum boost of $3 a day. 
Railroad officials estimated that the cost of this wage demand 
on the basis of current employment would be $400,000,000 
a year. “6 

D. P. Loomis, Chicago, executive director, Association of 
Western Railways, charged that union officials through the 
proposed rules changes are “trying to get something for nothing. 
It is the ultimate in ‘feather bedding.’ fis? , 

“Twenty-eight of the proposed rules would compel the 
railroads to pay more wages for the same or less work: Seven 
of the proposed changes would compel additional and unneces- 
sary men to do the same work. Three would interfere with 
the appointment of supervisory personnel and with work assign- 
ments. Various phases of railroad operations are covered by 
the other demands, some of which seek nation-wide uniformity 
of practices which have been adopted in certain areas to meet 
specific conditions. Some of the rules would pyramid pay in- 
crease upon pay increase for certain employes.” 

The railroads will seek relief from 25 rules now in force 
which they. claim are out-dated and detrimental to efficient 
operations ‘(see Traffic ‘World, July 19, p. 210). 


Negotiators Selected 


The railroads will be represented in the negotiations by 
carrier conference committees headed by H. A. Enochs, Phila- 
delphia, chairman, executive committee, bureau of information, 
eastern railways; Mr: Loomis for the western railways; and 
J. B. Parrish, Richmend, Va., vice-president, Chesapeake & Ohio 
Railway, for the southeastern railways. ves 


Union negotiators will be J. P. Shields, Cleveland, first 
assistant grand chief engineer, Brotherhood of _Locomotive 
Engineers; R. O. Hughes, Cedar Rapids, Iowa, vice-president, 
Order of Railway Conductors; C. H. Keenen, Cleveland; vice- 
president, Brotherhood of Firemen and Enginemen; C. E. Mc- 
Daniels, Buffalo, N. Y., vice-president, Switchmeén’s Union of 
North America; and S. R. Harvey, Cleveland, assistant presi- 
dent, Brotherhood of Railroad Trainmen. 

_. Under provisions of the railway labor act, if the carriers 
and unions fail to reach agreement through negotiations, either 
party or both may invoke the services of the National Medi- 
ation Board. If that board fails to bring about a settlement, 
arbitration is proposed, with the decision binding on both 
parties. If arbitration is refused and a strike is threatened, the 
Mediation Board must notify the President that an emergency 
exists, and he may create a fact-finding emergency board. The 
board has 30 days to hear evidence and submit its recommenda- 
tions to the President, and 30 more days must elapse before 
a strike. 

Rules Changes Long Sought 


The rules changes are considered important issues by the 
brotherhoods and have been the subject of negotiations with 
the rail carriers for several years. When two of the operating 
unions pressed for similar rules changes in 1946, their action 
led to a brief nationwide railroad ‘strike, which was settled by 
President Truman on the basis of a 2.5-cents wage increase in 
lieu of rule demands. The compromise settlement was effective 
for one year, at the end of which the five operating unions 
presented demands anew to the railroads. | 
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Vote of Majority of Employes 


Not Required for Bargaining 


In. response to a request from President Truman for an 
opinion on a question submitted by-the National Mediation 
Board, Attorney General Tom C. Clark has written the Presi- 
dent that, in his opinion, the board has the power to cert a 
labor organization where less than a majority of the eligible 
employes participate in an election to determine representation 
for collective bargaining purposes under the railway labor act. 

However, the Attorney General added that, while the board 
had this power, “it need not exercise it automatically upon find- 
ing that a majority of those participating were in favor of a 


‘particular representative.” 


“Tn the exercise of its discretion in these matters, the board 
may, for example, find it advisable to limit the application of 
the principle to cases in which the participation in the election 
is sufficiently substantial and representative to warrant the 
presumption that ‘those who do not participate’... assent to 
the expressed will of the majority of those voting,’” said the 
Attorney General, referring to the decision of the Supreme 
Court of the United States in the Virginian Railway Case, 300 
U. S. at 560. 

The board, in its letter to the President, said it had since 
1936 consistently held that it would refuse to certify a labor 
organization receiving a majority of the valid ballots cast in 
an election unless'a majority of the eligible employes partici- 
pated in the election. This rule, the board said, was now being 
“seriously challenged by labor organizations and it is for this 
reason that the board desires to know whether it ‘has the power 
to certify a union where less than a majority of the eligibles 
participate in the election.’ ” 

The Attorney General said the answer to the problem posed 
by the board required a construction of that part of section 2, 
fourth, of the railway labor act which provided: “The majority 
of any craft or class of employes shall have the right to deter- 
mine who shall be the representative of the craft or class.” 

“The legislative history of this section supports the con- 
struction that a majority of those voting are authorized to 
determine a choice of representatives,” said he. 

In his discussion of the question Mr. Clark referred to “the 
principle applied to political elections, namely, that an election 
is determined on the majority vote of those participating.” He 
also said it was clear that when Congress desired that an elec- 
tion should be determined by a majority of those eligible to 
vote rather than by a majority of those voting, “the Congress 
knows well how to phrase such a requirement.” He pointed to 
section 8(a) (3) (ii) of the national labor relations act, as amend- 
ed by the labor management relations act, requiring at least 
a majority of the employes eligible to vote to authorize union 
shop agreements. 


40,000 Central States Drivers 
Receive 15-Cent Hourly Increase 


Signing of a new two-year contract covering approximately 
40,000: over-road truck drivers in twelve states has been an- 
nounced by the Central States Drivers Council of the A. F .L. 
International Brotherhood of Teamsters, representing employes, 
and by the Midwest Operators Association, the Central States 
Area Employers’ Association, the labor division of the Michigan 
Trucking Association, and the Santa Fe Trails Transportation 
Co., representing employers. 

The new agreement provides for a 15-cent hourly wage 
increase over the present rate of $1.25. Where pay is based on 
mileage rates, the increase is a half-cent a mile. The new mile- 
age scale will be 5 cents a mile for drivers of single-axle units, 
5.25 cents for tandem axle vehicles, and 5.75 for double bottom 
combination units. Drivers will receive one week’s vacation 
after one year of service, and two weeks’ vacation after three 
years; the old clause called for one week after one year and 
two after five years. The agreement becomes effective Novem- 
ber 16, 1947, and will run to November 15, 1949. The wage 
clause, however, may be reopened after one year. Art Hudson 
headed the union negotiating committee. Negotiations were 
Completed at the Morrison Hotel, Chicago. 


MORE HOSTESSES FOR C. & O. TRAINS 


Hostess service aboard Chesapeake & Ohio Railway trains 
was extended to four more of its trains October 1, the C. & O. 
has announced. Nineteen young women have been employed 
to supplement the original group of six hostesses now serv- 
ing aboard the George Washington trains. The additional 
Personnel will be used largely on east and west bound trains, 
Newport News to Cincinnati and Detroit, the C. & O. announce- 
Ment stated. 
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AIR TRANSPORTATION 


File Tariffs, Reports by Oct. 17, 
C. A. B. Tells “Irregular” Airlines 


Letters of registration issued to 65 non-certificated irreg- 
ular air carriers pursuant to economic regulations made effec- 
tive June 10 wouid be suspended unless, on or before October 
17, those carriers gave the board evidence of compliance with 
the regulations, including those for filing, publication and ob- 
servance of tariffs showing all rates, etc., for air transportation 
and those requiring the filing of quarterly operational reports 
with the board, the Civil Aeronautics Board said in an order 
in which it instituted a proceeding designated as “Docket No. 
3159, In the Matter of the Suspension of Letters of Registration 
of Certain Non-Certificated Irregular Air Carriers.” 

The order contained a provision by which the carriers 
named in it were permitted, “for the purpose of effecting con- 
formity with existing requirements as required by this order,” 
to file initial tariffs to become effective not less than one day 
after receipt thereof by the C. A. B. 

The board said it appeared that none of the irregular air 
carriers named in its order had filed tariffs with it and that 
their continuing to engage in air transportation without filing 
and observing tariffs “is contributing to unsound economic con- 
ditions among non-certificated air carriers and has created and 
contributed to unfair and destructive competitive practices in 
air transportation.” It said it also appeared that certain of 
the carriers in question had also failed to furnish required re- 
ports when due and that non-compliance by such carriers with 
existing reporting and other requirements seriously impaired 
and interfered with the proper discharge by the board of its 
functions and duties under the civil aeronautics act. 


Verified Statements Required 


By terms of the order, its provisions and the registration 
letter suspension would not become effective as to any of the 
carriers named which, on or before October 17, filed in docket 
No. 3159 “a statement, duly verified by an authorized agent 
of such carrier, to the effect that such carrier has on file with 
the board and then in effect an appropriate tariff as required 
by section 403 of the act, that such carrier has filed a quarterly 
report as required by paragraph (c)(6) of section 292.1 of the 
economic regulations, and that such carrier has fully complied 
with all applicable requirements of paragraph (c)(1) of section 
292.1 of the economic regulations.” 


Otherwise, the board said, the order and registration letter 
suspension would continue in effect as to each of the carriers 
named until the board’s further order on verified application 
and due showing that: 


(a) Such carrier has filed with the board currently effective tariffs 
as required by section 403 of the (civil aeronautics) act, and (b) such 
carrier has filed with the board all quarterly operational reports due 
and has also filed a written designation of agent as required by section 
1005(b) of the act, and (c) such carrier has fully complied with all 
applicable requirements of paragraph (c)(1) of section 292.1 of the 
economic regulations, and (d) such carrier has not conducted and. will 
not conduct any operations in air transportation, directly or indirectly, 
or by a lease or any other arrangement, during the period from the 
effective date of the suspension hereby ordered until such date as the 
board, by further order, may terminate the suspension of such ¢ar- 
rier’s letter of registration. 


List of Carriers Affected 
The non-certificated air carriers named in the order were: 


Airline Transport Carriers, Inc., Burbank, Calif.; American Flyers, 
Fort Worth, Tex.; American International Airways, Inc., New York, 
N. Y.; Amphibian Air Transport, Inc., Long Beach, Calif.; Arctic- 
Pacific, Inc., Seattle, Wash.; Arizona Airways, Inc., Phoenix, Ariz.; 
Arnold Air Service, Inc., Anchorage, Alaska; Atlantic Gulf & Midland 
Corporation, Little Ferry, N. J.; Aviation Corporation of Seattle, 
Seattle 4, Wash.; Aviation Maintenance Corporation, Van Nuys, Calif.; 
Barnes Aircraft, Lumberton, N. C.; Brinkerhoff Flying Service, Col- 
lege Park, Md.; Bruning Aviation, Inc., Springfield,. Mass. *y 

Calasia Air Transport, San Francisco, Calif.; Capitol -Airways, Inc,, 
Nashville, Tenn.; Caribbean American Lines, Inc., Miami, Fla.; Central 
Flying Service, St. Louis, Mo.; Chesapeake Airways, Inc., Salisbury, 
Md.; Coastal Airlines, Inc., Philadelphia, Pa.; Coastal Cargo Co., Inc., 
Teterboro, N. J.; Consumers Airlines, Inc., Champaign, IIl.; Davis 
Airways, Inc., East Boston, Mass.; A. Dieterle, Chula Vista, Calif.; 
Eastern Aviation, Inc., Beverly, Mass.; Gulf Airways, Inc., New Orleans, 
La.; Gulf & Western Airlines, Inc., Houston, Tex.; Hawaiian Air Trans- 
port Service, Ltd., Honolulu, Hawaii; Hemisphere Air Transport, 
New York, N. Y.; International Air Freight, Inc., West Paim 
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Beach, Fla.; Johnson Flying Service, Inc., Missoula, Mont.; Magnolia 
Airlines, New Orleans, La.; Maine Air Transport Co., Inc., Rockland, 
Me.; Paul Mantz Air Services, Burbank, Calif.; Mercury Airlines, Inc., 
Columbus, O.; Mercury World Airways (formerly Lincoln Air Freight), 
Lincoln, Neb.; Meteor Air Transport, Inc., Teterboro, N. J.; Modern 
Air Transport, Inc., Hempstead, Long Island, N. Y.; Moon Flying 
Service, Inc., South Bend, Ind. 

NATS Air Transportation Service, Oakland, Calif.; Ocean Air 
Tradeways, Ronkonkoma, Long Island, N. Y.; Oxnard Sky Freight, 
Inc., Oxnard, Calif.; Pacific National Airline, Inc., San Francisco, 
Calif.; Puerto Rico World Airways, San Juan, P. R.; Rainier Air 
Freight Lines, Inc., Seattle, Wash.; Richard C. Reed, dba Yakima Sky 
Chief, Yakima, Wash.; Remmert-Werner, Inc., St. Louis, Mo.; Con- 
chita Tormos Rivera (Nu-Way Air Express), New York, N. Y.; Reg. 
Robbins, Houston, Tex.; Sabihon Aviation, Ltd., Wahiawa, Othu, T. H.; 
Eduardo E. Saldana, San Juan, P. R.; Seattle Air Charter, Seattle, 
Wash.; Skyways International Trading & Transport Co., Miami, Fla.; 
Southern Air Transport, Miami, Fla.; Southern Air Transport, Mont- 
gomery, Ala.; Southern Airways Co., Atlanta, Ga.; Standard Air Cargo, 
Seattle, Wash.; S. S. W., Inc., Concord, Calif.; Totem Air Service, 
Inc., Seattle, Wash.; Transair, Inc., New York, N. Y.; Trans-Missis- 
sippi Airways, Inc., Omaha, Neb.; Transocean Air Lines, Oakland, 
Calif.; Twentieth Century Air Lines, Inc., Charlotte, N. C.; Viking 
Airliners, Burbank, Calif.; Western Skyways Service, Troutdale, Ore., 
and Winged Cargo, Inc., Philadelphia, Pa. 


In an announcement concerning its action, the board said 
that, although its order made no reference to the manner and 
form of filing tariffs, the board was inviting attention of the 
carriers affected to section 224.1 of its economic regulations 
governing the preparation and filing of tariffs. The board said 
it interpreted that regulation as authorizing the filing of tariffs 
for irregular operations on a mileage or hourly or other ap- 
propriate general basis from which the rate, fare or charge for 
a particular flight might be computed with certainty, in lieu 
of the filing of specific rates, fares and charges for. air trans- 
portation between designated points. 


Airline Inroads on Surface Line 
Passenger Traffic Reported 


While revenue passenger miles of the scheduled domestic 
airlines of the United States increased 10.15 per cent in the first 
six months of 1947 over the first six months of 1946, Pullman 
traffic as measured in passenger-miles declined 45.5 per cent, 
day coach travel on Class I railroads decreased 36.5 per cent, 
and intercity bus passenger-miles showed a drop of 4.71 per 
cent, the Air Transport Association of America reported, Oc- 
tober 6, saying its information was based on an analysis of traf- 
fic and revenues by its economic research department. 


It showed that the airline revenue-passenger miles for the 
first half of 1947 totaled 2,853,345,000, compared with 2,590,522,- 
000 in the same period of 1946, while Pullman passenger-miles 
in the six months ended with June this year totaled 6,372,- 
122,000, as against 11,689,341,000 in the first six months of 1946, 
and day coach passenger-miles in the first half of this year 
totaled 13,034,947,000, as against 20,536,007,000 in the same 
period of 1946. 


“Passenger revenues of the domestic airlines,” the A. T. A. 
of A. said, “were up 15.57 per cent for the half year, over 1946, 
while railroad passenger revenues dropped 31.9 per cent. Sig- 
nificant was the fact that the airline passenger revenue had 
achieved the proportion of more than 30 per cent of Pullman 
and day coach revenue. 


“Total operating expenses for the airlines increased 31.36 
per cent while rail and bus operating expenses increased 5.3 
and 5.48 per cent, respectively. The airline boost in expense 
was attributed largely to multiplied costs for increased salaries, 
fuel, and complimentary meals, which constitute a five million 
dollar item in the operating budget. 

“Total operating revenues of he airlines were up 19.03 per 
cent, while the rail increase was 16 per cent, and the busses 
showed a 12.25 per cent decline. 


Airline Freight Revenue Gain 


“The biggest increase in air carrier revenues was the 180.83 
per cent in freight, as compared with a rise of 28.4 per cent for 
the railroads. Air express went up 52.78 per cent, while railway 
express increased 36.7 per cent.” 

In a tabulation of data prepared by its economic research 
department, the A. T. A. of A. showed percentage increases in 
airline traffic and revenue items other than those mentioned in 


the foregoing, for the first half of 1947 over the first half of 
1946, as follows: 


Express revenue ton-miles, 46.69 per cent; freight revenue ton- 
miles, 205.55 per cent; mail revenues, 18.79 per cent; express revenues, 


52.78 per cent; freight revenues, 180.83 per cent; total operating rev- 
enues, 19.03 per cent. 


TRAFFIC WORLD 


A decrease of 8.27 per cent in airline revenue ton-miles of 
mail was shown. Eastern Air Lines freight ton-miles for either 
1946 or 1947 were not included. 

For the Class I railroads, percentage increases, 1947 over 
1946, were shown as follows: Mail revenue, 7.2 per cent; ex- 
press revenue, 36.7 per cent; freight revenue, 28.4 per cent; 
total operating revenue, 16 per cent, and total operating ex- 
penses, 5.3 per cent. 


For the Class I intercity motor carriers of passengers, on 
intercity schedules only, a decline of 13.15 per cent in total pas- 
senger revenues was shown, together with a decrease of 12.25 
per cent in operating revenue and an increase of 5.48 per cent 
in total operating expenses. The table bore a notation that 
local, suburban and charter bus passengers carried in the first 
quarter of 1947 totaled 27,230,153, ‘“‘a decline of 6 per cent from 
the first quarter of 1946 in which time 28,964,981 passengers 
were carried in these services.” 


Comparative totals of traffic and revenue items, 1947 as 
against 1946, for the domestic airlines, the Class I railroads and 
~ Class I intercity bus lines, were shown in the table as fol- 
Ows: 

Domestic Airlines 


1947 1946 
(6 months ended June 30) 


Revenue passenger miles (000) 2,590,522 


Revenue ton miles—mail (000) 
Revenue ton miles—express (000) 
Revenue ton miles—freight (000) 
Passenger revenues (000) 

Mail revenues (000) 

Express revenues (000) 

Freight revenues (000) 

Total operating revenues (000) 
Total operating expenses (000) $136,604 
Class | Railroads 


1947 1946 
(6 months ended June 30) 


Pullman passenger miles (000) 11,689,341 


Day coach passenger miles (000) 
Total passenger revenue (000) 
Total mail revenue (000) 

Total express revenue (000) 
Total freight revenue (000) 
Total operating revenue (000) 
Total operating expenses (000) 


Class | Intercity Bus Lines 


194 1946 


7 
(First Quarter) 
Revenue passengers carried (000) 113,488 


Total passenger revenue (000) $7 $86,365 
Total operating revenue (000) $94,474 
Total operating expenses (000) 


Progress Toward All-Weather Flying 
Told by Air Transport Group 


Definite progress toward the scheduled airlines’ goal of all- 
weather flying is indicated in a report on a 14,000-mile survey 
flight just completed by the air navigation traffic control group 
of the Air Transport Association, according to a statement 
issued by the association September 29. 


“The flight, on which 150 take-offs and landings were 
made, was planned and supervised by W. E. Rhoades, head of 
the A. T. A.’s air navigation group, for the purpose of testing 
the C. A. A. instrument landing system (ILS) installations at 51 
of the airports served by the scheduled airlines,” the association 
said, continuing, in part, as follows: 


Mr. Rhoades reported that ‘‘generally speaking, the quality of in- 
formation being transmitted by these instrument landing systems is 
excellent, Although the final tabulation has not been completed, ap- 
proximately 95 per cent of the commissioned facilities are operating 
in an excellent or highly satisfactory manner. The occasional discrep- 
ancies encountered can be corrected without undue delay.’’ 

The ILS is a system by which a radio beam, transmitted from the 
airport, registers on instruments in the pilot’s cabin and enables him 
to guide the plane in for a safe landing in spite of visibility conditions 
which would make contact flying impossible. 


An indication of the effect the operation of ILS will have on regu- 
lar airline flights which previously may have been cancelled or delayed 
by weather is obtained from the fact that the A. N. T. C. plane, using 
only standard commercially available airborne equipment, made at 
least one completely automatic approach at each of the 51 airports, 
down to 25 feet or lower, at which point the pilot took over to com | 
plete the landing. 


“The 14,000 mile flight, made by A. T. A.’s experimental plane t0 
check the operational adequacy of the presently commissioned CAA 
Instrument Landing Systems has produced much information that will 
be of value to the airlines in the next few months,” Mr. Rhoades said. 
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Briefs at C. A. B. Point Up Issues 
in Air Freight Forwarder Case 


Among dozens of briefs submitted to Examiner J. Earl 
Cox, of the Civil Aeronautics Board, by respondents and inter- 
veners in the board’s “Docket No. 681 et al., Freight Forwarder 
Case,” was one by the Air Transport Association of America, 
advocating denial of all the considered applications for author- 
ity to engage in “indirect” air transport service (forwarding of 
air freight), and others by the Railway Express Agency, Inc., 
the Air Freight Forwarders’ Association, the Port of New York 
Authority, and the Freight Forwarders’ Institute, all support- 
ing, generally, the applicants’ contentions that authorization of 
their forwarding operations by the C. A. B. would result in 
better service for shippers and would increase air freight vol- 
-ume. 

Indirect air carriers were unnecessary in air transportation, 
the A. T. A. of A. contended in its brief. It said the shipping 
public did not need such carriers because the benefits of single- 
agency responsibility which they proposed were being provided 
by the certificated direct air carriers. It maintained, further, 
that the indirect carriers could not provide the benefits of 
faster and cheaper service and that they would interfere with 
the conduct of air cargo service by the direct carriers and pre- 
vent an efficient and expeditious cargo service to the public. 


Express Agency Assailed 


“The authorization of the Railway Express Agency, Inc.,” 
the A. T. A. brief continued, “would also impede the develop- 
ment of a proper system for the air transportation of property. 
Such an authorization would expand and continue the railroad 
influence inimical to the development of a sound transportation 
system. This impediment would be brought into air transporta- 
tion needlessly because neither the public convenience and ne- 
cessity nor the public interest requires R. E. A.’s authorization 
as an indirect air carrier. The services it is qualified to per- 
form can be made available to supplement the air transport 
system by use of R. E. A. as a pick-up and delivery contractor 
and connecting line-haul carriers. 

“The R. E. A.’s exemption (from the certificate provision 
of the civil aeronautics act) should be continued temporarily, 
however, until such time as the certificated air carriers can 
complete their arrangements with cartage operators and con- 
necting ground carriers to provide a complete service.” - 

The A. T. A. of A. asserted that shippers could now tender 
a shipment to any certificated air carrier and receive a single 
air bill covering the movement from the door of the consignor 
to the door of the consignee. It said that under its member 
airlines’ program, the air bill would cover pick-up service, air 
transportation over one or more air carriers, connecting serv- 
ice to off-line points, and delivery to the consignor’s door. 
Under this system, it said, the shippers could find in the ton- 
solidated air freight tariff the essential information regarding 
the service. 

Joint Air-Motor Carrier Service 


“Both the air carriers and the motor carriers,” it continued, 
“are improving the existing services by perfecting a nationwide 
system whereby shipments will move by air and motor carriers 
on one bill of lading which would be issued by the originating 
carrier and honored by the connecting carriers. . . . Recent 
amendment of section 1003(b) of the civil aeronautics act, 
supported by both motor and air carriers, eliminates the re- 
quirement of joint rates and facilitates completion of these 
and other through-service arrangements between air carriers 
and surface carriers. ... By that coordinated service the air 
carriers provide another of those services which were not pro- 
vided by the direct carriers in surface transportation. The 
railroads refused to provide through services with the motor 
carriers and called into being the forwarders who provided the 
needed coordination. . . . In air transportation the situation is 
different. There is no gap requiring an indirect carrier.” 

_The A. T. A. of A. spoke of “adequacy” of the airlines’ 
freight claim service and said that that was due in part to 
smaller losses from claims in air transport than in surface 
transport. 

_ “Thus, in 1945,” it said, “claims for loss and damage in air 
Shipments represented only 0.11 per cent of gross revenues, 
whereas loss and damage claims of Class I rail 1. c. 1. freight 
represented 5.8 per cent of gross revenue.” 


, Services of Air Cargo, Inc. 


___ Through operation of terminals by Air Cargo, Inc. (the 
airlines-owned ground service organization), said the A. T. A., 
routing information could be supplied to shippers and the most 
economical and expeditious service available could be explained 
to them. It argued that rail service and costs as between car- 
load and 1. c. 1. freight differed, but that the airlines must give 
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eer the same physical handling to both types of ship- 
ments. 

“A potential saving to the air carrier from the tender of 
consolidated shipments,” continued the association, “is in .. . 
fewer air bills per shipment. But when the consolidated ship- 
ments are tendered they must be lot-labeled, and when they 
cannot be accommodated in the available space they must be 
broken down into smaller units which require the preparation 
of transfer reports which add clerical burdens to the carriers. 
This offsets for the most part even the potential benefits of 
consolidation.” 

Moreover, the A. T. A. of A. contended, in the absence of 
uniform plane capacity along the lines of standard box car 
capacity uniformity, neither the air carrier nor any of the appli- 
cant forwarders would know the required cargo load unit until 
a specific schedule had been planned. It added that “the most 
efficient utilization of the available space requires that the car- 
rier itself aggregate the available shipments into the proper 
sized unit at its terminals, or utilize the terminal agent.” 

“Solicitation of air cargo is a sales problem,” it said. “Air 
carriers have their own solicitors and can secure the services 
of agents. Agents now solicit passenger traffic for air carriers, 
and cargo for international transportation, without carrier 
status. 

“These applicants . . . can provide whatever beneficial serv- 
ices they propose as agents of the direct carriers.” 


Forwarder “Abuses” Alleged 


The association quoted excerpts from the Commission’s re- 
port in Freight Forwarder Investigation, 229 I. C. C. 207, in 
discussing “abuses” by forwarders in connection with surface 
transport operations, and said that the “abuses” were caused 
by “the basic’ pressure the forwarders could exert’—his ability 
to shift his traffic to the more pliable carrier. 

Contending that the airlines had more at stake, in connec- 
tion with the proposed forwarder operations, than the railroads 
had in their relationships with forwarders, the A. T. A. of A. 
said that only 1.75 per cent of the rail traffic comprised 1. c. 1. 
shipments, while over 98 per cent of the airline traffic ‘consisted 
of less-than-planeload traffic. It averred that the forwarder, so 
far as the underlying carrier was concerned, was a shipper. 
The airline association expressed a fear that the forwarders 
would divert some traffic, requiring comparatively short hauls, 
to trucks, though airline service might be available for such 
shorter hauls. It suggested that some of the applicants were 
allied with surface carrier interests. ees tS 

To support a contention that railroad control of the express 
agency had prevented establishment of the most expeditious 
and economical air service possible, the A. T. A. said there was 
testimony to show that the R. E. A. had used a way-freight train 
requiring four hours to reach an off-line point when truck 
operators could have provided the service*in 40 minutes. It 
said an R. E. A. official had testified that, in providing off-line 
service, the agency was restricted to the extent of the railroads’ 
refusal to permit it to operate truck routes in such service. 
It added a contention that the express agency had consistently 
resisted employment of solicitors who would devote their efforts 
exclusively to the generation of air traffic. The traffic now 
moving in rail express service was one of “the great potential 
sources” of airline freight traffic, and the direct air carriers did 
not need authorization of the express agency as an indirect air 
carrier to perform a complete service, the A. T. A. maintained. 
The conclusion of its brief contained the following: 


This proceeding raises the question . . . whether the air carrier 
transportation system should have middlemen injected between the 
shippers and the direct carriers. . . . The intervention of middlemen 
in transportation has historicalty been recognized as objectionable be- 
cause of the abuses which such middlemen bring. . . . The (Civil Aero- 
nautics) Board has none of the reasons which impelled the acceptance 
of the middlemen in surface transportation as a necessary evil. The 
history that begot the forwarder is not being repeated by the air car- 
riers. The consolidations of traffic effected in surface transportation 
are not productive of benefits in air transportation. So the path is clear 
to reject these applications. ... 


Air Freight Forwarders’ Brief 


The Air Freight Forwarders Association, in its brief, said 
that insurance of the maximum possible development of air 
freight transportation was possible only through authorization 
of independent air freight forwarders “and, of course, the 
freight airlines.” 

“Forwarders, with their sales staffs and ground crews,” it 
said, “are as important to the development of air freight as 
retail stores and salesmen are to manufacturing. . . . This pro- 
ceeding will determine whether small business men whose en- 
tire energies will be devoted to the generation and handling of 
air freight will be permitted to make their contribution to air 
freight transportation. . . . The tremendous disparity between 
actual air freight carried and air freight potential demonstrates 
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dramatically the pressing need for help in promoting and de- 
veloping this potential. : 

“It is axiomatic that carriers have been and are incapable 
of fully developing and satisfactorily handling merchandise 
traffic. The railroads, with their great solicitation staffs, failed. 
Truck lines, essentially local in operation, came closest to in- 
tensive cultivation of merchandise traffic. Ocean lines rely 
heavily upon the same type of service that the air freight for- 
warders supply. .. . Airlines are so spread, both as to coverage 
and services, that they can not adequately develop cargo.” 

To restrict a forwarder to his present operations or to 
origination at a particular point or to one section of the coun- 
try, said the A. F. F. A., would be tantamount to a refusal to 
permit the necessary experimentation with “this new service.” 
It urged that whatever type of permission the board decided on 
for the forwarders should contain “very broad authority.” 


Functions of Forwarders 


The A. F. F. A. said that functions of independent air, 
freight forwarders included: Selling, specializing in transpor- 
tation, supervising transportation (including the providing of 
pick-up and delivery and of refrigerated trucks for perishables), 
supplying of warehousing and terminal facilities, making billing 
arrangements, arranging schedules; consolidating shipments to 
insure greater speed, lower cost and greater reliability; packing 
and repacking freight when required; attending to transship- 
ping between air cargo lines and schedules airlines, air express, 
railway express, motor carriers, and from one air freight car- 
rier to another; and providing special services such as the “blue 
ribbon” superspeed service. It said that air freight forwarders 
would hold themselves out as being responsible for movement 
of shipments from point of origin to point of destination, would 
issue their own waybills and tariffs, and would consolidate 
shipments. 

“A forwarder will be in position to take over the entire 
ground operation for the air carriers,” said the A. F. F. A. 
“The need for forwarders in the international field is even 
greater than in the domestic field. Surface forwarders have 
provided a great deal of public convenience to the shipping 
public. . . . Operation of supervised transportation by special- 
ists will greatly benefit shippers by air, just as it has shippers 
by surface transportation.” 

After urging that the applicant forwarders be authorized 
to operate over all air carriers, the A. F. F. A. said that, once 
in operation, the forwarders would take over the entire busi- 
ness. of many shippers. It referred to testimony presented on 


behalf of commercial organizations of New York, Baltimore, 
Detroit and Los Angeles, showing shippers’ needs for air freight 
forwarders. 

“Independent air freight forwarders devoted: entirely to 
the generation and handling of air freight,” it said, “will pro- 
vide the competitive stimulus necessary to insure the sound 
and proper development of air transportation.” 


Express Agency’s Contention 


The Railway Express Agency, in its brief, said that the 
“adventure by the airlines on an experiment” (the establish- 
ment of Air Cargo, Inc., for surface handling of air freight) 
was “ironically” coincident with “the onslaught of the airlines 
on the Civil Aeronautics Board for increased mail rates, double 
and triple in some instances the existing rate structure,” and 
that it came at a time when “some of them are steadily moving 
toward the brink of bankruptcy and mergers.” 

The agency said that air property transportation had been 
nurtured and developed by it and that it had largely been 
responsible for the present growth of that transportation, and 
added that “to exclude R. E. A. from the picture now would be 
a travesty of justice.” It said it desired to continue its air 
express service and to offer air freight service, subordinate to 
air express and at lower rates, “supplemental to and not com- 
petitive with air express.” 

The agency said that gross air express revenue in the first 
four months of 1947 was 57.66 per cent above that of the same 
period of 1946, while the amount the agency had paid to the 
air carriers had risen 63.53 per cent in the 1947 period as 
against the 1946 period. 

“In the face of such competitive conditions . . . increasing 
use by the public of air express service is proof of the fact the 
ground service and general handling accorded by applicant to 
air express traffic is infinitely superior to the ground service 
and general handling accorded to air freight by the certificated 
airlines,” the agency said, adding: 


It may be true that air express has not reached its full develop- 
ment, but if that is so, ... it... is attributable to the persistent, 
unreasonable refusal of the certificated airlines to permit applicant to 
lower its air express rates to a point where it might attract and ‘divert 
into its service a much: larger volume of traffic... . 3 

Now that the certificated airlines have decided to discard Railway 
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Express Agency at some convenient future date when they have ad- 
judged themselves competent to take over all: property transportation by 
air, it is perhaps natural to expect them to fly in the face of _history 
and accepted transportation principles and experience and also declare 
that the forwarders are not necessary . . . and that there is nothing 
a forwarder can do that the airlines themselves cannot do, despite the 
fact that the present record reveals that at least one certificated car- 
rier, namely, American Airlines, is a shipper in the service of Mercury 


Air Freight Corporation, an applicant in this case, and also a shipper 
in R. E. A. air express service. 


It has become almost axiomatic that the forwarder provides a 
speedier, cheaper, more direct and less costly service than the direct 
carrier is able to provide. ... 


Airlines’ Plan Called Impractical 


The express agency assailed the airlines’ Air Cargo, Inc., 
plan as impractical and not in the public interest and said that 
the president and vice president of that corporation had had 
no experience in the work to be undertaken by Air Cargo, Inc., 
and, before the war, had been engaged in the practice of law. 

“One of the basic defects of the Air Cargo, Inc., program,” 
the express agency said, “is that to be even moderately success- 
ful it will not only entail the consummation of thousands of 
contracts with truck operators, but will require the highest 
form of cooperation among themselves, which is something for 
which the airlines to date have failed to show even the slight- 
est aptitude.” 

The agency suggested that Air Cargo, Inc., would encounter 
difficulty in matters such as the routing of shipments as be- 
tween competing airlines. It said the non-certificated airlines 
favored certification of the service of R. E. A. and the for- 


warders and that the board should give serious consideration 
to their views. 


Views of Forwarders Institute 


The Freight Forwarders Institute said, in its brief, that 

if the board opened the door to freight forwarding by air, the 
economics of free enterprise and competition would determine 
what the place of the forwarder should be in the future of air 
transportation, but that, if the door was closed, it would be 
closed irrevocably. 
: “This is true,” it continued, “because the certificated air- 
lines are working with frantic haste to perfect methods which, 
given time and freedom from competition, will in all likeli- 
hood constitute a Chinese wall around the air freight trans- 
portation system, irrespective of the economic value or public 
merit of the methods. .. . The non-certificated lines have testi- 
fied that they need the services of the forwarders now, and 
the need for some such traffic generating and ground coordinat- 
ing agency as the forwarders can provide is obviously so 
desperate that the future of the non-certificated air freight 
carriers may well. depend upon the decision of the board in 
this case.” 

Referring to plans of the A. T. A. member airlines for an 
‘integrated air freight transportation system,” the F. F. I. 
said that publication of a consolidated air freight tariff, such 
as the airlines had filed, “doesn’t integrate an air freight system 
to any greater extent than the railroad system, or the motor 
carrier system, is integrated.” 


Problems Other Than Rates Seen 


“It will be an integrated system,” the F. F. I. continued, 
“only to the extent that the certificated airlines have agreed 
on certain rates and practices, and this will not solve the prob- 
lems which have caused the shippers of 1. c. 1. freight to turn 
to the freight forwarders in the surface field.” 

Continuing, the forwarders institute said, in part: 


It is . . . difficult to understand just how the intervention of Air 
Cargo, Inc., in making arrangements with pickup and delivery carriers, 
in operating consolidated terminals, and in negotiating for proportional 
rates with motor carriers in line-haul service, is going to simplify mat- 
ters from the standpoint of the shipping public. . . . Suppose the pickup 
carriers under contract in a given city do have identical contracts with 
all the certificated lines serving that city, then what? The shipper must 
still make his selection of air carriers and of routes. Air Cargo, Inc., 


disclaims any intention of doing so unless the shipper absolutely refuses 
to specify the carrier. ... 


As to arrangements with over-the-road truckmen, the airlines are 
starting where the forwarders started many years ago. .. . The magni- 
tude of the task of publishing proportional rates on a nationwide basis 
is tremendous. . . . Under the most favorable circumstances it will 
require time, very likely measured in years, for such a program to be 
put into operation on anything like a nationwide basis... . 

It is claimed that the forwarders would be of no benefit to the 
underlying air carriers; and here there is a direct clash of opinion 
with the cargo-carrying lines. . . . It should be borne in mind that... 
the non-certificated cargo carriers handled more than three times as 
many ton-miles of freight as the certificated lines in 1946. ... 

No showing has been made that the airlines are serving or will 
serve the thousands of off-airline points now served by the forwarders 
in surface transportation. . . 


The certificated airlines argue that the forwarders could not provide 
a cheaper service than the lines themselves. They point out that there 
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may be no spread in the rate structure on which the forwarder can 
live, and indeed they seem to be embarked upon that type of program. 
The forwarders believe there is. ample justification for a lower rate on 
volume shipments by air just as there is in all transportation, and this 
position is concurred in by the cargo-carrying airlines. That question 
is not in issue here. It is, however, a question tn which the board has 
an interest and one which it will no doubt ultimately be called upon to 
decide based upon all the facts. ... 


The forwarder institute said that Congress, in passing the 
forwarder act, undoubtedly had in mind that it was providing 
the instrumentality whereby, under proper regulation, forward- 
ers could not conduct a coordinated service utilizing every me- 


dium of transportation. It urged the board to give meaning to 
that intent. 


N. Y. Port Authority Suggestions 


The Port of New York Authority, in a brief as intervener, 
suggested a course of procedure by the C. A. B. with respect 
to air freight forwarders, as follows: 


(1) Keep initial regulations at a minimum, so as to avoid hamper- 
ing the development of this emergent industry; (2) require no cer- 
tificates of public convenience and necessity, but rather exempt for- 
warders from the provisions of section 401, requiring certificates of 
public convenience and necessity; (3) exempt forwarders from other 
provisions of Title IV relating to economic regulations, except the fol- 
lowing: (a) section 402, requiring foreign air carriers to obtain permit; 
(b) section 403, relating to filing and observance of tariffs; (c) section 
404, relating to furnishing of service without discrimination; (d) sec- 
tion 407, relating to keeping of accounts and filing of reports with the 
board; (e) section 411, forbidding unfair competition; (f) section 412, 
requiring filing with approval by the C. A. B. of agreements affecting 
air transportation; (g) section 410 and sections 414 through 416, should 
of course apply to freight forwarders, but because of their nature they 
need no special mention or discussion; (4) require that each applicant 
for an exemption order establish that he is fit, willing and able to 
perform the service of a freight forwarder. 


The port of authority said that, in appraisal of the weight 
of statements of the scheduled airlines as submitted through 
the A. T. A. “it must be remembered that the certificated air- 
lines have not carried the bulk of air freight; that they have 
lagged behind the non-scheduled and contract operators in pro- 
moting and generating a volume movement of goods by air, 
and that their operating experience with passenger traffic ob- 
viously does not qualify them as experts with respect to what 
action in connection with the freight business will best serve 
the public interest.” -The authority said there was evidence 
that introduction of forwarder service brought not only sav- 
ings in money to shippers, but frequently, improvements in 
service, and that shipping charges via forwarder service had 
been shown to be considerably lower than rail express charges, 
although the time in transit for forwarder service compared 
very favorably with the time in transit for rail express. 


“Forwarders,” the N. Y. port authority said, “are today 
performing valuable services for shippers in connection with 
transportation by rail and motor truck. The Authority believes 
that the activities of forwarders can be of inestimable value to 
the air industry by making shippers conscious of the advantages 
of air freight transportation. In the development of an air 
freight volume the forwarder can and will play an important 
part if permitted to do so. No good reason can be perceived 
why the air forwarder should not be permitted his rightful 
place in the air transportation industry. . . . Applicant for- 
warders should be permitted to engage in operations, at this 
early stage, with a minimum regulation. . . . The Port of New 
York Authority urges that the air freight forwarder be per- 
mitted to play his part in the development and maintenance of 
a well rounded and prosperous air freight industry, so vitally 


—s to the commerce of the nation and its national de- 
ense.”’ 


Wisconsin Central Airlines Gets 
Temporary Air Certificate 


By an order in “Docket No. 415 et al., the North Central 
Case,” the Civil Aeronautics Board has modified its order of 
December 19, 1946, in that proceeding by exempting Wisconsin 
Central Airlines from a provision of the order under which 
that carrier was required to establish divestment of control of 
it by Four Wheel Drive Auto Co. as a condition precedent to 
issuance of a certificate to Wisconsin Central, and has issued 
a temporary certificate to Wisconsin Central authorizing it to 
engage in transportation of persons, property and mail for a 
period of three years from October 3, 1947. 

The certificate covers operations over routes between Chi- 
cago, Ill., and Duluth, Minn.-Superior, Wis.; between Milwau- 
kee, Wis., and Ironwood, Mich.; between Milwaukee and Green 
Bay, Wis.; between Minneapolis-St. Paul, Minn., and Duluth- 
Superior, and between Green Bay and Wausau, Wis., with serv- 
ice to specified intermediate points on each route. 
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The board said that Wisconsin Central had filed with it 
information showing certain steps taken to achieve divestment 
of control of the airline by Four Wheel Drive, and data de- 
signed to show that adequate airport facilities would be avail- 
able on or before October 1 to permit inauguration of service 
at ‘“‘some 16 of the 34 points” named on its local service routes 
The board said the airline represented that Four Wheel Drive 
had divested itself of all shares of stock formerly held by it 
in Wisconsin Central; that Four Wheel Drive and Wisconsin 
Central did not have any common officers or directors, but that 
two of the directors of the airline were employes of Four Wheel 
Drive; that about 14,105 shares, or about 29 per cent, of the 
stock of the airline was owned by stockholders, employes, offi- 
cers and directors of Four Wheel Drive, and that Wisconsin 
Central contemplated issuance of about 86,000 additional shares 
of stock on receipt of its certificate from the C. A. B. 

Wisconsin Central Airlines also had represented, the board 
said, that any protracted delay in authorizing the inauguration 
of service by it would impinge on its economic welfare and 
materially increase its requirements for capital. 

The C. A. B. said it was unable to determine “at the pres- 
ent time” whether Wisconsin Central and Four Wheel Drive 
had in fact fully achieved the divestment of control contem- 
plated by its order of December 19, 1946, but that failure to 
issue the certificate at this time would unnecessarily deprive 
the public of a needed service. It ordered Wisconsin Central 
to submit to the board, within six months from October 3, 
evidence satisfactory to the board of divestment of control of 
the airline by Four Wheel Drive. j 


Airline Traffic Survey, in Six 
Volumes, Issued by C. A. B. 


An air traffic survey for the month of September, 1946, 
issued by the Civil Aeronautics Board and comprising six vol- 
umes, showed that passenger originations and destinations on 
all the domestic certificated air carriers in that month totaled 
1,103,719, or 5.2 times the total recorded for September, 1940, 
which was 212,530, according to a C. A. B. announcement. 

The board said that the September airline traffic survey . 
marked resumption of “the semiannual series instituted before 
the war and discontinued during the war years.” Volume 1 of 
the survey, in the form of a summary, was priced at 50 cents; 
volumes 2 to 5, containing detailed information obtained in the 
survey, sold for $1.25 each, and volume 6, identified as a “sta- 
tion-to-station airline traffic survey of domestic revenue traffic 
by classes,” sold for $1 each, all being obtainable from the 
Superintendent of Documents, Government Printing Office, 
Washington 25, D. C., the board stated. 


In its announcement, the board said that passenger-miles 
of the domestic airlines in September, 1946, totaled 603,780,454, 
as against $98,581,032 in September, 1940; that station-to-station 
combinations in air passenger traffic totaled 11,932 in Septem- 
ber last year as against 3,990 for the same month of 1940, and 
that stations receiving air service totaled 273 in September, 
1946, as against 192 in September, 1940. 


“One-half of the stations which operated in both Septem- 
ber, 1946, and September, 1940, showed increases of from three 
to six times in number of passengers ticketed, and nearly all 
other stations showed larger increases,” the board said, adding: 


Fewer than 10 per cent of all stations failed to triple their volume 
of ticket sales. 

In aggregate passenger-miles flown, American Airlines, Eastern 
Air Lines, Transcontinental & Western Air, and United Air Lines aver- 
aged an increase of approximately 4.5 over September, 1940, and all 
other carriers approximately 10 times. The proportion of total passen- 
ger-miles accounted for by the latter group of carriers increased from 
19.3 per cent of the total in September, 1940, to 34.4 per cent in 
September, 1946. 

Among all air stations, New York, Chicago and Washington main- 
tained, respectively, their 1-2-3 rank order in the volume of passenger 
originations and destinations. In passenger miles, New York, Los An- 
geles and Chicago ranked 1, 2, 3. 

In station combinations for all passengers ticketed, New York- 
Chicago, New York-Washington, and San Francisco-Los Angeles ranked 
1, 2, 3, and, for passenger-miles, New York-Los Angeles, New York, 
Chicago, and New York-Miami ranked 1, 2, 3. 

Base station summary tables in volume 1 of the survey list the 
273 stations receiving air service during September, 1946, and show 
total traffic data by station—passengers originated and terminated, pas- 
senger-miles, relative rankings by passengers and passenger-miles, 
ratio to September, 1940, traffic, average length of passenger flights, 
and number of stations with which passengers were exchanged. Com- 
parable information is shown for the 192 stations receiving air service 
during September, 1940, Interstation summary tables in volume 1 list 
in rank order, by passengers and passenger-miles; the 100 top-ranking 
pairs of stations in the interchange of traffic. 

Assembled by the economic bureau’s analyses division and pub- 
lished by the board, the survey report is based on traffic data furnished 
by the United States domestic scheduled air carriers in operation dur- 
ing September, 1946, and by the Air Transport Board of Canada. 
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C. A. B. Rejects Air Tariff Protests, 
Orders Broad Rate Investigation 


By orders issued late October 3, the Civil Aeronautics 
Board refused to suspend tariffs of three certificated scheduled 
domestic airlines naming reduced airfreight rates effective 
October 5, as to which protests were filed by the Air Freight 
Forwarder Association, the Independent Air Freight Associa- 
tion, Inc., and others, but ordered an investigation of the in- 
volved tariffs together with an investigation of certain freight 
tariffs of exempt and uncertificated airlines (see Traffic World, 
October 4). 

Tariffs of the certificated lines under attack were United 
Air Lines, Inc., airfreight tariffs No. 3, C. A. B. No. 8;-Amer- 
ican Airlines, Inc., airfreight tariff No. 22, C. A. B. No. 31, and 
Pennsylvania-Central Airlines Corporation airfreight tariff No. 
4, C. A. B. No. 7, naming local airport-to-airport rates on speci- 
fied commodities between certain points in the United States. 
These tariffs, the protestants said, provided for a cut in rates 
to an average of 12 cents a ton-mile, and resulted in a reduc- 
tion of 33% per cent of rates filed by t:1e scheduled lines, in 
addition to a reduction of 25 per cent effected on August 1. 
The order instituting the investigation of tariffs of the certifi- 
cated carriers was identified as serial No. E-853. 

By a separate order, serial No. E-852, the board brought 
under investigation tariffs of 10 exempt and uncertificated car- 
riers as follows: 


(1) Air Cargo Transport Corporation, airfreight tariff No. 1, C. A. B. 
0. 1; (2) California Eastern Airways, Inc., airfreight tariff No. 1, 
. A. B. No. 1; (3) Globe Freight Airlines, Inc., airfreight tariff No. 2, 
. B. No. 2; (4) Latin-American Cargo, Inc., airfreight tariff No. 1, 
. B. No. 1; (5) Monongahela Valley Airways, Inc., airfreight tariff 

. A, B. No. 1; (6) Mutual Aviation, Inc., airfreight tariff No. 

. B. No. 2; (7) Riddle Aviation Co., Inc., local airfreight tariff 

. A. B. No. 1; (8) Slick Airways, Inc., airfreight tariff No. 1; 

. No. 1; (9) The Flying Tiger Line, Inc., airfreight tariff No. 1, 

. No. 1; and (10) Willis Air Service, Inc., airfreight tariff No. 

. B...No, 1. 
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Special Circumstances Involved 


The board said that normally it disposed of suspension mo- 
tions by .a simple order but that circumstances involved in this 
proceeding called on it to set forth its reasons for denying the 
instant motions for suspension. It recited the growth of the 


uncertificated air cargo business and the problems that had 
arisen in connection therewith and then discussed the airfreight 
rate competition that had arisen between those carriers and 
the certificated carriers. It said the charge had been made 
that the tariffs sought. to be suspended under cut the tariffs of 
the uncertificated carriers but that “this charge is not too easy 
to substantiate.” In subsequent discussions, it said the extent 
to which the disputed tariffs represented “under-cutting” was 
highly debatable. 

After stating that several of the complainants alleged that 
the effect of the tariffs they assailed would be to put them out 
of business in six months, the board said such allegations were 
easy to make but hard to disprove. It said no moving party 
was guaranteed by law or equity against a loss in operations 
consequent upon competition and that some credible showing 
of unfairness in the manner of competition must be evident. 
All that yt grab on the record before it, the board said, was 
evidence of competition by the moving parties and the cry 
of “unfairness” when the parties against whom the blow had 
been struck retaliated in kind. 

“To restrain them from resorting to the same tactics that 
the moving parties requested us originally to permit them to 
engage in, would hardly be justice,” said the board. 


Rate Relationship to Cost “Remote” 


The board then said that examination of the tariffs here 
involved showed that their relationship to cost of the service 
seemed very remote; that these and other tariffs semed to 
have little reference to any rational principle of tariff making, 
and that “we are consequently ordering an investigation of the 
tariffs of both certificated and uncertificated carriers.” 

“The purpose of this investigation,” said the board, “is to 
attempt to develop some rational principles for tariff-making 
in air transportation as well as to inquire into the validity of 
the tariffs that have been filed. . . . It would be idle . . . to 
promise quick rectification of all tariff inequities that may exist 
now in air transportation. But a beginning must be made and 
we choose to do that now.” 


The text of the board’s opinion follows: 


This case concerns the motions filed by numerous noncertificated 
cargo carriers and allied associations to suspend certain tariffs relating 
to air cargo that. have been filed by certificated carriers. These latter 
tariffs become effective on October 5, 1947, under the provisions of 
the civil aeronautics act, unless the board takes action prior to that 
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time to suspend and investigate them on the ground that they are 
unlawful and unduly discriminatory. 


The disposition of motions of this character would normally be 
made by the board, after careful scrutiny of the moving papers and 
the answers filed thereto, by a simple order. Circumstances, however, 
well-known to the interested parties and not necessary to be detailed 
here, call upon us to set forth our reasons for denying these motions. 

The essence of the allegations contained in these motions is that 
the tariffs filed by the certificated carriers unfairly undercut the tariffs 
of the uncertificated carriers. Though the moving papers are far from 
clear on the point, the issue of unfairness seems to resolve itself into 
the argument that the tariffs are unfair because (a) they are below 
the cost of the service, and (b) the ability of the certificated carriers 
to establish these tariffs rests upon the mail subsidy they are allowed 
to receive. 

Genesis of Air Cargo Carriers 
= 

An appreciation of the issues involved in this proceeding demands 
some understanding of the position presently accorded to the uncer- 
tificated cargo carriers. Air transportation prior to the recent war 
consisted generally of the transportation of mail, some express, and 
passengers with casual baggage. The war opened up new vistas. Vast 
quantities of supplies and large numbers of personnel were transported 
by air to many and distant points. The effect of this was to impress 
upon people as a whole the advantages that might adhere in transport- 
ing persons and goods by air. The airlines certificated prior to the war 
were in a poor position when peace returned to meet these new demands 
with the rapidity that they developed. Their equipment had been 
depleted as a result of the necessities of war. To meet the post-war 
requirements for passenger traffic was temporarily beyond their imme- 
diate capacity. To meet, in addition to this, the demand for the car- 
riage of property on any large scale was an impossibility. Most of 
the certificated air lines, intent on their primary task of providing 
service for passengers and the mail, could pay slight attention to the 
growing demands for the carriage of cargo, less to the active and 
intensive promotion of that traffic. 

A group of carriers sought to avail themselves of the opportunities 
thus created. Many of them gave merely intermittent and casual 
service to overflow passengers. Others concentrated in the field of 
air cargo and devoted themselves to the task of promoting and develop- 
ing that field. 


The board, intent upon developing air transportation to its maximum 
potential, struggled with the new problems thus prescribed. It saw 
little public benefit in the sponsorship of ‘‘jitney’’ passenger service, 
with its inevitable hazards and enforcedly casual services, believing 
that the answer to a sound air transportation system was the restora- 
tion of responsible, scheduled service. On the other hand, cargo service 
presented a different issue. The field had limitless horizons depending 
upon the essential economies ultimately inherent in air transportation. 
The wisdom of tying cargo traffic to passenger traffic, which would 
have been the inevitable result of limiting the right to carry cargo to 
the certificated carriers, was debatable. Meanwhile uncertificated car- 
riers had embarked upon this field and were beginning to develop it 
in considerable volume. 


Air Cargo Case 


Faced with this situation, the board decided to consolidate for 
hearing and determination the requests of the cargo carriers for certifi- 
cates of public convenience and necessity. A proceeding of this nature, 
however, takes time. Its resolution demands a consideration of the 
degree to which the Government will- institute a system of balanced 
competition among ali carriers of air cargo, the degree to which the 
development of this service should be asserted by mail pay, and the 
extent to which this system should in the interests of°economy and 
efficiency be allowed to develop independently of a responsibility to 
carry passengers as well as mail. Issues of this character are not 
easily decided. They demand not ex parte presentations but analysis in 
the light of all available evidence. To that end, an Air Cargo Case 
was instituted which, it is hoped, will permit a basis for coming to 
a considered and wise solution of this important problem. 


Meanwhile, a number of air carriers entered into the cargo business 
without the benefit of certification. Confining themselves first to the 
contract business—which under the law does not require certification 
provided no common carriage is involved—they expanded their busi- 
ness until they were tending to become scheduled common carriers of 
property. The service that these carriers rendered in turn stimulated 
development of cargo services by the certificated common carriers. 


In brief, a competitive situation rapidly came into being. New 
regulations to control as well as promote air cargo were demanded. 
The uncertificated carriers contended that the pressure of the certifi- 
cated carriers was tending to become so great that they could not 
survive until the final determination of the Air Cargo Case unless they 
were permitted to transform their alleged contract services into sched- 
uled common carrier services. Otherwise, it was contended, the efforts 
they had made to provide an independent, unsubsidized cargo service 
would prove to have been useless and by the time that the Air Cargo 


‘ Case would have been decided, their financial reverses would have been 


such as to have forced them into bankruptcy. 
Air Contract Carriers Authority 


The board was considerate of their plea. In adopting economic 
regulation 292.5, it permitted those contract carriers who had filed an 
application for the right to become scheduled common carriers of 
cargo, had not insisted upon mail pay as a condition of operation, and 
had actually been in operation, to acquire through exemption the right 
to operate as scheduled common carriers of cargo. These exempted or 
uncertificated carriers, who are the moving parties in this case, re- 
quested from the board the right to compete with the certificated car- 
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riers for cargo traffic on fair and equal terms. The board granted 
them that right. 


Competition and Rate Reductions 


Tariffs were filed by both of these groups of carriers to become 
effective on August 1, 1947. The certificated carriers filed tariffs some 
twenty-five per cent below those they had previously established... The 
uncertificated carriers filed tariffs substantially lower than these. The 
tariffs of Slick Airways, for example, average some thirty per cent 
lower than those of the certificated carriers. Subsequently the tariffs 
now in issue were filed by the certificated carriers. The cargo tariffs 
of the uncertificated carriers being initial tariffs under the law could 
not be suspended by the board. The tariffs here in issue, however, are 
not initial tariffs and therefore can be suspended pending investigation, 
for a limited period of time. 


(1) The charge is made that these new tariffs of the certificated 
varriers undercut the tariffs of the uncertificated carriers. This charge 
is not too easy to substantiate. The initial tariffs of the certificated 
carriers when compared with the tariffs of the uncertificated carriers, 
exceed the latter in rates from 25 to 100 pounds. The tariffs here in dispute 
relate only to shipments in excess of 100 pounds and do not supplant 
the earlier rates applicable to the less than 100 pounds shipments. 
The new tariffs of the certificated carriers in the 1,000-1,999 pound 
category generally exceed the tariffs filed by the uncertificated carriers. 
In a few instances, the two tariffs are the same. But in no instance 
do they appear to be lower. In all categories beyond 2,000 pounds the 
tariffs of the certificated carriers quote higher prices. 


In the 100 to 999 pound category the tariffs in dispute are less than 
the tariffs of the uncertificated carriers in some instances and greater 
in others. The instances in which they are less can fairly be regarded 
as cases where there may be a greater volume of potential cargo traf- 
fic. Again, it should be noted that the tariffs in dispute relate only 
to a limited class of commodities, all other commodities being subject 
to the older and higher tariffs. But, it is probable that the commodities 
covered by the disputed tariffs are of the type that more normally 
move by air. 

Extent of “‘Undercutting’”’ 


The extent to which these disputed tariffs represent ‘‘undercutting’’ 
is thus highly debatable. No evidence exists on the moving papers of 
the extent of this ‘‘undercutting’’ other than a general allegation that 
the majority of the business of the uncertificated carriers has been 
undercut. This general allegation is not even broken down in terms 
of tons or ton-miles, a differentiation that would have enormous impli- 
cations with regard to the effect of these tariffs on the revenues of 
the uncertificated carriers.. Indeed, allegations of undercutting have 
been made on both sides of the controversy and each side can arrange 
the data to suit their charges. 


(2) ‘‘Undercutting’’ as such is not an evil. The public interest 
is served by the lowest, economical tariff. That is both the theory and 
virtue of competition. "When the uncertificated carriers sought and 
were granted the right to compete on a scheduled common carrier basis 
with the certificated carriers, they asked and received the right to 
compete. They filed tariffs generally some 30 per cent below those of 
the certificated carriers. The certificated carriers in return filed tariffs 
on a selected list of commodities between selected points some four 
per cent below those of the uncertificated carriers. On other commodi- 
ties, and other weights, and between other points, their old tariffs re- 
mained. Admittedly this is competition, even though it may not be 
competition at every point. But unless this be unfair competition, this 
is the very privilege that the uncertificated carriers asked and were 
granted. The exemption accorded them certainly was not that of a 
one-sided right, namely the right to compete against the certificated 
carriers and the privilege to be protected against competition from 
them. 

Right of Carrier to ‘‘Undercut”’ 


(3) The contention is made that the disputed tariffs are aimed 
specifically at the uncertificated carriers. In proof ,of this the fact is 
adduced that the disputed tariffs reduce the rates between points 
served by the uncertificated group but maintain rates between non- 
competitive points on the systems of the certificated carriers. Ad- 
mittedly, this is the case. But what this proves is merely that the 
disputed tariffs are competitive tariffs. The right to set a tariff that 
will match, or even be below the tariff of a competitor is generally 
acknowledged. Indeed the relationship between the rail tariffs from 
the eastern portion of the United States to Pacific Coast points, where 
they have to compete with maritime tariffs, as contrasted with the 
tariffs to Rocky Mountain points is evidence of this principle in tariff 
making. And only recently in Barringer and Co. vs. United States 319 
U. S. 1, the Supreme Court of the United States justified tariff lowering 
by a railroad to meet motor carrier competition. That situation is 
singularly comparable to that in this case for the tariffs of the uncer- 
tificated carriers being initial tariffs could not be suspended by the 
Board. The only instrument the certificated carriers had in order to 
meet the competition of the uncertificated carriers was to file tariffs 
that were truly competitive. 


(4) The contention that these disputed tariffs are unfair competi- 
tion rests, first, upon the ground that they are below the cost of 
rendering the service, and, second, upon the fact that being below that 
cost, the certificated carriers are enabled to institute them as a result 
of the subsidy that they receive through mail pay. 


Question of Cost of Service 


No evidence of any substance is available as to costs of rendering 
the service covered by these tariffs. In the commodity classifications 
and between the points covered by the disputed tariffs, the general 
difference between the tariffs filed by the uncertificated carriers and 
the certificated carriers is one cent per ton-mile. In other words, in 
this class of rates, the uncertificated carriers seem to average about 
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13 cents a ton-mile, whereas the certificated carriers average 12 cents a 
ton-mile. The uncertificated air carriers to date seem unable to show 
profits on rates formerly prevailing that were in excess of 13 cents a 
ton-mile. If it were true similarly that for the certificated carriers 12 
cents per ton-mile was below cost, slight equity under these circum- 
stances rests in the balance for the uncertificated carriers who filed 
tariffs at 13 cents a ton-mile in their effort to compete with the cer- 
tificated carriers. But present evidence as to costs is not too material. 
All industry goes through the experience of promotional rates—of rates 
initially set below costs but with costs falling below that rate if the 
hoped-for volume is attained. In the light of the vast potential market 
for air cargo a reasonable promotional rate is not. unjustifiable. And a 
variation of 1 cent a ton-mile in the establishment of such a rate hardly 
gives a prima facie case for undue and unfair discrimination. Par- 
ticularly is this the case when the uncertificated carriers initially filed 
tariffs that could not be suspended some 7 cents a ton-mile below the 
tariffs of the certificated carriers. 


Question of Mail Subsidies 


(5) The argumént that the tariffs filed by the certificated carriers 
are supported by mail subsidies is wholly unsound. The chief com- 
petitors of the uncertificated carriers are American Airlines and United 
Air Lines. These carriers receive no subsidy for the carriage of the 
mail. They do receive 45 cents a ton-mile for the carriage of the mails 
but this is a.service rate—a rate designed and determined to compen- 
sate them only for the costs of carrying the mail plus a reasonable com- 
pensation upon the investment devoted to that service. American Air- 
lines, Inc., Mail Rate, 6 CAB 567, 571 (1945). Admittedly 45 cents a ton- 
mile is higher than 12 cents a ton-mile for the carriage of cargo. But 
mail is not cargo. Its carriage demands safeguarding and special han- 
dling. The 45-cents rate is applicable not only to the large volume of 
mail carrier between New York and Los Angeles (points to which the 
12-cent tariff is applicable), but to the few pounds of mail picked up 
in Des Moines and delivered to Cheyenne or Salt Lake City. Indeed, 
the carriage of mail demands not only special facilities but special 
schedules, and the purported offer of the uncertificated carriers to 
carry the mail at less than the going rate of 45 cents per ton-mile is 
merely an unanalyzed offer having no relationship to costs and in- 
tended simply to confuse the issues in this proceeding. Nor is it material 
that United Airlines has pending before the Board a petition to increase 
the mail rate to $1 per ton-mile. The increase is sought on the ground 
of increased costs incurred in that service; it is not a request for 
subsidy. Variation between mail rates and cargo rates is similarly 
present in rail transportation where the mail rate is some eight to 
nine times higher than the carload freight rate. 

The case of Pennsylvania Central Airlines at first blush seems to 
lend some color to the contention of the moving parties that competi- 
tion against them is being subsidized by the United States Treasury. 
Pennsylvania Central Airlines is a need carried, in the sense that it is 
depending upon mail subsidy to break even on its operating costs. Until 
a short time ago P. C. A. had a mail rate of 60 cents per ton-mile. 
Recently an increased temporary rate was provided P. C. A. pending 
the establishment of a new permanent rate, The increased temporary 
rate provides no compensation to P, C. A. for losses incurred in its 
cargo operations. This rate indeed, according to P. C. A.’s contention, 
is wholly inadequate to meet its break-even needs on its ordinary pas- 
senger and mail service. 
































Segregation of Cargo Costs, Profits 


In short, no action that the board has taken or is now taking places 
subsidy by the United States Treasury behind this effort of the cer- 
tificated carriers to meet the competition of the noncertificated car- 
riers. This venture, so far as this board has expressed any concern, 
whether for gain or loss, depends on their own funds. Indeed, for some 
time, the board’s staff has been conferring with the certificated carriers 
on accounting procedures which will clearly segregate both costs and 
profits attributable to cargo operations in order to enable the board to 
determine in the light of the requirements of the civil aeronautics act 
whether any element of subsidy should be payable for operations of 
this character. 

(6) The issue thus comes down to the question of whether a prima 
facie case of unfair competition has been demonstrated by the moving 
papers. Suspending a tariff is similar in character to the issuance of a 
preliminary injunction. Irreparable injury to the moving party and 
seriously doubtful conduct of the party complained against must be 
shown, True, several of the complaints allege that the effect of these 
tariffs will be to put them out of business in six months. Such allega- 
tions are easy to make, hard to disprove. But no moving party is 
guaranteed by law or equity against a loss in operations consequent 
upon competition. Some credible showing of unfairness‘in the manner 
of competition must be evident, Instead, all that remains on this record 
is evidence of competition by the moving parties and a cry of ‘‘un- 
fairness’’ when the parties against whom the blow has been struck 
retaliate in kind. To restrain them from resorting to the same tactics 
that the moving parties requested us originally to permit them to 
engage in, would hardly be justice. 


Criticism of Tariffs 


However, the examination of the tariffs filed by all the parties 
involved demonstrates little rationality underlying their construction. 
Their relationship to costs of the service seems very remote. Numerous 
examples of this lack of relationship seem to exist. An extraordinary 
difference exists between the tariff on cargo moving between Newark 
and Los Angeles and Newark and San Francisco. In some categories 
the former rate is more than the latter; in others it is less. Differences 
such as they may have merit, but these and other tariffs seem to have 
little reference to any rational principle of tariff making. We are con- 
sequently ordering an investigation of the tariffs of both certificated 
and uncertificated carriers. The purpose of this investigation is to 
attempt to develop some rational principles for tariff-making in air 
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transportation as well as to inquire into the validity of the tariffs that 
have been filed. The former will not be an easy task. Decades passed 
before the evolution of principles characterized the field of tariffs in 
rail transportation. True, we have the benefit of that experience but 
its transposition to air transportation is another matter. It would be 
, idle therefore to promise quick rectification of all tariff inequities that 

may exist now in air transportation. But a beginning must be made 
and’ we chose to do that now. 


A. A. R. Research Croix Issues 
Report on Air Transport 


That there was a distinct probability that, “perhaps within 
the next decade, America will be faced with a huge oversupply 
of transportation” was a view expressed by the subcommittee 
on air transport of the Railroad Committee for the Study of 
Transportation in the subcommittee’s report on air transpor- 
tation, made public at the Association of American Railroads 
subsequent to issuance by the A. A. R. of a digest of the studies 
made by various subdivisions of the full committee (see Traffic 
World, Sept. 13, p. 746). 

The air transport subcommittee was headed by H. W. Dori- 
gan, of the New Haven. R. V. Fletcher, former A. A. R. presi- 
dent, was chairman of the full committee. 

“In a quarter of a century,” said the subcommittee in a 
summary prefacing the detailed material contained in the 127- 
page report on air transportation, “the air transport industry 
has reached ‘big business’ status. The airplane’s chief char- 
acteristic—high speed—has placed it in an invulnerable posi- 
tion where the utmost rapidity of transit is required. Although 
mail revenue constituted the principal source of livelihood dur- 
ing infancy and adolescence—and still is highly important— 
the airplane’s primary function is now the transportation of 
passengers. To what extent it will develop as a carrier of 
freight in large volume depends upon many factors. ... 


Need for Airline Self-Support 


“If, as the result of legislation or an altered attitude on 
the part of the C. A. B., surface carriers should be authorized 
to engage in air transport, some surface carriers thus would 
be enabled to strengthen their competitive position. To some 
extent this might compensate for the inequality of competition 
arising from the federal, state and municipal governmental 
policy of granting subsidies of various kinds to air carriers. 
The assumption in this manner by the taxpayers of a substan- 
tial part of the cost of operating the huge domestic air network 
makes possible rates and fares based not upon cost of opera- 
tion, but upon only that portion of the cost borne by the air 
carriers themselves. Now that the airlines have become large 
and powerful, there is apparent a growing body of opinion 
among economists and officers of government—and even on the 
part of some airline executives—that the air carriers must be- 
come self-supporting in the future.” 

The report suggested that curtailment or abolition of public 
aid to the air carriers, resulting in raising of their fares and 
charges “more in line with the proper total cost of service fur- 
nished,” would permit a selection by the traveling public on 
the basis of real comparative costs of service. Thereby, it said, 
certain advantages the railroads possessed over the airplane 
would be accentuated. Among those advantages, it said, were 
dependability, all-weather performance, privacy, comfort, supe- 
rior dining facilities, ability of passengers to move about freely 
while the train is in motion, superior facilities for sightseeing, 
overnight luxury trains between distant cities, centrally located 
passenger stations, and the ability of the railroads to vary the 
length and capacity of their trains as traffic volume fluctuated. 

In the case of freight traffic, the report continued, diversion 
of traffic from rail and highway to air had been less extensive 
than in the case of passengers, but, it added, “here also proper 
costs of service applied to airline rates would make a material 
difference. Air freight and air express tonnage is steadily 
increasing, but it consists largely of commodities commanding 
high transportation rates. .. .” 


Air Transport Outlook 


In further discussion of the outlook for air transportation, 
in which its mention of a possible oversupply of transportation 
was made, the air transport subcommittee said: 


A long-range view of the effect of air transport, as now conducted 
in this country, upon public transportation generally and upon the 
nation’s economy, presents additional aspects of great importance. No 
appraisal of the transportation problem and the probable future course 
of events would be complete without according some consideration to 
the remarkable growth of non-scheduled and so-called contract car- 
riers by air; to the rapidly increasing use of the public highways by 
private automobiles and trucks; to the enormous expenditure of public 
funds for waterways; to the probable extension during the next few 
years of hard-surfaced roads throughout the nation; and to the pas- 
senger and freight ton-miles likely to ‘be diverted from public carriers 
by private airplanes. In the aggregate, those factors, coupled with the 
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rapid increase in certificated airline mileage, the increase in the num- 
ber and capacity of transport planes, the placing in service of addi- 
tional high-speed trains, and the more intensive utilization of both 
planes. and trains made possible by higher speed and improved methods, 
forecasts a distinct probability that, perhaps within the next decade, 
America will be faced with a huge oversupply of transportation. 

Consideration of what has been stated above leads to the conclusion 
that there should be an immediate re-examination of the entire trans- 
portation problem, and determination of ways and means to place trans- 
portation as a whole upon a sound basis. One of the major purposes of 
such an inquiry would be the determination and correction of inequali- 
ties between the different types of transportation agencies, inequalities 
which to a large extent have been created by law. This accomplished, 
each type of transportation should be allowed to survive and prosper 
only to the extent that its service to the public genuinely warrants. The 
Lea transportation inquiry was an effort to develop facts which may 
serve in part to help solve this problem. This, or any other inquiry or 
investigation, must have for its purpose the formulating of long-range 
plans which are in the interest of the public as a whole. Such a study 
or investigation must also of necessity approach in a detached way the 
interests of the various forms of transportation as they may conflict. 

Once a reasonable, equitable and unified transportation policy, 
properly adapted to existing conditions, shall be formulated, legislation 
will be essential to carry it into effect. 


The air transportation report comprised 14 chapters, deal- 
ing with the following subjects: Development of domestic avia- 
tion; development of international air transport; technical prog- 
ress of aviation; air passenger travel; air mail; air express and 
freight; airline equipment descriptions and operating costs; 
taxation; private flying; airports; character and extent of 
public aids; state legislation on regulation of air transport; 


—— air legislation and regulation, and transportation out- 
ook. 


Airlines’ Operating Ratio 


Among statistical tables which the report contained was 
one showing that in the 12 months ended with June, 1946, all 
the domestic air mail carriers had an operating ratio (ratio 
of expense to revenues) of 94.27; had total operating revenue 
of $254,750,036, or 98.06 cents per revenue plane-mile, and had 
operating expenses of $240,177,890, or 92.45 cents a revenue 
plane-mile. The table also showed, for those carriers in the 
year stated, passenger revenue of 4.73 cents a revenue pas- 
senger-mile, U. S. mail revenue of 53.71 cents per ton-mile, 
express revenue of 42.42 cents a ton-mile, and freight revenue 
of 34.2 cents a ton-mile. It showed that the long-term debt 
of the air carriers in question totaled $83,702,272, that the net 
worth of the stockholders’ equity was $187,792'541, and the 
total assets $372,878,917. 


Data on Passenger Traffic “Diversion” 


Another table, embodied in the discussion of air passenger 
travel, compared passenger-miles and revenue by air and by 
rail for the last six months of 1946 with the corresponding 
figures for the last six months of 1945 and showed substantial 
decreases for the railroads (commuter traffic excluded) as 
against substantial increases for the airlines. The airline in- 
creases in’ passenger-miles for the last half of 1946 over the 
last half of 1945 ranged from 43 per cent in one month to 
88 per cent in another month, while the decreases in railroad 
coach passenger-miles ranged from 31 per cent to 49 per cent 
and the decreases in passenger-miles for sleeping and parlor 
cars ranged from 28 per cent in July, 1946, to 56 per cent in 
December, 1946. The ratios of air revenue to rail revenue from 
sleeping and parlor cars exclusive of space revenue were shown, 
for each of the last six months of 1946, as follows: July, 68.1; 
August, 75.2; September, 81.1; October, 74.7; November, 73.4, 
and December, 78.1. 

The report set forth as “factors encouraging air travel” 
the following: (1) Speed; (2) frequency of schedules; (3) prob- 
able saving in first-class fare; (4) credit cards; (5) free food; 
(6) sales commissions. It said that transcontinental service 
without change was no longer an exclusive airline advantage, 
“as the railroads have established through coast-to-coast sleep- 
ing car service,” and averred that several other factors which 
had been regarded as airline advantages some years ago were 
no longer particularly effective. 


The report listed the following as factors discouraging air 
travel: (1) Fear of death in airline crashes; (2) cancellations 
or delays of plane trips; (3) inconvenience because of require- 
ment of advance reservations; (4) inconvenience in making 
reservations from off-airline points; (5) undependable time of 
arrival; (6) limousine cost and time to and from airport; (7) 
substantial charges for excess baggage beyond a limited weight; 
(8) air sickness and “other discomforts;” (9) additional hotel 
bills and reservation difficulties; (10) service standards reduced 
with increased traffic. 


“Complaints” About Airport Service 


“Serious complaints,” the report continued, “have been 
directed at the quantity and quality of accommodations and 
service at many airports. Since most terminals are municipally 
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owned and operated, many cities are financially burdened, and 
airport needs are in a state of flux and confusion due to rapidly 
changing traffic. This problem seems likely to linger awhile 
unless . . . the airlines assume both a greater managerial and 
financial interest in their terminals.’ 

the chapter on “character and extent of public aids,” 
the report said that construction of civil airports to the end of 
1944 had cost a total of $1,027,159,416; that construction of 
civil airports in 1945 cost an estimated total of $73,000,000, and 
that construction of airports authorized by the federal airport 
act of 1946 and matching funds for the next seven years would 
total $1,000,000,000. Payments to the domestic airlines for 
transportation of air mail, it said, totaled $326,199,968 for the 


period 1930-1946. 


The subcommittee suggested that two-thirds of the ter- 
minal airport expense, including an item for “in-lieu-of-taxes,” 
was a fair amount for the certificated airlines to bear. 


“Subsidy” of $5.70 a Passenger 


“Applying this figure of two-thirds of airport expenses as 
applicable to scheduled air carrier operations to the $56,187,500 
a year expenses,” it continued, “indicates that the subsidy to 
the scheduled airlines for the use of airports was approximately 
$37,458,000 for 1945, taking into consideration revenues received 
from all sources by the airports. 

“If this annual subsidy of $37,458,000 is divided by the 
6,576,000 revenue passengers carried in 1945, the subsidy per 
revenue passenger for that year appears to be $5.70. 

“Dividing the total airport subsidy by 3% billion revenue 
passenger-miles in 1945 produces a per-passenger-mile subsidy 
of 1.07 cents. . . . For the fiscal year 1946, the indicated subsidy 
is $4.16 per passenger or 0.82 cents per passenger-mile. These 
latter amounts are probably understated. .. .” 

Expenditures for federal airways since 1926, the subcom- 
mittee said, totaled $392,085,181, and appropriations for enforce- 
ment of air safety regulations for the years 1941 to 1947, in- 
clusive, totaled $24,654,390. 


Costs of C. A. A. and C. A. B. vs. I. C. C. 


“Appropriations for the Office of Administrator of Civil 
Aeronautics and for the C. A. B. for the fiscal year 1945,” the 
subcommittee continued, “totaled $35,880,000 and for 1946 were 
$47,850,000, not including subsequent deficiency appropriations. 
The C. A. B. received an appropriation of $2.3 million for 1947. 
The C. A. A. had approximately 11,000 employes on its payroll 
in the spring of 1946, many of whom were engaged in activities 
directly connected with airline operation. The 1947 appropria- 
tion of $193,884,720 for the Department of Commerce included 
an item of $121,911,720 for the C. A. A., of which $47,975,000 
was for airports under the federal airport act of 1946. 


“Appropriations for the I. C. C., including the regulation 
of railroads, water carriers, motor carriers, pipelines and freight 
forwarders, for the fiscal year 1945 totaled $9,171,700, for 1946 
$7,649,338, and for 1947, $8,075,000. 

“The functions of the C. A. A. in particular . ; . go far 
beyond mere regulatory activities and involve encouragement 
and development of aviation in general. The C. A. B. functions 
are more comparable with those of the I. C. C.” 


Surplus Equipment Leases 


The subcommittee said little publicity had been given the 
extent of benefit to airlines by the sale or lease to them of sur- 
plus government airplanes, engines, instruments and accessories 
“at a fraction of the original cost to the government.” 

“The leasing arrangements,” it said, “involved use of a 
formula which for a DC-3 resulted in a rental charge of about 
$8,000 per year, and the sales price began at about $20,000 for 
planes which sold pre-war for about $135,000.” 

It said that four-engine C-54 planes sold for about $460,000 
when new and that “one concern purchased almost fifty C-54’s, 


Ee were formerly under lease, at approximately $82,000 
each.” 


AIRMAIL PAY FOR “NEW” AIRLINES 


The Civil Aeronautics Board has issued six “show cause” 
orders in proceedings before it involving determination of tem- 
porary rates of compensation for the transportation of mail by 
Florida Airways, Inc. (docket No. 2801), Empire Air Lines, Inc. 
(docket No. 2468), West Coast Airlines, Inc. (docket No. 2732), 
Challenger Airlines Co. (formerly Summit Airways Co.—docket 
No. 2897), and Southwest Airways Co. (docket No. 2653). Each 
airline named was ordered to show cause why the temporary 
air mail pay rates set forth in the board order applicable to it 
should not be fixed, determined and published by the board as 
“the fair and reasonable temporary rate of compensation.” For 
each carrier, the board proposed a temporary rate of 60 cents a 
Plane-mile on the basis of average daily airplane mileages be- 
low a specified average stated in the order, for the first five or 
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six months of their operations in the transportation of mail in 
1946 and 1947, the rate thereafter being scaled down periodi- 
cally to 35 cents a plane-mile as of certain stated dates in 1948 
on the basis of average daily plane mileages below the “mini- 
mum,” with adjustments in the rate made as the average daily 
plane mileages might exceed the stated “minimum.” 


Air Service Applications 


Pan American Airways, Inc., has filed with the Civil Aero- 
nautics Board an application for an exemption order permitting 
it to continue service to Lisbon, Portugal, as an intermediate 
point between the Azores and Dakar, French North Africa, on 
its route between the United States and Africa. The application 
is docketed as No. 3158. 

In its application Pan American said that the C. A. B. on 
August 19, 1947, had granted it an exemption from the certifi- 
cate provisions of the act so as to permit it to continue service 
to Lisbon as an intermediate point on its U. S.-Africa route for 
90 days from that date. In that order, said Pan American, the 
board provided that “the period of such exemption may ‘be ex- 
tended by the board upon an adequate showing that traffic 
demands of Lisbon are sufficient to justify service to Lisbon 
on such route.” Pan American said the instant application was 
filed in compliance with that suggestion by the board. It said 
its certificate for the U. S.-Africa route provided that service 
to Africa should be operated idrectly via the Azores, and that 
it intended to inaugurate service over the direct route as 
promptly as available traffic made such a routing economically 
feasible, but that a reasonable time must be allowed in which 
to develop the traffic potential on the direct route to Africa. In 
the first half of this year, Pan American said, a total of 2,997 
passengers had been carried on its U. S.-Africa route via Lisbon, 
and only 41.5 per cent of that total, or 1,676, were passengers 
between the United States and Africa, the other 1,676 being 
passengers between Europe and Africa. 

Other new applications filed with the board are as follows: 


No. 3155, application of Braniff Airways, Inc., of Dallas, Tex., and 
Ferdinand Eberstadt, of New York City, president and director of 
F. Eberstadt & Co., Inc., for approval of interlocking directorships 
resulting from the holding by Mr. Eberstadt of the position of director 
of Braniff while holding a directorship on American Barge Line Co., a 
common carrier by water operating on the Mississippi and Ohio Rivers. 

No. 3156, Landseair Freight Lines, Newark, N. J., asks certificate 
authorizing operation as a freight forwarder over scheduled and non- 
scheduled domestic airlines existing now or in the future, or, in the 
alternative, exemption from the certificate provisions of the act. Ac- 
cording to the application, applicant is solely owned and operated by 
Harold J. Bagley, now engaged in freight forwarding under part IV of 
the interstate commerce act. ‘ 

No. 3157, Landseair Freight Lines, application for certificate au- 
thorizing operation as freight forwarder over scheduled and non- 
scheduled foreign airlines existing now or in the future. 

No. 3160, complaint and petition of California Eastern Airways, 
Inc., for suspension of airfreight tariffs of American Airlines, United 
Air Lines, and Pennsylvania-Central Airlines Corporation (see else- 
where). 

No. 3161, Richard J. Reynolds, of Miami Beach, Fla., and Delta Air 
Lines, Inc., of Atlanta, Ga., ask authorization of interlocking director- 
ship resulting from the holding by Mr. Reynolds (president and di- 
rector of the R. J. Reynolds Realty Corporation, Winston-Salem, N. C., 
and an officer of various other corporations) of the positions of vice- 
president and director of the American Mail Line, of Seattle, Wash., a 
cargo carrier by water between the ports of Seattle, Wash., and Port- 
land, Ore., and ports in Hawaii, the Philippines and the Orient. Ac- 
cording to the application, Mr. Reynolds owned 64,454 shares, or 42 
per cent, of the stock of American Mail Line. 

No. 3163, Trans-Canada Air Lines, of Winnipeg, Manitoba, Canada, 
asks amendment of its foreign air carrier permit, authorizing opera- 
tions between Boston, Mass., and Halifax, Nova Scotia, so as to sub- 


stitute Saint John, New Brunswick, as an intermediate point in lieu 
of Blissville, N. B. 


C. A. A. REPORT ON AIRCRAFT USE 

The Civil Aeronautics Administration has issued a 16-page 
report, “Aircraft Use in 1946,” containing data on hours spent 
in flight by private, commercial and scheduled airline planes. 
According to the report, private and non-scheduled commercial 
aircraft flew 9,800,000 hours in continental United States last 
vent, ae the domestic scheduled airlines flew 1,934,000 reve- 
nue hours. 


CARMICHAEL NEW HEAD OF P.-C. A. 

Capital Airlines (Pennsylvania-Central Airlines) has an- 
nounced election of J. H. Carmichael, its executive vice-presi- 
dent since January 1, 1946, to the position of president of the 
airline, succeeding C. Bedell Monro, whose resignation from the 
P.-C. A. presidency became effective September 30. Mr. Monro 
remains a member of the airline’s board of directors. 

The airline. also announced election of a new executive 
committee comprising the following: Mr. Carmichael; J. C. 
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sethree yardsticks!” 


“It’s easy to evaluate freight service,’ says one veteran Burlington 
shipper. ‘“The answers to three questions are my yardsticks—they tell me all I 
need to know.” 


Here they are: 


@ When will my shipment leave? 





@ When will it aviliis at destination? 
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The answers to these questions explain why many shippers route via 
the Burlington. Operating on carefully-worked-out schedules, Burlington freight 
trains provide efficient and reliable transportation. 


So remember—next time you’re shipping to, from, or through the vast 
region served by this railroad—ship it Burlington! 


BURLINGTON 
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HICAGO, BURLINGTON & QUINCY RAILROAD ¢ COLORADO and SOUTHERN RAILWAY © FORT WORTH and DENVER CITY RAILWAY 
; THE WICHITA VALLEY RAILWAY e BURLINGTON-ROCK ISLAND RAILROAD 
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Herbert Bryant, of Alexandria, Va.; Dewey F. Gruenhagen, 
vice-president, Investors Syndicate, Minneapolis; George R. 
Hann, president, Pittsburgh Business Properties, Pittsburgh, 
Pa.; Charles H. Murchison, general counsel for Capital Airlines. 
According to the announcement, Mr. Carmichael began his 
airline career in 1929 as a pilot for Pittsburgh Airways and 
became a pilot for Central Airlines in 1934. In the merger of 
Pennsylvania Airlines and Central Airlines in 1936, he joined 
the merged company and later became chief pilot, then opera- 
tions manager. He was elected vice-president of the company 
in 1940 and became executive vice-president six years later. 


Hannegan Notes Air Mail Growth 
After Year of Reduced Rates 


In a recent statement calling attention to the first anni- 
versary of “five-cent air mail,’ Postmaster General Hanne- 
gan reported “unprecedented development of the nation’s air 
mail service” within the last 12 months and said that the 
average monthly poundage of domestic air mail in this period 
represented a gain of 33 per cent over the poundage of air mail 
flown in September, 1946, the last month under the old wartime 
air mail rate of eight cents an ounce. 

He said that a total of 78,000,000 pounds of domestic air 
mail had been dispatched since October 1, 1946, when the five- 
cent rate became effective, and noted that the monthly average 
for the last year was 6,500,000 pounds, as against 4,888,195 
pounds in September, 1946. Eight-cent air mail had been ex- 
periencing a steady monthly decline since the peak month of 
October, 1945, “due to the return of service men from overseas 
duty following the end of the war and to the continued higher 
rate,” he added. 

The five-cent air mail anniversary would be observed by 
institution on October 1 of the nation’s first regularly sched- 
uled helicopter air mail delivery in Los Angeles, serving nine 
surrounding cities and the main post office in downtown Los 
Angeles, said Mr. Hannegan. 

“Two weeks later,” he continued, ‘‘another route will begin 
direct air mail service to nine additional cities. It is anticipated 
similar air mail service will be inaugurated in other large cities 
in the days to come.” : 

The Postmaster General’s statement included the following: 

Thirty years ago it took a letter five days.to cross the United 
States. Today ten-hour journeys by air are routine. 

In line with this policy of carrying the mails speedily, safely, and 
at as 1?0w a cost as possible, the Post Office Department on November 
1, 1946, also made sweeping reducti@gs in its air mail rates to foreign 
countries. Rates which previously varied from 15 to 70 cents a half- 
ounce now range from 10 cents to Latin American countries to a maxi- 
mum of 25 cents to Asia and the Middle East. And to our neighboring 


countries of Canada and Mexico, the five-cents-an-ounce domestic rate 
was established. 

The response to these lower rates has been impressive. For the 
first six months of 1947, the average monthly mail load overseas has 
been 354,525 pounds, a 75 per cent increase over the 202,438 pounds of 
mail flown overseas in October of 1946 under the old rates. 

To supplement these new low foreign air mail rates and to en- 
courage a greater exchange of correspondence between the United 
States and countries overseas, the Post Office Department on April 29 
of this year inaugurated the 10-cent air letter sheet which can be sent 
to any country on the globe... . 


Postmaster General Hannegan said that its adoption of 
helicopter service in the Los Angeles area had grown out of 
tests made by the Post Office Department in efforts to attain 
its “real objective—12-hour air mail delivery between any two 
metropolitan areas,” and that the tests had demonstrated that 
the delivery of air mail could be expedited from 4% to 19 hours. 
He said that a major volume of air mail originated in large 
cities and that “the problem has always been that of eliminating 
or reducing as much as possible the time consumed in delivery 


or dispatching air mail from airports to post offices by surface 
means.” 


AIR EXPRESS TO BERMUDA 


Establishment of international air express service between 
New York, Washington, D. C., and Hamilton, Bermuda, has been 
announced by the air express division of Railway Express 
Agency. The new service is the result of an agreement between 
Colonial Airlines and the express agency, whereby R.E.A. will 
undertake to promote, develop and handle international air 
shipments for Colonial Airlines. 


APPLICATION DISMISSALS BY C. A. B. 


Applications of Consolidated Air Sales Co., in Nos. 2997 
and 2998, for operation as an indirect air carrier between all 
points in continental United States, included among the appli- 
cations consolidated in ‘‘Docket No. 681 et al., the Freight For- 
warder Case,” have been dismissed by the Civil Aeronautics 
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Board because of “want of prosecution.” On the same ground, 
the board has dismissed applications of United States Aviation 
Corporation in Nos. 2403, 2404, 2612 and 2613 for authority to 
operate as an air freight forwarder and passenger consolidator, 
and applications of Bessie Memberg, dba Jetsonic Airlines, in 
Nos. 2875 and 2876, for authority to operate as a forwarder of 
freight, baggage and passengers. 


BRANIFF AIR MAIL PAY CASE 


Under terms of a “show cause” order issued by the Civil 
Aeronautics Board in an air mail compensation case involv- 
ing Braniff Airways, Inc., and docketed as No. 2886, Braniff is 
ordered to show cause why the board should not fix as “fair 
and reasonable” compensation for the transportation of mail by 
air on Braniff’s route between Houston, Tex., and various Cen- 
tral American and South American cities, including Rio de 
Janeiro, Buenos Aires, and Lima, rates based on a formula 
set forth in the order. Under that formula, Braniff would re- 
receive, on institution of operations over its Latin-American 
route, a base rate of 95 cents an airplane mile, without refer- 
ence to base poundage, for each month in which the average 
scheduled daily mileage did not exceed 3,185 miles. The rate 
would be adjusted downward in inverse proportion as the av- 


erage daily scheduled mileage in any months exceeded 3,185 
miles. 


FOREIGN AIR ROUTE CANCELLATION 

Wartime authority granted by the Civil Aeronautics Board 
to Pan American Airways, Inc., for transportation in persons, 
property and mail between New York City and Lisbon, Portu- 
gal, via San Juan (Puerto Rico), Port of Spain (Trinidad), 
Belem (Brazil) and Bolama (Portuguese Guinea) has been 
terminated by the board by an order in which it states that 
the War and Navy Departments have advised it that service 
over this route is no longer required for national defense pur- 
poses. The order, issued in a proceeding docketed as No. 713, 
provided for reissuance of Pan American’s certificate so as to 


reflect the termination of the temporary operating authority 


or the route described and so as to set out the present author- 
ity of Pan American to operate between points in the United 
States and points in Europe and Asia. 


Cc. A. B. ON PATTERSON DIRECTORSHIPS 

Approval of the holding by W. A. Patterson of interlocking 
diectorships existing as a result of his holding of the positions 
of president and directors of United Air Lines, Inc., and the 
position of director of the Western Union Telegraph Co. has 
been granted by the Civil Aeronautics Board by an order in 
No. 2988, the application of Mr. Patterson and United for such 
approval. 


NEW T. C. A. ROUTE TO SHANNON 


With the inauguration of service between Montreal and 
Shannon, Ireland, the Trans-Canada Air Lines now provdies 
daily overseas service from Montreal, T.C.A. officials have 
announced. Direct flights terminating at Prestwick and London 
are being operated on alternate days and to Shannon on Tues- 
days, the T.C.A. officials said. The airline officials also an- 
nounced the delivery of the first of 20 four-motored pressurized 
North Star aircraft. Built to carry 40 passengers and a crew 
of six, these planes will be flown on internaional routes between 
the United States and Canada as well as on transcontinental 
Canadian routes and in the transatlantic service. 


WEIGHT LIMITS ON MAIL TO GERMANY 

The weight limit on letter and air mail to all zones of 
Germany has been increase, from one pound to four pounds, 
six ounces, according to an announcement by Postmaster 
General Hannegan. He said that “merchandise restricted to 
gift items only” might be sent in letter packages. He stated 
that the sending of commercial papers and samples of mer- 
chandise, “as outlined in part II of the July, 1946, Postal 
Guide,” was being resumed on September 23, also, to and from 
all zones in Germany. He pointed out that the air mail rate to 
Germany was 15 cents.a half-ounce, while the surface letter 
mail rate was 5 cents for the first ounce-and 3 cents for each 
additional ounce. 


SLEEPER PLANE SERVICE TO PERU 


An aerial sleeper service between Miami and Lima, Peru, 
was inaugurated October 1 by Pan American and Pan American 
Grace Airways when the first of the “Inter-American” DC-6 
sleeper planes took off on the 5,500-mile route, Panagra officials 
announced. The “Inter-American” planes are divided into two 
cabins, the fore cabin accommodating 36 passengers in reclining 
lounge type chairs, the after cabin being equipped as a “sleeper” 
to provide berths for eight, the Panagra officials; said. 
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Traffic Manager's Role 
In Packing, Handling 


Traffic Department at Joanna Western Mills in Chicago 
Has Direct Supervision Over Materials Handling and Packaging 


e The role of the qualified traffic 
manager in solving two of indus- 
try’s pressing problems today—packag- 
ing and materials handling— is a most 
strategic one. As to packaging, the traf- 
fic manager has of necessity familiarized 
himself with Rule 41 and the various 
other packaging specifications set up by 
the railroads, highway carriers and 
other transportation agencies. He un- 
derstands the stricter packaging specifi- 
cations for export traffic. If he is ener- 
getic, he has equipped himself with the 
scientific knowledge required to design, 
test, and use the very best types of 
packages for each of his company’s 
products. As to materials handling, the 
traffic manager is accustomed to plan 
the most economical means of handling 
and stowing freight for shipment to and 
from his plant or plants. It is but a step 
for him to apply this knowledge and ex- 
perience to the problems of materials 
handling and warehousing within his 
plant, and to supplement such knowl- 
edge with a special study of the great 
variety of materials handling equipment 
now available. 

If the plant be very large, perhaps the 
materials handling problem may be 
placed under a trained engineer, or un- 
der a warehouse superintendent, and the 
packaging problem under a packaging 
engineer, with the traffic manager act- 
ing in an advisory or coordinating ca- 
pacity. Most often, however, the quali- 
fied traffic manager will play a dominant 
role, being in charge of both packaging 
and materials handling. Such a traffic 
man, the subject of this article, is T. W. 
Mackey, of Chicago, traffic manager of 
Joanna Western Mills and its subsidi- 
aries. 

At the suggestion of several manu- 
facturers of materials handling equip- 
ment, I arranged with Mr. Mackey to 
Visit the Chicago plant of the Joanna 
frm (formerly Western Shade Cloth 
Co.). This company is the world’s 
largest manufacturer of window shades, 
and in addition makes a number of com- 
mercial cloths, such as artificial leather, 
book cloth, and tracing cloth. In Chi- 
cago, Joanna has a number of plants 
Stretching for several blocks in the Cer- 
mak Avenue-Jefferson Street area. Jo- 
anna has four manufacturing plants, in- 
cluding its own cotton mills in the south, 
its own lumber mill, and its own wood- 
working mill in Ogdensburg, N. Y., 
Which makes the wooden rollers for 


shades. In addition, it has a score of 
distributors throughout the United 
States. Joanna products are shipped 


and sold the world over. 

There is a well-integrated materials 
handling system functioning in the Chi- 
cago plants, with many modern tech- 
hiques in use and with others in process 
ot adoption. Skids, paper and wooden 


Here a tractor-train of trailers is being 
loaded with knocked-down cartons in Jo- 
anna’s newly-acquired warehouse in Chi- 
cago. The tractor-train will deposit a 
trailer loaded with cartons at each of 
four buildings near the warehouse. The 
trailers will be lifted by elevator to the 
assembly lines, near the stitching ma- 
chines. In the winter months, the Oliver 
industrial tractor at the right is equipped 
with a snow plow, and clears all paths and 
streets around the plant in 20 minutes. 


pallets, overhead conveyors and cranes, 
vertical elevators, mechanical platform 
trucks and low-lift trucks, fork trucks, 
tractor-and-trailer trains—all are in use. 

Because the company markets more 
than 50 products, and uses several hun- 
dred sizes of cartons, and must pack 
both for the domestic and foreign trade, 
its packaging and materials handling 
and warehousing problems are complex. 

The cotton cloth, base of much of the 
company’s production, arrives at the 
Chicago plant from the southern mill via 
box car, in bolts of approximately 100,- 
000 yards. For short hauls, the bolts 
of cloth are transported on cradle dol- 
lies, and for the longer hauls on low-lift 
trucks. By an ingenious sytem of rollers, 
the cloth is fed to the boiling and bleach- 
ing vats, and is_ subsequently put 
through numerous other operations, such 
as filling, dying, embossing, all at phe- 
nomenal speed. During certain opera- 
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tions the unwound cloth is carried on 
rollers from building to building, travel- 
ing through underground tunnels. 


Mechanized Movement of Rollers 


At present the wooden rollers for win- 
dow shades are arriving at the Chicago 
plant neither palletized nor skidded. 
They are unloaded from the box cars 
directly onto platform skids, 90 bundles 
to a load, and remain skidded through 
warehousing. As required, the rollers 
are transported in skidloads via low- 
lift trucks to the assembly line. 

Mr. Mackey said that the company is 
now completing a plan for a completely 


The Traffic World, in its second issue 
each month, publishes this section 
containing specially prepared articles in- 
tended to assist traffic managers and 
freight carriers in the solution of mech- 


anized freight handling and packaging 
problems. It also prints information about 
new appliances and products to assist in 
the modernization of packaging, and 
platform and plant materials handling. 
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MECHANIZED FREIGHT HANDLING 
AND PACKAGING SECTION 


The Traffic Man’s New Responsibility 


A traffic manager has a responsibility to his company in helping it 
maintain and improve its competitive position through efficient and 
economical materials handling operations. 

An increasing number of traffic. men are training and qualifying 
themselves to aid in -introducing modern materials handling methods 
into their plants. No matter how the materials handling system in a 
plant is departmentalized—whether subordinate to or parallel to the 
traffic department—the alert traffic man can help to better the system. 
He can advise the sales department as to the most efficient sales unit 
to be handled and marketed. He can advise the packaging department 
as to the transportation hazards and specifications that must be met. 
He can inform top management of the benefits accruing from receiving 
and shipping carloads, truckloads or boatloads of palletized merchan- 
dise; of how to reduce damage claims, pilferage, container and repack- 
aging costs through the use of unit loads and palletization; of how 
to take advantage of reduced tariffs which may be offered by common 


Among the material stored on pallets in 
the Joanna warehouse are cartons and 
heavy paper tubes. The Hyster gas- 
powered fork truck unit stacks the mate- 
rial to the roof for storage. As required 
by production schedules, the fork truck 
deposits the loaded pallets onto trailers 
for carriage to the plant assembly lines. 


Songer roller operation. One-trip pal- 
ets will be sent to the lumber mills, 
upon which the lumber will be strapped 
and shipped to the woodworking plant 
in Ogdensburg, where the rollers are 
made, The rollers will be shipped to 
Chicago on the same pallets, and stored 
on pallets until used. The traffic man- 
ager estimates that such palletization 
will do away with eight handlings. 


Handling of Cartons 


Knocked-down cartons are unloaded 
from freight cars or trucks onto pallets 
at the warehouse and stored by fork 
truck, tiered to the ceiling. Heavy paper 
tubes, upon which the finished cloth is 


Below, left: For long-haul intra-plant 
transportation several platform trucks 
are used. Here are three rolls of cotton 
cloth destined for the boiling and bleach- 
ing vats. Joanna uses Mercury, Automatic, 
and Buda platform trucks. For short 
hauls the large rolls of cotton are trans- 
ported on cradle dollies. 


carriers for palletized merchandise; of the development of new types of 
handling equipment designed to facilitate the loading and unloading 


of palletized cars and trucks. 


This new section, which will appear in the Traffic World the second 
issue of each month, is intended to be a help to the traffic manager in 
organizing these activities in his own department and in keeping abreast 


with new equipment and methods. 


rolled, are also palletized for storage. 
From the warehouse, a tractor train of 
four trailers loaded with cartons is made 
up, and a trailer is deposited at each of 
four buildings, near the elevators, where 
the cartons are lifted to the assembly 
lines, near the stitching machines. 

In loading and unloading heavy items 
on highway equipment, an overhead 


beam hoist is used to transfer the mate-~ 


rial from motor truck to lift truck. 

Within the shipping department, four 
hydraulic lift trucks are used for han- 
dling materials on skids, and a dozen 
similar trucks are used in various sec- 
tions of the Chicago plants. 

In receiving and storing many other 
items, the Joanna company applies 
equally efficient methods. Coal, for in- 
stance, is dumped directly from rail 
gondolas into pits, from which it is con- 
veyed to the boiler room via vertical 
conveyors. Clay, of which large quanti- 
ties are used for filling cloth, is unloaded 
from freight cars directly onto a per- 
manent conveyor which carries the clay 


to storage bins located from the base- 
ment to the third floor. Other similar 
conveyors unload the sacked flour and 
starch and carry these upward to the 
storage spaces. 

The company uses large quantities of 
caustic soda for bleaching. To conserve 
warehousing space, it has ordered a fork 
truck, which will enable the company 
to stack barrels of soda three high. 

Because of a heavy production sched- 
ule, Joanna found itself with a shortage 
of warehousing space. This problem was 
solved by purchase of a lift truck which 
enables the company to stack its mate- 
rials higher than previously, and thus to 
make greater use of cubic space. Bolts § 


Below, right: Four hydraulic lift trucks, 
like the one above ready to take a skid- 
ded load, are used in the Joanna Western 
Mills’ shipping department in Chicago. 
The department also uses four two-wheeled 
hand trucks for certain operations. A 
dozen similar lift trucks are_used in other 
sections of the large plant. 
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f how A new corrugated container developed by 
) 0 the Joanna traffic manager for export use. 
ommon This container is made in three parts, 
ypes of with a removable corrugated sleeve be- 
‘ tween the top and bottom to keep out dust 
loading and add strength to the package. The 
loaded container is_ steel-strapped for 
d safety. This container costs $1.25 as com- 
secon pared with the former export container 
ager in which cost $2.50. Size and weight of the 
abreast package have been reduced, important 
considerations in export shipping. 
of cloth, for instance, are stored in racks 
along the aisles. The fork truck is able 
m the base-§ to snake the bolts from the racks as 


Yther similar 
ed flour and 
ward to the 


desired. 
Saving with Lift Trucks 


The three lift trucks now in use by 
Joanna paid for themselves within three 
months, Mr. Mackey said. One man and 
a lift truck now perform the work for- 
merly done by five men in intra-plant 
operations, transporting the shade. cloth 
from grading to cutting machines, etc. 
Some of the hauls are as long as two 
blocks. 

Hauls of such length, out-of-doors, 
posed a winter-time problem for Joanna, 
as it has for many other plants located 
in the snowy regions. In former years, 
following a fall of snow, it would take 
a crew of half a dozen men equipped 
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take a skid- | With shovels all day merely to clear a 
anna Western | portion of the walks and streets connect- 
in Chicago. ing the Joanna buildings. With acquisi- 


xr two-wheeled 
yperations. A 
used in other 


tion of a tractor, this problem has been 
/ solved. One man, with the tractor bear- 
ing a snow-plow, now clears everything 
in twenty minutes. 

Mr. Mackey told how the company 
practice of storing its materials on skids 
once saved the company from a consid- 
erable loss. The overhead sprinkling 
System had burst one day, threatening 
damage to extensive stores of material 
beneath. Fortunately, mechanical han- 
Wing equipment quickly removed to 
Safety the material stored on skids. 
























































More Efficient Packaging 


* Mr. Mackey displayed several new 
‘Packages developed by him which have 
Saved the company considerable money. 
For export, Joanna used to use a wooden 
fase, costing $2.50. To pack and ship 
Mhis case to South Africa, for instance, 
mB cost $11.00. Now a heavy corrugated 
m® Container, steel strapped, is used, at a 
fost for the container of $1.25 and a 
‘otal saving of approximately $5.00. The 
and weight of the package have 
‘been reduced (important considerations 
™ export shipping), as have labor costs. 

This new corrugated container is 
























































made in three parts, with a removable 
corrugated sleeve between the top and 
bottom of the carton. The sleeve keeps 
out the dust and dirt and adds strength 
to the package. 

A former wooden container used in 
domestic shipping weighed 75 pounds 
and cost $2.75. A new carton, steel 
strapped, weighs only 21 pounds and 
costs $1.25. Tested by the Don Quinn 
laboratory, the new package has been 
found to be fully as strong as the 
heavier and more costly wooden con- 
tainer. 

Joanna uses an excellent sytem for 
identifying its shipments, one which the 
transportation agencies would no doubt 
like to see widely adopted, as a means 
of licking the astray freight problem. 
An addressing stencil is cut for each 
order, listing the name, address, city 
and state of the consignee, the Joanna 
order number and the customer’s order 
number. “Through this system we can 
identify any package of ours for as long 
as ten years back,” said Mr. Mackey. 

The traffic manager of the Joanna 
company is a member of the Chicago 
Transportation Club, Chicago Traffic 
Club, transportation council of the Chi- 
cago Association of Commerce, trans- 
portation council of the Associated  In- 
dustries of New York, the National 
Industrial Traffic League, and of the 
various traffic councils maintained by the 
shade cloth industry. The assistant traf- 
fic manager at Joanna is William 
Cassidy. 
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For 
heavy items from motor truck to lft 
truck, this overhead beam hoist is used. 
One operator can safely handle a load of 
many hundreds of pounds with the hoist. 
Here a load of coiled steel awaits a high- 
way truck at the Joanna plant’s truck dock. 


loading and unloading extremely 








Montgomery Ward Traffic Managers Develop 
New Hamper for Catalog Order Shipments 


e In an effort to assist motor car- 
riers in handling mail order mer- 
chandise in such a way as to reduce 
billing and checking time and reduce 
claims on lost packages, two young 





Here is the twelve-bushel-capacity hamper 
in use, filled with customer merchandise. 
The removable lid is hinged at the back 
and is sealed in the front by two regular 
car seals (not shown on this hamper, an 
early model). The body of the hamper is 
of heavy canvas, on a steel frame, the top 
of canvas on a wooden frame. The hamper 
weighs 55 pounds empty, and a loaded 
hamper will average about 150 pounds. 
The bottom of the hamper rests on wood- 
en skids, which permit easy handling 
across the floor of a truck or freight- 
house. The hampers are not designed for 
handling by fork truck. Cost of the ham- 
per is about twenty dollars. 





members of the traffic department at 
the Chicago branch of Montgomery 
Ward & Co. have developed a new 
sealed hamper now undergoing experi- 
ment. 

The hamper, developed by S. R. 
Lewis, traffic manager of the Chicago 
Montgomery Ward mail order house, 
and Thomas C. Stewart, assistant to the 
traffic manager, was designed to carry 
shipments via motor carrier to the com- 
pany’s 220 catalog order units in the 
area. Speed in filling orders is the es- 
sence of a successful catalog order busi- 
ness, and Montgomery Ward officials 
believe the new hamper will aid them in 
giving 24-hour service to their cus- 
tomers. 

The hamper went into service March 
15 of this year, on runs such as that 
from Chicago to Beloit, Wis. To date 
there has not been a single claim for an 
“over” or “under” or for a lost or dam- 
aged parcel to Beloit, Mr. Stewart said. 
A typical shipment from the Ward plant 
in Chicago to one of its catalog order 
units consists of a score or so of small 
packages of all types. When such or- 
ders are shipped loose, they must be 
entered separatey on the bill of lading 
and must be checked individually. En 
route, there is always the danger that 
some of the packages may fall into a 
crate or other container and be lost for 
many days. It was to overcome these 
hazards that the hamper was developed. 

Messrs. Lewis and Stewart got the 
idea from studying the hampers used by 
the Railway Express Agency and the 
Post Office for handling valuable cargo. 
Those hampers were too heavy for 
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Ward’s purposes, however, and the new 
hamper, of steel, canvas, and wood, was 
developed. The Ward hamper consists 
of heavy canvas, supported by a steel 
framework. The removable top is of 
wood and canvas, and on outgoing ship- 
ments this top is sealed closed by means 
of regular metal car seals. The hampers, 
when returned empty, can be nested, 
with the wooden lids folding flat against 
the back. 

Each hamper has a capacity of 12 
bushels, and weighs loaded on an aver- 
age of 120-150 pounds. The empty 
hamper weighs 55 pounds. 


How Hamper Is Used 


Here is a typical situation in which 
the hamper would be used: The Mont- 
gomery Ward catalog unit in Dayton, 
Ohio, say, would enter a number of or- 
ders there on a Monday morning. At 
2:00 p.m. it would teletpye all orders 
received up to that time to the Ward 
plant in Chicago. The orders would be 
filled, sent to the huge Ward motor 
freight dock, and would there be con- 
solidated in one or more hampers. Only 
heavy or large items would be sent sep- 
arately. The rest would be placed in 
the hamper and the latter would be 
sealed. The truck driver would pick up 
merchandise that evening and would de- 
liver it Tuesday morning in Dayton to a 
local truck delivery firm, which would 
then deliver the merchandise direct to 
the customers. These customers, 248 
miles away in Dayton, would thus re- 
ceive 24-hour service or better. 

The customers would be satisfied, 
Ward’s would be satisfied, and the mo- 
tor carrier would be satisfied, because of 
the brief. bill of lading, the little check- 
ing required, and the safety with which 
the shipment moved in the hamper. 

Now on an experimental basis, the 


Here is a large shipment consolidated 
in three of the hampers. Only the items 
too long in dimension cannot be shipped 
in the hampers. The size of the bill of 
lading is greatly reduced, checking time is 
cut to a few moments, and the merchan- 
dise travels safely in the sealed hampers. 
Pilferage and loss and damage have dis- 
appeared on test hamper shipments. 


hampers may eventually be used to 
carry more than 1,000,000 pounds of 
freight monthly from the Chicago Ward 
plant to its catalog order communities. 
The Ward plants in other areas will 


probably use the hampers too if they 
have the same problems as those that 
confronted the Chicago plant. Wide- 
spread adoption of the hampers is “ham- 
pered” by only two points, Mr. Stewart 
said: 1. The requirement that the mo- 
tor carrier render first-day service from 
Chicago to destination; and 2, the need 
for receiving, from truck carriers in the 
Central States Motor Freight Bureau 
area, a rate of fourth-class, less-truck- 
load, on the returned empty hampers. 
The first point is self-explanatory. The 
second requirement has been laid before 
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the C. S. M. F. B. standing rate com- 
mittee by H. R. Fritz, of Ward’s traffic 
department (see Traffic World, Septem- 
ber 13,-p. 742), in shippers’. proposal 
No. 10188. 

Ward’s is paying a penalty for use of 
the loaded hampers, said Mr. Stewart, 
but must receive the fourth-class rate 
on the empty returned hampers. Most 
of the freight in the hampers is rated 
first class or lower and averages 75-80 
per cent of first-class. The loaded ham- 
per moves at first-class. In addition to 
paying this premium, Ward’s must pay 
freight on the hamper, 55 pounds. 

The C. S. M. F. B. will make its. de- 
cision, on the application for a fourth- 
class rate, before the middle of October, 
C. L. Lawson, head of the bureau's 
standing rate committee, said. Should 
the fourth-class rate be forthcoming, it 
is more than possible that other mail 
order shippers will adopt the hamper 
container. 

The Ward company at Chicago may 
eventually use 2,000 of the hampers, ac- 
cording to Mr. Lewis. On the basis of 
hamper usage, Ward’s anticipates a 
larger carrier solicitation for its ship- 
ments to catalog units. 





Pennsy Introduces New Load-Securing Gates 
for Safer Loading of Less-Carload Freight 


e New load-securing devices permit- 
ting more efficient loading of less- 
than-carload freight, and increasing pro- 
tection against damage enroute, have 
been announced by the Pennsylvania 
Railroad. The new devices, used in 
larger than standard box cars, enable 
the road to increase the average loading 
of merchandise freight as much as 133 
per cent, officials said. Four hundred 
box cars now being constructed at the 
road’s Altoona, Pa., works, will be as- 
signed to merchandise service and 
equipped with the devices, which are 
similar in principle to the barnyard gate 
and to closet shelves. 

Steel gates with upper and lower sec- 
tions are fastened to the sides of the 
car approximately six feet apart. When 
closed the gates lock together to form 
bulkheads across the car from the floor 
to near the ceiling. Sectional steel and 
wood shelves are hinged to the top of 
each of the lower gates. When the gates 
are locked in position after the section 
is loaded, the shelves are swung up and 
made to rest on the top of the adjacent 


gates, forming a second floor or deck 
between the floor and ceiling. 

Used in a loaded car, the gates and 
shelves have the effect of dividing the 
car into small compartments. Freight 
piled in the upper compartments rests 
on the shelves, so that it cannot damage 
freight resting on the floor. The gates 
keep the freight firmly in position and 
prevent shifting while the car is in 
motion. 

“Merchandise freight is frequently 
bulky, but not heavy, so that the box 
cars carrying it cannot be loaded,.as 
heavily as coal cars, for example,” a 
railroad spokesman explained. “One 
hundred of the new cars equipped with 
the loading devices will be 60 feet long, 
or one-third longer than standard, en- 
abling us to more than double the aver- 
age loading. The 300 other cars will be 
50 feet long, and will also reflect sub- 
stantial gains in loading capacity.” 

Officials of the Pennsylvania said that 
six different. experimental types of load 
securing devices were developed and 
tested during many months of experi- 


mentation, and it was found that the 
swinging-gate, shelf arrangement was 
the most efficient. When a car is un- 
loaded, the load-securing devices may be 
swung to the side of the car and locked 
into position, permitting the car to be 
used for general service. 


Transamerican’s 
Detroit Program 


Transamerican Freight Lines, Inc. 
announced it has completed its new 
headquarters and terminal building in 
Detroit, the first unit in a huge expan- 
sion program in that city. The two-story 
headquarters building with 14,000 square 
feet of floor space, is built in a “T” 
formation, the exterior of brick and the 
interior of California stucco. A spacious 
ladies’ lounge is located on the second 
floor. In the basement, space is pro- 
vided for drivers’ rest rooms and show- 
ers, a conference room, and recreational 
facilities. President Robert B. Gotfred- 
son announced that this was the first 
of three buildings to be completed on 4 
nine-acre ‘tract of land. Nearing comple- 
tion is a modern garage building, and 4 
third building will be added in the near | 
future for use in building and repairing#, 
trailers and storing parts. 
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Portable Accordion 


Conveyor 


The Food Machinery Corporation’s 
accordion conveyor, introduced nation- 
ally in 1946, has found ready acceptance_ 
py those with a material handling prob- 
lem, the corporation has announced. 
This portable gravity conveyor, so flex- 
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ible that it can be extended from 35 
inches to 100 inches per unit, is easily 
set up and capable of being formed 
quickly into practically any shape re- 
quired, according to company officials. 
Users have found that the conveyor 
saves time, space, and labor, reduced 
package handling costs, and ends aisle 
jamming. 
Because of heavy demand for the 
conveyors, the company has announced 
the completion of enlarged facilities en- 


abling it to make immediate delivery 
of all sizes. 


New Booklet on 
Electric Trucks 


A new 16-page illustrated booklet, 
“Looking Beyond the Price Tag,” has 
just been published by the Electric In- 
dustrial Truck Association, of Queens 
Plaza, Long Island City 1, N. Y. The 
booklet stresses the importance of inter- 
preting the value of such equipment in 
terms of dependability, handling speed, 
low operating cost, ‘safety for workers 
and freedom from noise, fumes, and 
odors. The pamphlet is being distributed 
by member companies of the association, 
manufacturing approximately 90 per 
cent of the storage battery-powered in- 
dustrial trucks, storage batteries and 
battery charging equipment in the coun- 
try. According to the association over 

per cent of the electric industrial 
trucks sold in the past 20 years to more 
than 300 branches of industry and dis- 
tribution are still in constant service. 


National Adhesives’ 
Special Machine Glue 


Complete instructions for handling a 
specially formulated machine glue for 
Use on cigarette tax stamping machines 
are contained in a new booklet issued 
by National Adhesives, 270 Madison 
Avenue, New York City. The glue re- 
Seals cigarette cartons after stamps are 
applied to the packages. 

The publication offers instructions and 

dling of this special glue, as well as 
on care and cleanliness of equipment. 

€ machine glue is also- recommended 
for resealing the larger shipping case 
Containing the cartons. 


LEWIS-SHEPARD 


by 


LEWIS-SHEPARD PRODUCTS INC. 


148 WALNUT ST., 


WATER 


TOWN 72, MASS. 


‘ 
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Dravo's All-Steel 
Shipping Container 


Dravo Corporation, Pittsburgh, has 
developed a welded steel shipping con- 
tainer designed to facilitate material 
handling and minimize pilferage losses 
in marine, rail and motor freight trans- 
portation. The container is proportioned 
to fit in the holds of ocean-going and 
lake vessels; in standard river barges; 
standard gage and narrow gage rail- 
road cars; and highway trucks and 
trailers. 

The Dravo container is 7 feet 9 inches 
long, 6 feet 5 inches wide and 6 feet 
10.5 inches high. It weighs approxi- 
mately 1,700 pounds, has a design load 
of 12,000 pounds. Double doors, made 
of the same 18 gage sheet steel as the 
walls, form an opening about 53 inches 
wide and 71 inches high. The container 
is weathertight, and can be handled by 
platform truck. An illustrated folder de- 
scribing the container is now available. 


Towmotor’s Clamp Arm 
Attachment 


A new clamp arm accessory for fork 
lift trucks, which prevents shifting or 
slipping of large, flat loads while being 
transported or stacked, has been devel- 
oped by the Towmotor Corporation, 
Cleveland, Ohio, Originally designed for 
handling loads of barrel staves for a 
large cooperage company, the new at- 
tachment has already created consider- 
able interest in several industries in 
which loads of this type are handled. 
The. attachment consists of a set of 
clamp-arms which are hydraulically op- 
erated to grip the load. Both arms are 
equipped with a layer of sponge rubber 
along the bottom edge which assures a 
positive, firm grip without the possibil- 
ity of marring the materials being han- 
dled. Complete information concerning 
the new attachment may be obtained 
from Towmotor. 


Towmotor Publishes Booklet 


Selection of the correct fork lift truck, 
industrial tractor, or fork lift truck ac- 
cessory, has been greatly simplified 
through the publication of a new 28-page 
illustrated Lift Truck Guide by the Tow- 
motor Corporation, Cleveland. The com- 
pany is now producing nine models of 
fork lift trucks and four industrial trac- 
tors. Copies of the guide may be ob- 
tained from the company. 
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Baker Industrial Fork Trucks Establish 
War-Time Record Tin Processing Plant 


“After four years’ operation, Baker 
fork trucks continue satisfactory in the 
handling of tin concentrate and tin bul- 
lion in our Texas City plant,” W. 
Vierling, chief engineer, Tin Processing 
Corporation, Texas City, Tex., wrote 
the Baker Industrial Truck Division of 
Baker-Raulang Co., Cleveland, Ohio, re- 
cently. 

The tin plant at Texas City was built 
by the federal government during the 
war, to work on ore imported from 
Bolivia. It will be recalled that the 
progress of the war in the Far East cut 
off our largest source of tin, the Malay 
Peninsula. 

The Texas City plant was designed 
around the industrial truck for handling 
material and the Baker center-control 
fork trucks were selected. Included was 
a Baker hopper truck with a built-in 
scale for measuring the batches going to 
the smelting furnaces. 

The ore arrives by vessel in burlap 
bags which weigh approximately 100 
pounds each. At the wharf these bags 
are loaded into pallet-type crates meas- 
uring about 42x42x48 inches. Working 
at track level, one Baker fork truck 
loads a flatcar with ore and the crates 
are taken to the plant, a row of crates 
along each side of the flatcar. 

At the plant another fork truck un- 
loads the crates and places them in 
storage on the ground. As the ore is 
required the fork truck takes a crate 
from storage to the mixing hopper where 
it is placed on a raised deck about 5% 





feet high along the operating platform. 
Men open the bags and empty them into 
the hopper. 

In order to remove impurities prior to 
smelting, the low grade Bolivian ores 
are first treated by roasting and leach- 
ing. The ores are transported from 
storage to the roasting furnaces in 
buckets on trailers. Lift trucks put the 
buckets on the trailers and are also 
used in handling materials in the roast- 
ing and leaching department as a sup- 
plement to the crane service. After the 
purified ores are reduced to metal and 
cast into cars, the bars are handled in 
4,000-pound stacks by a fork truck 
which carries them into storage and then 
into boxcars for shipment. 











Yale & Towne 


Heating Units 


The Yale & Towne Manufacturing Co. 
has expanded its industrial products to 
include a general line of enclosed elec- 
tric heating units, W. Gibson Carey, Jr., 
president, of New York City, announced. 
The Yale plant at Buffalo is presently 
concentrated on the making of the rod 
type electric heating unit, but the com- 
pany is tooling up to fabricate two other 
kinds of enclosed units, the strip and 
cartridge types, said Mr. Carey. He 
added that the company was prompted 
to enter the electric heating unit indus- 
try because of the difficulty of purchas- 
ing sufficient quantities of quality heat- 
ing elements for its own domestic appli- 
ance requirements. 


Better Packages Issues 
Sealing Guide 


A handy 16-page illustrated guide to 
more efficient shipment sealing and tape 
application has just been published by 
Better Packages, Inc., Shelton, Conn., 
manufacturers of sealing tape machines 
and label and envelope moisteners. The 
booklet covers the subject of sealing as 
applied to corrugated shipping contain- 
ers and parcel post packages. Six pages 
are devoted to the conditioning of the 
tape’s glue, followed by a section on 
correct application of tape to container 
and package. Fifteen diagrammatic il- 
lustrations present the best means of 
applying tape and demonstrate how to 
achieve a pilferage prevention seal with 


gummed tape. The pamphlet is avail- 
able without charge from the company. 


Monroe’s New 
All-Steel Pallet 


Initial production of a new eight-way 
all-steel pallet in a single size, 40x48 
inches, has been announced by the Mon- 
roe Auto Equipment Co., of Monroe, 
Mich. By concentrating on the one 
standard size, the company has the ad- 
vantage of production economies, offi- 
cials said. The pallets fit precisely on 
the bed of a truck or trailer, and fit 
snugly into a freight car. The new 
pallet is designed to permit the forks 
of a lift truck to be slipped between 
the top and bottom sections from eight 
different directions, four sides and four 
corners, with the result that there is no 
lost motion in maneuvering the truck 
for proper lifting position. 

Constructed of high tensile steel for 
saving in weight and added strength, 
the pallet resists corrosion almost as 
much as galvanized iron. It does not 
hold odors, absorb fluids or retain con- 
taminations. The pallet is available in 
two weights—a 69-pound unit for a 
single load up to 2,500 pounds or a 
tiered load up to 15,000 pounds, and 
a 96-pound unit for a single load up 
to 6,000 pounds or a tiered load up to 
35,000 pounds. Top and bottom sections 
of the pallet are held together and sup- 
ported by nine strong posts. Rounded 
edges make handling and stacking easier, 
and allow the pallet truck wheels to roll 
without trouble. The new pallet was 
designed: during the war, when its novel 
construction was accepted by the Navy, 
Monroe officials said. 
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The lift mechanism of a Clark fork 
truck, utilized as an elevator, solved a 
crucial storage problem faced by Build- 
ers Products, of Minneapolis, according 
to Clark Tructractor officials. When 
loss of lease put the Minneapolis dealer 
out of his warehouse, he had available 
for storage space only a basement lack- 
ing elevator facilities. The company 
thereupon constructed a combination re- 
ceiving and shipping dock opening on an 
elevator well, and used a Clark fork 
truck as an elevator. The only change 


Farquhar Freight 
Conveyors 


A grain and feed warehouse business 
at Goldensbridge, N. Y., was able to 
reduce the man-hours for a certain job 
from 32 down to 4 through use of a 
Farquhar special freight type conveyor, 
the A. B. Farquhar Co., of York, Pa., 
has announced. The Green Bros. ware- 
house, using a 54-foot conveyor with an 
18-inch belt, is unloading cars of feed in 
half a day, with one man. The job used 
to take a full day with four men and 
two trucks. 

Farquhar manufacturers many differ- 
ent types of freight handling conveyors, 
for use by many types of industries, such 
as laundries, food, fruit, steamship, gro- 
cers, canners, coal, paper, ice, and build- 
ing contractors. 




















Clark Equipment Helps Two Twin Cities’ Firms 
Solve Unique Materials Handling Problems 


of method was an arrangement with 
suppliers for complete palletization of 
roofing and similar heavy building ma- 
terials into unit loads averaging 1,600- 
1,700 pounds. When a palletized load of 
roofing material is delivered at the dock, 
the truck driver uses a hand-operated 
pallet jack to unload the palletized units 
and spot them on the building side of 
the dock. The fork truck operating in 
the basement then picks up each pallet 
unit from the edge of the dock, backs off 
far enough for clearance, lowers the 
load to carrying position, and takes it 
to storage where loads are tiered to 
ceiling heights. An equal number of 
empty pallets is then turned over to the 
truck driver as his return load. The 
whole operation, from arrival of the 
highway truck to stored material and 
delivery of empty pallets, requires 15 
minutes. 

Across the river in St. Paul, the Don- 
aldson Co., manufacturer of industrial 
truck and tractor oil washed air clean- 
ers, has sharply reduced its shipping 
costs by adopting palletized shipping and 
compartmented folding containers in 
place of the individual cartons formerly 
used, according to Clark officials. 

The new collapsible containers hold- 
ing from 20 to 300 air cleaners, each in 
a separate compartment, effected a sav- 
ing in packaging costs alone of 40 per 
cent. The loaded container is protected 
top and bottom with aluminum caps, 
and is wire-strapped to a Clark expend- 
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able pallet, 42 x 48-inch size, with round 
legs of corrugated paper board. Use of 
the light expendable pallet, weighing 
only 5.5 pounds as against a conven- 
tional lumber pallet weighing 100 
pounds, brought an immediate saving of 
94.5 pounds shipping weight per unit. 
For.return to the Donaldson Company, 
the containers are folded flat, sand- 
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The big factor in running up ship- 
ping costs is damage to shipments 
in transit. Time, material and 
labor are lost. Packing materials 
are wasted. And, you run the risk 
of losing a good customer. 

A few feet of Signode Steel Strap- 
ping on every shipping pack helps 


SPEED STRAPPING OPERATIONS! 


If you already are 
strapping your ship- 
ments, here is a port- 
able strapping reel 
that speeds strap- 
ping operations. It 
can be moved any- 
where. Ask for Sig- 
node Deluxe Model 
No. 9B. 


reduce shipping losses—and low- 
ers costs. It adds strength and 
rigidity to the container, and in- 
creases resistance to internal and 
external pressures. May we send 
a trained Signode representative 
to tell you about Signode’s System 
of Planned Protection? 








STEEL STRAPPING COMPANY 


2613 North Western Avenue 
Chicago 47, Illinois 
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MECHANIZED FREIGHT HANDLING 
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wiched between the two aluminum caps 
and then strapped to a Clark expendable 
pallet. Palletized loads are handled by 
Clark fork trucks both at the Donaldson 
plant and at destination. 


Booklet on Clark Lift Truck 


The Clark Equipment Co., of Battle 
Creek, Mich., has recently issued a new 
booklet, “14 of the 101 Ways to Cash In 
on the Clark Tructractor,” describing 
the versatility of the Clark 1,000-pound 
fork lift truck for handling a wide va- 
riety of lift-haul chores. Traffic man- 
agers may obtain copies of the illus- 
trated booklet from the Clark company. 


Crane Arm for 
Lewis-Shepard Trucks 


A new crane arm attachment de- 
signed to fit all models of their power 
fork trucks has been announced by 
Lewis-Shepard Products, Inc., of Water- 
town, Mass. Constructed of tubular steel, 
the crane arm has a minimum length of 
24 inches. It is built in standard models 









and in increments of six inches to a 
maximum length of 72 inches. Easy to 
mount as a pair of forks, the arm can 
be mounted between two forks and may 
be operated as a separate unit or in 
combination with the forks. 

Material to be handled with the crane 
arm is picked up with a sling attached 
to a hook on the arm. After the load is 
secure, it can be moved by the arm or 
placed on a pallet or skid platform for 
transportation by means of the forks. 

Using the crane arm, the operator can 
reach ‘into vats, gondola cars, and 
pressed, and can handle warp beams in 
and out of looms. It should also be in- 
valuable as a general maintenance tool 
in many mills, factories and plants, com- 
pany officials said. 


Palmer-Shile’s Pallet Rack 


A new all-metal 
single-face pallet 
rack and nesting 
ring for use with 
power or hand truck 
has, been announced 
by Palmer-Shile Co., 
of Detroit. The pal- 
let. rack is designed 
for heavy industrial 
use, and may be 
built to suit specific requirements or 
load specifications. The racks are con- 
structed of special rolled channel steel. 





Automatic Transportation Company 


TRAFFIC WORLD 


Announces Two New Handling Units 


The first fork truck suited to the needs 
of shippers using motor trucks and 
trailers, and a new all-purpose motor- 
ized hand truck capable of handling in- 
dustrial skids of all heights, have been 
recently added to the line of Automatic 
Transportation Co., Chicago. 

The fork truck, capable of tiering to 
truck and trailer ceilings as low as 68 
inches and yet offering a total lift of 
100 inches, is a modified version of 
Automatic’s Skylift hydraulic electric 
fork truck introduced at the national 
materials handling exposition in Cleve- 
land last January. Available in 2,000, 
3,000 and 4,000 pound capacities, the new 
truck was designed to meet and surpass 
the specifications outlined by Hoy 
Stevens, technical editor of the Amer- 
ican Trucking Associations, for a modern 
fork truck suited to motor truck opera- 
tions. Automatic’s new truck has an 
overall collapsed height of 68 inches. Its 
forks will lift to 52 inches before the 
telescopic action begins to increase the 
overall height. The “motor truck Sky- 
lift” is designed to operate like an auto- 
mobile. The controls, including only two 
foot pedals, steering wheel and two 
levers, are closely similar to those of 
an automobile. 





Market Forge’s 
Aluminum Conveyor 


A new aluminum conveyor, almost 
twice as light as its all-steel counterpart, 
is now being produced by the Market 
Forge Co., Everett, Mass. The alumi- 
num standardized ‘‘Load-veyor” is made 
entirely of aluminum, save that the 
wheels retain the hardened inner and 
outer race-ways and the hardened steel 
balls. The design follows exactly that 
of the company’s all-steel load-veyor 
which has been on the market for -sev- 
eral years. The new aluminum model 
weighs 30 pounds for a 10-foot length, 
as compared with 58 pounds for a 10- 
foot length of all-steel construction. The 
aluminum type is made of slightly 
thicker material than the all-steel, to 
provide equal strength. 

At present most of the aluminum con- 
veyors are going to plants handling 
powder and dynamite, where all-steel 
units cannot be used because of the pos- 
sibility of producing a spark. Aluminum 
will not create a spark, is an excellent 
conductor of static electricity, and is 








The Hyskid Transporter, featuring a 
vertical hydraulic lift which raises the 
platform a net lift of 13 inches, has the 
lightest lift of any motorized hand truck 
ever built for horizontal handling, ac- 


cording to company officials. . It will 
handle all skids, from the lowest to the 
highest, and still leave ample clearance 
to negotiate ramps. It will raise a full- 
capacity load of 6,000 pounds at a rate 
of slightly more than one inch per sec- 
ond. Available in both 4,000-pound and 
6,000-pound load capacities, the hand 
truck uses the same standard 11-plate 
battery as all other Transporters. 





also excellent for outdoor use because of 
its non-rusting character. 


Acme Pallet Co.'s 
Heavy Duty Pallet 


The Acme Pallet Co.’s newest con- 
tribution to more efficient palletized 
methods is its drive screw spike cargo 
pallet, type No. 10. This is a large pal- 
let designed to withstand and facilitate 
heavy-duty work besides stevedores and 
shipboard palletized handling. It is care- 
fully made of selected square edge sound 
hardwoods such as oak, maple, beech, 
birch, ash and other hardwoods of sim- 
ilar characteristics. The boards are 
selected and assembled so as to with- 


stand hard punishment, and are avail-. 


able dresed on all outside surfaces or 
rough, according to the company. 

The pallet’s deck boards are one inch 
thick, and the runners are 3x4 inches. 
The screw spikes are four inches long. 


Mallory’s New Line of 
Rectifier Chargers 


A new line of rectifier chargers for in- 
dustrial truck batteries has been an- 
nounced by P. R. Mallory & Co., Inc., 
Indianapolis. Known as_ Rectotruck 
Chargers, the six models in this line 
will charge 90 per cent of all batteries 
used in industrial trucks, according to 
the company. Three models are avail- 
able for electric hand trucks, and three 
for operator-ridden’ trucks. The charg- 
ers will charge either lead or Edison 
batteries from either of two standard 
power line voltages, and are completely 
automatic in operation. A new Tecto- 
truck Charger catalog, describing the 
line in detail and recommending charg- 
ers for various sizes of batteries may be 
obtained from the company, 







oO 


TR ew 


—=~ mw 45 65 oO we 


in att dt tie, Leet Ge. Se oe 








VNORLD 





turing a 
aises the 
, has the 
ind truck 
ling, ac- 

It will 
St to the 
clearance 
se a full- 
at a rate 
per sec- 
ound and 
the hand 
- 11-plate 
Ts. 


ecause of 


west con- 
palletized 
ike cargo 
large pal- 
facilitate 
dores and 
It is care- 
dge sound 
le, beech, 
is of sim- 
yards are 
; to with- 


are avail-. 


irfaces or 
any. 

2 one inch 
x4 inches. 
hes long. 


f 


ers for in- 
been an- 
Co., Inc., 
Rectotruck 
- this line 
1 batteries 
cording to 
are avail- 
and three 
The charg- 
or Edison 
) standard 
completely 
ew Tecto- 
ribing the 
ling charg- 
ies may be 








October 11, 1947 





A. T. C., Foundation and Transport 
Society Meet at Baltimore 


Associated Traffic Clubs marks twenty-fourth annual 
meeting with record registration. Burchmore scores 
public management and Miller outlines needed trans- 
portation legislation. Aitchison addresses member- 
ship meeting of American Society of Traffic and Trans- 
portation, and Gross speaks to foundation. De Groat 
elected president of A. T. C. of A. 


. The Associated Traffic Clubs of America held its twenty- 
fourth annual meeting at the Lord Baltimore Hotel, Balti- 
more, Md., October 7. On the following day the Associated 
Traffic Clubs Foundation and the American Society of Traffic 
and Transportation each held its second annual meeting. 

Renewed interest in the association and growing interest 
in the affairs of its foundation and the society brought out an 
attendance in excess of any in the association’s history. It was 
announced, at the close of the first day’s sessions, that 685 had 
registered from 31 states, and nearly a thousand sat down to 
dine at the annual dinner the evening of that day. 

The president of the association, Charles H. Beard, general 
traffic manager, Union Carbide and Carbon Corporation, New 
York, presided at its business sessions. They began the morn- 
ing of October: 7 with an invocation by the Rev. J. Howard 
Braunlein, pastor, Rigely Street Presbyterian Church, Balti- 
more. There was a brief address of welcome by Robert N. 
Fleagle, Jr., president of the host club, the Traffic Club of 
Baltimore, to which President Beard responded. 

The morning session included the annual reports of the 
president; of the chairman of the board of directors, John M. 
Fitzgerald, vice-chairman, Eastern Railroad Presidents Confer- 
ence Committee on Public Relations, New York, and of the 
secretary-treasurer, R. A. Ellison, manager, transportation de- 
partment, Cincinnati Chamber of Commerce. 

For the most part, these reports were concerned with mat- 
ters later to come before the meeting in the form of committee 
reports. Incident to the report of the executive committee, how- 
ever, the association adopted a resolution of congratulation to 
Chairman Aitchison of the Interstate Commerce Commission, on 
his completion of thirty years of service on the Commission, 
and voted to bestow honorary life memberships on three men 




























Frank L. DeGroat 


































































H. A. Hollopeter 


Frank L. DeGroat, new president of the Associated Traffic Clubs of America, is general traffic manager of the 
Joseph Schlitz Brewing Co., Milwaukee. He was born and reared in Missouri and has had a long and distin- 
guished career in transportation. His experience includes 15 years with the Frisco Railroad; service as a first 
lieutenant im the First World War; and several years as district manager for the Merchants Despatch Trans- 
portation Corporation, a New York Central subsidiary, at St. Louis. In 1939 he was appointed to his present 
position with Schlitz. He has been active in the Associated Traffic Clubs for many years. H. A. Hollopeter, 
transportation director, Indiana State Chamber of Commerce, Indianapolis, is the president of the American 
Society of Traffic and Transportation. F. A. Doebber, re-elected president of the Associated Traffic Clubs Foun- 
dation, is traffic manager, Citizens Gas & Coke Utility, Indianapolis. 
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who had retired from active service in transportation in the year 
just past. These were W. C. Hull, formerly vice-president of 
the Chesapeake & Ohio-Pere Marquette, Cleveland, O; Frank 
Quinn, of the New York Traffic Club, and Ralph R. Luddecke, 
former general traffic manager, General Foods, New York. 


The treasurer’s report showed expenditures in the year 
exceeding income by nearly $1500. At various sessions of the 
association and its components there was considerable discus- 
sion about the state of its finances, but there was no overt 
action with reference to returning the per capita dues to the 
25-cent pre-war level, or raising the minimum unit contribution 
to the pre-war $15. Opinions expressed in these discussions in- 
dicated that improvement in. finances should first be sought 
through a concentrated attempt to increase the number of sus- 
taining members. 


Burchmore’s Address 


There were two addresses at the morning session. The first 
was in the nature of a report by the association’s public affairs 
committee chairman, John S. Burchmore, Chicago attorney. 
He ‘discussed “What’s Ahead for Transportation.” 

There had been many able public discussions bearing on 
pressing transportation problems in recent weeks, he said, out 
of which he had drawn three convictions: That the American 
people wanted the very best in transportation; that they had 
confidence in the managers of the transportation agencies and 
the bodies that regulated those agencies, and that whatever 
transportation needed in the way of increased rates and in- 
come had to be considered in the light of the entire national 
economy. 

He said he might well condense his address to two short 
phrases, paraphrased from a well known anecdote told of for- 
mer President Coolidge: “Public management? I’m against 
ag 

He paid tribute, he said, to transportation management, to 
the Interstate Commerce Commission and to shippers generally, 
“but not to lawyers,” who, he said, were to prone to “form 
opinions on transportation matters on the intricacies of the law 
rather than on common sense.” 

There was, he said, danger of a complete breakdown in in- 
terstate transportation legislation because of the weight of 
work and responsibility presently on the Commission, something 
he doubted any twelve men, less than supermen, could bear 
indefinitely. 

He pleaded for abandonment by business and business men 
of the habit of turning to Washington for help on the least pro- 
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vocation. That, he said, was the surest road to public manage- 
ment of the railroads and eventually of all transportation. 


Miller’s Address 


The second address of the session was by Sidney L. Miller, 
professor of transportation, University of Pittsburgh, on “The 
Transportation Act of 1950.” He spoke as follows: 


It has perhaps occurred to you that it was just 60 years ago, with 
a few months added, that the Interstate Commerce Act was placed 
upon the Federal statute books. That Act was passed in the face of 
intense opposition from the railways, but in response to public demand 
that had become irresistible. Yet, within little more than a decade the 
Act had been, under the interpretations of a judiciary that was funda- 
mentally unfriendly to public controls over private enterprise, largely 
emasculated. Rehabilitation of the Act was fought as bitterly by railway 
leaders as had been the initial measure but public antagonism against 
carrier abuses, real and alleged, was such that action of a restrictive 
and punitive character was not to be escaped: the Hepburn Act of 1906 
and the Mann-Elkins Act of 1910 did, at a later date, what Congress 
had sought to do in 1887, plus. 

Within a comparatively few years after a restrictive regulatory 
program had been approved by Congress and had been applied by the 
Interstate Commerce Commission in somewhat the same adverse spirit, 
many among the more thoughtful who interested themselves in the 
‘transportation problem’’ became concerned: to them it became in- 
creasingly apparent that, in the long run, public interest was not to be 
served by legislative controls that were definitely inimical to the rail- 
ways or by unfriendly Commission action. Official recognition of the 
need, both in public and carrier interest, of a change in regulatory 
policy came in the creation by Congress in 1916 of a Joint Committee 
on Interstate and Foreign Commerce, known as the Newlands Com- 
mittee. During a period of more than a year, and terminating shortly 
before the beginning of Federal operation of railways during World 
War I, this Committee held hearings: before it appeared witnesses 
representative of all groups with a stake in adequate transport, and in 
the record developed by it appears an excellent statement of the ‘‘trans- 
portation problem’' of that period, as well as numerous suggestions 
for its solution. Because Congress and all parties at interest soon be- 
came engrossed in the urgent problems of war, the Newlands Com- 
mittee made no definite recommendations to Congress; none the less, 
during the period prior to the passage of the Transportation Act of 
1920, when modifications in regulatory policy were under consideration, 
the record of the Newlands Committee was of definite value—this rec- 
ord, with those later developed by House and Senate Committees, 
pointed the way in 1919 toward the essential nature of modifications 
requisite to long-time public interest. 

The Interstate Commerce Act of 1887 and its significant modifica- 
tions during the next 30 years were rested upon the thesis that railways 
and public served by those railways were adversaries; those who 
framed the Transportation Act recognized that between railway and 
public there is a close identity of interest—that neither can profit at 
the expense of the other for any extended period except to its own 
hurt. As I, when the Act of 1920 was new, pondered its provisions and 
weighed them against evident need, I was deeply impressed by the 
wisdom of those who gave form to the Act, and no less impressed by 
their courage which prompted them to deal forthrightly with both 
knotty and controversial questions. And I am today no less impressed, 
as I consider the provision of that Act: it has served as a pattern for 
the Motor Carrier Act, the Civil Aeronautics Act, and the Transporta- 
tion Act of 1940—and in no manner, I believe, has that Act been im- 
proved. On the contrary, I believe it possible to discern evidences of 
retreat in certain critical areas. 

The extension of Federal regulatory control over commercial opera- 
tions by highway and air, later in some slight degree over domestic 
waterway, was preceded by study in each case, but for 25 years fol- 
lowing approval of the Transportation Act of 1920 it appedrs that no 
serious thought was given by Congress to a comprehensive examina- 
tion of the field of transport, with a view to determining possible need 
of changes in existing regulatory laws or additions thereto. Yet, during 
that 25 years, the field of transport had broadened enormously and not 
only did many basic problems remain unsolved, but many new and 
difficult ones had arisen, The House Committee on Interstate and 
Foreign Commerce, under the leadership of its able Chairman, Clarence 
F. Lea, is to be congratulated heartily upon the statesmanship shown 
by it, by him, in initiating in 1945 under House Resolution 318 the 
so-called National Transportation Inquiry—and I commend no less the 
intelligence of the approach: while no Committee of Congress should 
be bound by the judgments or the predilections of particular groups 
in the formulation of a legislative program, it is highly important that 
such Committee know the thinking of those who serve in this field or 
who have some measure of understanding of it. For, after all, in 
formulating such a program, no Committee can, nor can Congress, 
proceed with safety for any great distance in directions unacceptable 
to crystallized public opinion. The results of the Lea inquiry, made 
available in brief form, most of you have doubtless examined with deep 
interest and care, as have I: here would appear to be charted in sig- 
nificant degree the appropriate direction of travel—and I must confess 
that I find myself quite in accord with the direction indicated. Unques- 
tionably, as hearings are held by both House and Senate upon bills 
designed to reorganize and integrate Federal regulatory legislation 
dealing with all phases of transport, additional aid will be had. If 
House Committee continues its active interest in a constructive pro- 
gram and if Senate Committee can be persuaded to channel its efforts 
along a like line, not pursue with enthusiasm too many wills o’ the 
wisp, there is reason to believe that there may be placed upon the 
statute books the Transportation Act of 1950—even of 1949. It is that 


Act I now wish to discuss with you, indicating what I believe should 
be its major features. 


“No Confidence’”’ for Adjustment Board 


The first of these features which I desire to discuss is one that, 
despite its broad coverage, was not touched by the House Committee 
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inquiry—and I daresay the omission was no chance one. Some 7 years 
following the effective date of the Railway Labor Act of 1934 I spoke 
before your group stressing particularly the operation under the Act 
of the National Railroad Adjustment Board. I stated that the Board 
merited from the public, upon the basis of its work to that time, a 
vote of ‘‘no confidence,’’ because of inequities resulting: in a closing 
paragraph I declared: 

“‘Unless the National Railroad Adjustment Board evidences promptly 

.- a determination to che¢k practices suggestive of wilful exploita- 
tion, even of racketeering—unless, indeed, needed changes are soon 
made both in procedure before the Board and in the law itself—the 
device should be replaced by one that will better serve justice.’’ 

Today, six years later, I must say with sincere regret that I am 
cognizant of no improvement in that situation—and this is particularly 
true of Division I of the Board: to our shame it must be said that not 
a strong public voice has made itself heard, urging either a modifica- 
tion of the existing law or its replacement by a statute and procedure 
designed to serve equity. Yet the public pays the bill, with costs heavy: 
while the initial burden of wage costs rests upon the carriers, that 
burden must—in the absence of a large profit cushion, which in the 
field of transport is commonly nonexistent—in due course be shifted 
to the shoulders of the users of transport either in the form of in- 
creased rates or a less adequate service. Proof of this shift is, I believe, 
not requisite at a time when: the railways are before the Interstate 
Commerce Commission with a request for increased rates—made essen- 
tial in large part by recent increases approved in wage rates, with 
serious financial difficulty faced if relief is not obtained, 

No legislation, lacking good will on the part of both management 
and labor or lacking the willingness to deal equitably, can maintain 
industrial peace, whatever be the field. None the less, the machinery 
established by law for use by management and labor when differences 
develop can aid or obstruct. The history of railway labor legislation 
is, lacking a single year, as ancient as that of railway regulation, with 
frequent changes in that legislation. Following the initial law in 1888, 
there came in steady succession the Erdman Act, the Newlands Act 
and the unfortunate Adamson Act. Then came a sharp break with past 
policy in the labor provisions of the Transportation Act of 1920—with 
another sharp reversal of policy in 1926 as a consequence of an ‘‘unholy 
alliance’’ between railway labor and a segment of management. The 
Railway Labor Act of 1934 was written wholly in accord with the 
demands of railway labor—and it must be admitted its provisions have 
served labor well. 


Change in Labor Law Essential 


A change in railway labor law is, in my judgment, an essential. 
In such change we have the choice of endeavoring to patch the ad- 
mittedly leaky craft in which we now ride or of abandoning that craft 
in favor of another that gives reasonable promise of being more sea- 
worthy. Jf the former course be followed, and I believe it to be the 
more politic one today, perhaps the wiser, also, major change in the 
present Act must be made with respect to the National Railroad Adjust- 
ment Board. The present system of special referees must be eliminated, 
improvements in Board procedures effected, time limits must be placed 
upon retroactive claims, and judicial appeal should be accorded. Seri- 
ously considered should be, also, the prohibition of jurisdictional and 
sympathetic strikes, as well as the prohibition of any strike against 
an award of the Board. In 1934 the National Board of Mediation was 
abolished and the National Mediation Board created—to eliminate im- 
partial members, it appeared, and to obtain in their stead members 
with a labor bias; such a change might now be made, but I believe 
that reliance should be placed by Congress upon time rather than upon 
manipulation to eliminate bias. 

Were it decided to abandon present labor procedures in the field 
of transport, I would recommend the re-creation of an improved Rail- 
road Labor Board with powers comparable to those of the Board 
created under the Transportation Act of 1920, but a Board constituted 
wholly of public representatives, this Board to be supplemented by 
such regional adjustment boards as were deemed essential—these latter 
having a tri-partite membership and responsible for the interpretation 
or application of contracts. Should management or labor prove unduly 
recalcitrant in observance of findings of the Labor Board and public 
interest in continuous service be unduly ignored, the machinery would 
be available to make a system of compulsory arbitration function. 
While reluctant to see such a step taken, persistent failure for even 
brief periods by either railway labor or railway management to meet 
the public requirement of continuous service will leave no alternative 
but to outlaw strike and lockout in a field so essential as transport. 


Sound Credit and Adequate Return 


Of the matters upon which the House Inquiry sought judgment, I 
believe that the maintenance of sound credit is of major immediate 
importance. Essential to such maintenance is an adequate return upon 
the worth of those properties requisite to that service which the public 
requires. No precise measure of adequacy exists, but this is offered as 
a working definition; that return essential to maintain into the industry 
a flow of capital sufficient to provide a high quality of service at 
moderate cost. Lacking an adequate return, all parties at interest 
must ultimately suffer—investor and worker perhaps first, but, ulti- 
mately and inescapably, the public no less. Indeed, so vital to our 
entire economy is a satisfactory transport service at reasonable cost 
that, in event private enterprise fails to meet that basic requirement 
because of inability to attract needed new capital, this, in turn, due 
to the inadequate earnings of earlier investments, demand will soon 
arise that transport be taken over by government. Among all major 
industries, transport is—because of its essential character—in a peculiar- 
ly exposed position, and is to those who champion the socialization 
of industry peculiarly attractive: for, once transport is socialized, gov- 
ernment possesses the power of life and death over all other areas— 
socialization of transport is quite certain to be but a first long step 
in the war upon private enterprise. 

Under a regime of regulation, agencies of transport were early con- 
cerned about the matter of an adequate return. Within a brief time 
the Interstate Commerce Commission was faced with the problem in 
major rate cases brought before it by the railways: aS early as 1911 
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in the Eastern Rate Advance Case Commissioner Prouty gave thought 
to the matter and in 1915, in a later case, Commissioner Daniels de- 
clared, ‘‘A living wage is as necessary for a railroad as for an indi- 
vidual.’’ But the division of opinion upon the Commission was very 
sharp, with the majority giving greater weight in general rate cases to 
other considerations than carrier need for an adequate return. Indeed, 
it was because Congress felt that the Commission had followed a policy 
so parsimonious as to imperil public interest that Section 15a was 
added to the Interstate Commerce Act. This Section, regarded by 
Senator Cummins as of fundamental importance, indicated in consider- 
able detail the basis upon which railway rates were to be made—even 
going so far as to prescribe the precise rate of return to be permitted 
the railways for a period of two years. Yet, during the 13 years prior 
to the material dilution of Section 15a, the railways were—due to 
economic conditions and to Commission reluctance to act against adverse 
pressures—able to realize the ‘‘fair return’’ fixed by statute or by 
Commission decision in but two years. The disparity between the 
actual earnings of the railways and an adequate return during the 
1930’s was great—and, in the several postwar years, financial results 
for transport as a whole have been disheartening: the problem of an 
adequate return is today as serious as it has been at any time during 
the years since 1910, except for the disastrous depression years—and 
may well, because of increased costs, become critical within the imme- 
diate future for all types of transport. 

Because of its importance to all parties at interest, the Transporta- 
tion Act of 1950 must deal with this problem. Perhaps a Congressional 
mandate comparable to Section 15a would assist, but solution of this 
problem must be had largely, I believe, through Commission rather 
than by statutory action: a greater measure of statesmanship must 
be shown by all parties at interest; competition beyond that minimum 
essential to safeguard public interest should not be permitted; and 
management must leave no stone unturned in its effort to pare costs 
while service is maintained. No need in the transport field is greater 
than an adequate return, yet none more difficult to realize. 


Wants Single Regulatory Agency 


I support strongly the regulation of all domestic transport by a 
single agency. The Interstate Commerce Commission today has juris- 
diction over railways, commercial highway operations, pipe lines, and 
—insofar as water traffic is subject to economic regulation—over water 
lines rendering a domestic service. After 20 years of commercial opera- 
tion attended by rapid expansion, I see no justification for a separate 
agency to reguiate commercial air transport: economic controls now 
exercised by the Civil Aeronautic Board I would transfer to the Inter- 
state Commerce Commission, other functions of that Board to another 
agency to be later designated. A separate agency for air is no more 
reasonable to me than separate agencies for railway, pipe line, highway, 
water—and each can urge its peculiar characteristics as justitication 
for separate treatment. Yet, did separate regulatory agencies exist 
for each, the field of transport would be in utter chaos because of 
uncontrolled competition—competition often encouraged by an arm 
of government. And, progressively, it becomes apparent that commer- 
cial air transport does not function in a vacuum; rather, it becomes 
increasingly a competitor of rail and highway transport. Without con- 
trol the whole area of domestic transport by a single agency, I see 
no possibility for the development of a comprehensive and sound 
pattern in the field. 

I believe that the Transportation Act of 1950 should raise no posi- 
tive bars against the coordination of services by transport agencies 
of like type or of different types; such coordination should be subject 
only to a clear showing of public interest and should be permitted to 
continue so long as that interest is served. I also believe that the Act 
should state explicitly and unmistakably that any carrier of one type 
may be privileged, upon clear showing of public interest, to render 
service of another type, either through acquisition of control of an 
existing service or by the establishment of such service, such ‘‘integra- 
tion’’ to continue so long as public interest is not prejudiced. I believe 
in the maintenance of competition upon such scale in the field of 
transport as may be essential to protect public interest and I oppose 
the subordination of one type of transport to another upon a broad 
scale. But I believe firmly that public interest, not corporate advantage, 
Should determine policy in this area: to erect rigid barriers against 
public interest. is, in my judgment, wholly indefensible—and to say 
that regulatory authority cannot be trusted with the power to act in 
public interest condemns the entire policy of regulation. Where the 
public can be adequately served through coordination of transport, 
without unified ownership, I favor such policy, but the public is justi- 
filed in demanding an adequate service without regard to corporate 
structures, to corporate inter-relations—and without regard to the 
Maintenance of sharp lines of demarkation between and among the 
Several types of transport: the demand of the public is for adequate 
transport, not for transport by some particular means. Here again it is 
air transport that is particularly insistent upon special treatment: I 
insist most ‘emphatically, however, that public interest takes precedence 
Over industry insistence and-that such precedence should ‘be assured 
by statute. 


‘Eliminate Inequalities”’ 


The Transportation Act of 1950 should eliminate all inequalities 
among the various forms of transport that result from Federal aids, 
at least, and, insofar as possible, state. The composite judgment ob- 
tained through the House Inquiry was strongly adverse to the con- 
tinuance of such aids, positive in the conviction that each form of 
transport should pay its own way. With diverse forms of transport 
Competing for public favor, it is inescapable that such competition 
Should be upon a price as well as a service basis: if one type is the 
beneficary of aid and the other is not, then inequity results. Further- 
More, since the proper place of each type of transport in a national 
System of transport must be determined in significant part upon a 
Price basis, subsidy results in a distortion: each type will not occupy 
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that place to which it is entitled, economically. Public aids are unques- 
tionably enjoyed by inland water and by air transport: few, if any, 
who operate in these fields would challenge this statement, though 
many would offer explanation or urge offcetting benefits. That truck 
transport is the recipient of public aids is sharply challenged by lead- 
ers in that fieid and those leaders take comfort from certain studies 
made of highway costs and of contributions by highway users thereto. 
Time does not here suffice to permit an analysis of the studies upon 
which reliance is placed by those who assert that truck transport ‘‘pays 
its way,’’ evén more; neither does time permit summarization of the 
more numerous studies and, in my judgment, more logical, which 
indicate that goods transport by highway falls short of paying ade- 
quately for the user privilege. I can only say that it is the consensus 
that truck transport also benefits significantly from public aid. Such 
aids are not enjoyed either by railway or pipe line, to their obvious 
disadvantage in competition. 

A variety of methods have been suggested to neutralize public aids 
received by certain types of transport; among these are government 
acquisition of railway way and structure, this property to be used by 
private corporations under favorable lease; the remission of taxes to 
railway and to pipe line in sufficient amount to offset aids given com- 
petitors; and the levy of user charges, accurately measured against 
costs, upon those who operate over highway, waterway or airway con- 
structed and maintained at public expense, to which would be coupled 
the gradual elimination of subsidy payments for the movement of air 
mail. Of these methods the last named has gained widest acceptance, 
offers few complications, and promises workability: the Transportation 
Act of 1950 should place upon the Interstate Commerce Commission or 
other competent governmental agency the responsibility of determining 
the amount of the user charge in each case, and the Act should also 
make provision for its levy. Strong opposition to such a program will 
be met, and difficulties faced in its effectuation; yet, in all fairness, 
no less can be done. 

As stated, I believe the regulation of all forms of transport, in their 
economic aspects, should be centered in the Interstate Commerce Com- 
mission, I also believe that other governmental functions which relate 
to transport should be made a responsibility of a single agency. To this 
end, the Transportation Act of 1950 should create a Department of 
Transportation, this Department to be wholly independent of other 
governmental units, to have a separate budget, to report directly to 
the President, and to have at its head a man of high rank—perhaps 
with Cabinet status. Progressively through the years the Interstate 
Commerce Commission has had assigned to it responsibilities which 
are in no way related to its basic regulatory function—that are, rather, 
executive in nature: illustrative of this are the Sixteen-Hour Law and 
the Boiler Inspection Act. The Civil Aeronautics Administration per- 
forms a variety of functions and has heavy responsibilities, yet none 
of these partake of economic regulation: its work, as well as a portion 
of the work of the Civil Aeronautics Board, is executive in character. 
Public Roads Administration also performs work that is executive and 
administrative in nature not regulatory. And, scattered throughout the 
many other agencies of government, are additional units that deal with 
particular aspects of transport. 


Proposes a Department of Transportation 


To a Department of Transportation should be assigned all of these 
functions, thus effecting a definite separation between quasi-judicial 
and quasi-legislative functions on the one hand, administrative or ex- 
ecutive functions on the other. To this Department might well be 
assigned other responsibilities during times of peace and upon it might 
well be placed heavy responsibilities during period of emergency, be 
the emergency one of peace or of war. It might well be asked to assume 
leadership in developing a workable program of railway consolidation 
and work towards its realization: to assist in the financial reorganiza- 
tion of carriers of all types; to develop a plan for the coordination and 
integration of transport; to study particular problems of the field, 
independently or at Congressional behest, and to submit reports; and, 
during periods of emergency, it might appropriately be asked to per- 
form such functions, perhaps, as are now being discharged by the 
Office of Defense Transportation—even as performed by it during 
World War II. A Department of Transportation, adequately powered 
and staffed, should be able to make positive contributions of conse- 
quence—and, in addition, with all executive functions centered in a 
single agency, it is probable that that competition which now exists 
between and among the various agencies of government in the promo- 
tion of particular forms of transport could be eliminated. 

From certain groups there is strong demand that the Interstate 
Commerce Commission be reorganized: by these it is asserted that, 
organized as at present, the Commission is unable expeditiously to 
meet demands made upon it by those subject to its control and that, 
in addition, it falls short in its understanding of the problems of those 
forms of transport more recently brought within its orbit. With the 
economic regulation of air transport transferred to this body, a yet 
more insistent demand would arise for a thorough-going reorganiza- 
tion. With the creation of a Department of Transportation and transfer 
to it of all transport functions that are not interlocked with economic 
regulation, it would seem that the need for any sweeping reorganiza- 
tion of the Interstate Commerce Commission would disappear. Perhaps 
it might be desirable to give to that body by statute yet broader powers 
than now possessed to adapt organization and procedure to changing 
needs as they arise, as well as to delegate and assign responsibility; 
but, beyond that, it would appear needless to go. Decentralization or 
departmentalization by formal act would, I am convinced, result in 
loss, not gain. 

I have touched but lightly, I know, upon what I regard as major 
problems that await solution through the Transportation Act of 1950, 
and I have failed to touch upon numerous matters of importance— 
some of these little less knotty that of labor or an adequate rate of 
return. For these inadequacies, these omissions, I can offer time as 
my only explanation. Prior to my appearance before you today, I am 
sure that each of you believed Congressional action to be highly de- 
sirable within the near future to integrate the various regulatory acts 
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that deal with transport, and to. restate such legislation in the light 
of present-day facts and existing relationships. I see in the Transporta- 
tion Act of 1950 a great opportunity—a great opportunity for states- 
manship on the part of every group with an immediate interest in the 
field, as well as for Congressional leaders. Sharp differences will appear 
as the spadework is done upon the Act-to-be, but from those differences 
should come better understanding by all and a more workable program. 
I see also for such Act a great need: transport suffers today because 
of improper and inadequate legislation and that injury will grow to 
increasing public disadvantage. ? 

None of you within sound of my voice will be without influence, 
and many of you will be, because of capacity of circumstances, in a 
position to play a significant part in shaping the law which should 
represent a long step beyond the Act of 1920, which should contribute 
much toward improved transport during the years to come. That you 
may render maximum assistance, I urge your thoughtfulness, your 
vigilance, your fairness—and your earnest effort always. 


Afternoon Session 


At the afternoon session, President Beard reported on the 
meeting held the previous afternoon of the Council of Club 
Presidents jointly with chairmen of Associated Traffic Club 
committees of unit clubs. The meeting, he said, had discussed 
educational programs, the association’s speakers’ committee, 
which had just issued and distributed a regionalized list of 
speakers available for traffic clubs, and the issuance of periodic 
summaries of the work of association officers, its board and its 
executive committee for the information of member units. 

The meeting, he said, also heard a report of discussions by 
the executive committee of the possibility of founding an asso- 
ciation magazine, a matter that presented many difficulties but 
that would be studied further. However, he said, the associa- 
tion would continue to issue the A. T. C. Bulletin after each 
meeting and it had been decided to mail copies individually to 
each member of each unit in the association rather than, as in 
the past, to ship the bulletin in bundles to the member units 
for local distribution. 

Other members discussed at the meeting, he said, included 
the possibility of establishing a joint employment clearing house 
in which the association, the foundation and the society might 
participate jointly, and added facilities for the interchange of 
ideas for meetings and other activities among member clubs. 


Educational Report 


G. Lloyd Wilson, professor of transportation, University of 
Pennsylvania, vice-president in charge of the educational activi- 
ties of the association, presided at a meeting of member unit 
educational committee chairman the afternoon of October 6, 
and his report was presented at the general session the follow- 
ing afternoon. Significant parts of it were as follows: 


On several previous occasions, most recently in 1937 and in 1940, 
the committee on education and research conducted surveys of the nature 
and types of educational activities conducted by its member clubs in 
order to make the experience of the clubs who conduct educational 
programs available to other clubs. In 1947, at the request of Charles 
H. Beard, President, the vice-president—education and research pre- 
pared a questionnaire, copy of which is attached, which was distributed 
among member clubs by Secretary R. A. Ellison. 

Nineteen member clubs report that they conduct regular educa- 
tional programs. Several additional clubs which did not reply to the 
questionnaire are known to conduct regular educational programs. 

Seven clubs conduct forum meetings, either in addition to regular 
traffic club meetings or as part of their regular meetings. 

Nine clubs report that they have programs in which educational 
subjects are discussed at regular traffic club meetings. 

Twelve clubs report that educational addresses of general interest 
are presented by outside speakers at regular traffic club meetings. 

Eleven clubs report traffic study classes conducted directly by the 
clubs. 

Fourteen clubs sponsor classes in transportation and traffic man- 
agement conducted by Universities, Colleges, or public school systems, 
while a number of other clubs although they do not sponsor or under- 
write such courses in educational institutions actively support these 
courses and work closely in cooperation with the institutions where 
such courses are conducted. A dozen clubs are planning cooperation of 
either of these types at present. 


Universities or colleges at which courses in transportation, traffic 
management, or interstate commerce and traffic law are conducted in 
Evening Schools or Extension Departments include: University ,of 
Pennsylvania, Temple University, New York University, Universiy of 
Cincinnati, University of Tennessee, University of Indiana, University 
of Louisville, Georgia School of Technology, Texas Christian University, 
University of Colorado, Southern Methodist University, University of 
Denver, University of Wisconsin, University of Baltimore, University 
of Georgia, United States Department of Agriculture—Graduate School, 
Y. M. C. A. Colleges, Evansville College, University of Kansas City, 
University of Pittsburgh, University of California. 


Several other universities and colleges, including the University 
of Houston and Lewis and Clark University, are commencing evening 
school courses in transportation and traffic management. Many other 
Universities and Colleges offer work in transportation and traffic man- 
agement as parts of their regular undergraduate or graduate curricular 
leading to the A.B., B.S., M.A., M.B.A., D.Sc. or Ph.D degrees. Despite 
substantial progress in University and College educational programs 
in transportation and traffic management in the past twenty years it 
must be confessed that transportation and traffic managements as a 
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field of study and professional training is years behind such fields as 
accounting, engineering, marketing, insurance, purchasing, and other 
business professional groups. When men and women in transportation 
and traffic management become more interested in technical and pro- 
fessional education and training, universities and colleges can be relied 
upon to expand their offerings in this field. 

Several public schools systems have developed educational pro- 
grams in transportation and traffic management in cooperation with 
traffic clubs in several cities. These systems include: San Francisco 
Public School System; Vocational Education Department, Lincoln, 
Nebraska; Board of Education, Memphis, Tenn.; Oakland California 
Public School System; Soldan High School, St. Louis, Mo.; Milwaukee 
Public School system; Virginia Mechanics Institute, Richmond, Va.; 
Rouse, Wisconsin, Opportunity School; Vocational Educational Di- 
vision, Wichita, Kansas, 

Commercial and correspondence schools active in the field of traffic 
education, include: College of Advanced Traffic, Academy of Advanced 
Traffic, La Salle Extension University, International Correspondence 
Schools, Traffic Managers Institute, Corpus Christi Business College, 
Blanton’s Business College, Asheville, N. C.; Metropolitan Evening 
School of Business, Los Angeles. 

There is no such thing as undesirable competition in education in 
transportation and traffic managements. All of these institutions serve 
a valuable function in promoting interest in and providing facilities for 
education in this field, and further efforts are needed if transportation 
and traffic management is to take its proper place among the profes- 
sional groups in American Industry. 

Pi Alpha Epsilon Transportation Society, Delta Nu Alpha Trans- 
portation Fraternity, The Transportation Club of the University of 
Pennsylvania, and other student organizations sponsor educational work 
in transportation and traffic management. 

Several traffic clubs sponsor or collaborate in sponsoring educational 
classes in other subjects, including public speaking, Spanish, toast- 
mastership, and rules of order and parliamentary procedure. 

An analysis of the returns to the questionnaire confirms the evi- 
dence presented in the 1937 and 1940 studies that the problems of the 
clubs with respect to the educational programs are similar. The clubs 
report earnest and enthusiastic service by volunteer instructors, but 
the vast majority agree that the instructors should be paid for their 
services. It is too much to expect of a person to devote his talent, 
energy and time without adequate compensation. In no other way can 
regularity, fidelity and responsibility of the character required to make 
the courses successful be attained. The instructors should be com- 
petent transportation and traffic men and trained teachers as well. 

Many of the clubs report that student interest and attendance lags 
partway through the courses. A certain percentage of dropping out 
and failure is unavoidable and desirable if the work is kept going at a 
proper pace a number of students will drop out because of inability to 
gear themselves to the pace. Others drop out for business or personal 
reasons, which if real and not fancied, are unavoidable. If every one 
who enrolls for a course takes it, attends regularly, and passes it, it 
can be safely concluded that the course is too easy, that the students 
have paid their own money for the course and are protecting their 
investment, or that artificial stimulation is being applied. A drop of 
one-fourth to one-third and a failure ratio of about one-fifth to one- 
tenth of those who complete the course are reasonable ratios. 

Several of the clubs pay part of the compensation paid to the in- 
structors in order to increase the compensation rate to an attractive 
level or to assist in financing the program. 

Several clubs offer students free instruction, others pay part of 
their tuition, and others require students to pay their tuition. In vir- 
tually all cases the students are required to purchase text books and 
other study materials used in the courses. Several comments were 
volunteered that students appreciate the courses better and work harder 
if they bear all or part of the expenses. 


A number of companies assist their employes by paying all or part 
of the tuition and other expenses of courses related to their work. 
Although not developed in response to this questionnaire one excellent 
plan of this sort which is used successfully by several industries is to 
pay the following percentages of tuition and books of employes taking 
approved courses and attaining the following grades: A or excellent 
100 per cent, B or very good 75 per cent, C or fair 50 per cent, D or 
passing 331/3 per cent, F or failure 0 per cent. 


There is danger that if this system is used the instructors are 
apt to be put under heavy student pressure to give high grades, but if 
an instructor cannot resist this pressure he should not be entrusted 
with a course. 


Most of the courses have examinations to test the students’ progress 
and to serve as criteria to determine the successful completion of the 
work. In the opinion of this writer, periodical written work, problems 
and examinations are indispensable to the proper conduct of courses, 
painful as they are to instructors and students. 


The questionnaire invited comments and suggestions as to what 
further the Associated Traffic Clubs of America might do to assist 
the clubs in their educational programs. Many of the types of assist- 
ance suggested are already being done, indicating that the persons 
who responded to the questionnaire are not acquainted with the services 
of the Associated Traffic Clubs of America, although others interested 
in the educational programs of these same clubs may have been sup- 
plied with these materials. In other instances, the types of assistance 
may not be feasible because the materials are available in other forms 
or may not be deemed by the officers and directors of the Associated 
Traffic Clubs of America to be desirable activities. 

The suggestions are summarized for consideration: 

1. Outlines of courses by A. T. C. of A. 

2. Certificate or award for successful completion of courses. 

3. Legal and rate problems and answers published in periodicals 
such as Traffic World. 

4. Urging carrier and industrial executives to persuade employes 
to. take courses. 
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5. Maintenance of shelves of transportation and traffic books in 
traffic clubs, public libraries, or other available places. 

6. Periodic lists of new transportation and traffic publications. 

7. Furnishing member clubs with list of educational activities of 
other clubs. 

8. Study outlines for individual and group use. 

9. Preparation of courses by A. T. C. of A. 

10. Assistance in obtaining supplies of tariffs for course instruc- 
tions. 

11. Outline or guide of educational program. 

12. Publication by A. T. C. of A. of instruction sheets, test papers, 
problems and assignments, and grading of examinations by A. T. 
C. of A. Educational Office. 

13. Publication of list of text books by A. T. C. of A. 

14. More serious-minded activity in traffic clubs and propaganda 
by A. T. C. of A. to encourage the attitude. 

15. Publication of text book on passenger traffic and rates. 

16. Supply of Text Books by A. T. C. of A. 

17. Selling carriers and industries on the idea of giving preference 
to those men and women, who make a real effort to acquire transporta- 
tion knowledge, and 


18. Publication of case book on interstate commerce and traffic 
law. 
In the opinion of the writer, many of these activities should be 
performed with the collaboration of institutions, organizations and indi- 
viduals in the field of transportation and traffic management. A. T. C. 
of A. can and should assist in this development. 


The report was adopted. 
Club Publications 


Editors of club publications had also met on the previous 
afternoon to discuss problems and exchafige ideas. E. L. 
Henken, Missouri-Kansas-Texas Railroad, cinnati, O., chair- 
man of the association’s club publications committee, presented 
the following report, which was adopted. 


It is gratifying to be able to report that the number of member 
units supporting club papers has increased from sixty to eighty-one 
since the meeting in Columbus, Ohio, last year. The 117 men’s clubs 
have 55 publications, the 31 women’s clubs have 25, and the five co- 
operating groups have one. Last year about 45 per cent of the clubs 
had publications while now 53 per cent have club papers. 

I repeat that this is gratifying to this committee because during 
the past year we have formulated a plan which, if approved, we hope 
will increase still more the number of traffic club publications. 

Briefly, the plan is this: Each member on the Club Publications 
Committee will be the chairman of a sub-committee. To each of these 
sub-committees will be assigned a number of clubs as its zone and each 
sub-committee will be made up of editors within that zone (Exhibit A). 
As set up now the country has been divided into fourteen of these zones 
with the men’s clubs and women’s clubs separated as to jurisdiction. 

The first active step to set the plan into operation is for the presi- 
dent of the Association to write a letter (Exhibit B) to the president 
of every club not having a publication emphasizing the value and sug- 
gesting the advisability of his club starting a paper of its own. A com- 
prehensive paper prepared by the Club Publications Committee of con- 
taining information on the subject of editing, printing and distributing 
a club publication will accompany the president’s letter. Replies to 
this letter will be sent to the sub-committees interested who will fol- 
low up and, in each case where interest in a publication is indicated, 
the sub-committee will make an effort to get those clubs started on a 
publication program. 


This committee believes that a number of non-publication clubs are 
interested in having a paper but find it difficult getting started. The 
sub-committees will be available to give all the assistance they can. 

It has been suggested at a number of meetings of the editors that 
the Association present a plaque or some other award each year to 
the paper selected by fair and competent judges as the best in the field. 
I am reporting but not necessarily recommending this. Such an award 
might be an incentive to some editors but it might also cause some hurt 
feelings. The idea, however, does merit consideration and I present it 
to the Board for future study. 

It is a pleasure each year to congratulate the editors of the various 
traffic club papers on the excellent work they and their staffs are doing. 
I don’t believe there is a comparable group anywhere that does the 
fine work turned out by the editors of the traffic club publications 


which, in almost all cases, is a labor of love with none of. love’s more 
satisfactory rewards. 


Membership 


The report of D. S. Mackie, New York Central, Chicago, 
chairman of the membership committee, showed the associa- 
tion’s membership at the highest level in its history—comprising 
162 units. Those admitted since the last annual meeting in- 
cluded the Citrus Belt Traffic Club of Southern California, 
Anaheim; the Western North Carolina Traffic Club, Asheville; 
the Southern Wisconsin Traffic Club, Beloit; the Triple Cities 
Traffic Club, Binghampton, N. Y.; the Traffic Club of New Eng- 
land, Boston, Mass.; the Texarkana Traffic Club, Texarkana, 
Texas-Ark.; the Columbus, Ga., Traffic Club; the Traffic Club of 
Kansas City, Mo.; the Women’s Traffic Club of Cleveland, O.; 
the Women’s Traffic Club of Lancaster, Pa.; the Women’s Traf- 
= Club of Oakland, Cal.; the Women’s Traffic Club of Trenton, 


Reporting for the sustaining membership committee, Roy 
V. Craig, Allied Mills, Chicago, chairman, said that despite the 
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loss of 46 sustaining members, through resignations, retire- 
ments and death, in the year, there had been a net gain, the 
total standing at present at 373. He said a mail campaign to 
increase that figure was presently under way. The reports of 
the committees were accepted with commendations for their 
work. 


Educational Awards 


Awards for meritorious work in the field of traffic club 
educational activities were presented to A. N. Bastress, general 
traffic manager, Maryland and Pennsylvania Railroad, past 
chairman of the educational committee of the Traffic Club of 
Baltimore, and to J. S. Birsinger, chairman of the educational 
committee of the Cincinnati Traffic Club. 


Election of Officers 


John Duffy, New York, reported as chairman of the nomina- 
tions committee. He said that President Beard had declined 
renomination for president of the association due to press of 
business. 


The following were placed in nomination by the committee 
and, in the absence of other nominations from the floor, were 
elected unanimously: 


President, Frank L. DeGroat, general traffic manager, Joseph 
Schlitz Brewing Co., Milwaukee, Wis.; executive vice-president, J. P. 
Krumech, general traffic manager, American Car & Foundry Co., New 
York; vice-president education and research, G. Lloyd Wilson, pro- 
fessor of transportation and public utilities, University of Pennsyl- 
vania, Philadelphia; secretary-treasurer, R. A. Ellison, manager, trans- 
portation department, Chamber of Commerce, Cincinnati, O. 

Regional vice-presidents: M. M. Emmert, director of traffic, Coca- 
Cola Company, Atlanta, Ga.; Ralph J. Hanson, vice-president, Akron, 
Canton & Youngstown Railway, Akron, O.; Mendel A. Keith, traffic 
manager, Columbus Coated Fabrics Co., Columbus, O.; L. W. Land, 
southwestern freight agent, Baltimore & Ohio, Dallas, Texas; William 
E. Malone, assistant general traffic manager, Lever Brothers Co., Cam- 
bridge, Mass.; Ervin Manske, general traffic manager, Allis-Chalmers 
Manufacturing Co., Milwaukee, Wis.; Lowe P. Siddons, traffic man- 
ager, Holly Sugar Corporation, Colorado Springs, Colo.; E. George 
Siedle, general traffic manager, Armstrong Cork Co., Lancaster, Pa.; 
Roland M. Wolf, district manager, International Forwarding Co., 
Seattle, Wash. 

Members, board of directors: Alonzo Bennett, vice-president, Fed- 
eral Compress & Warehouse Co., Memphis, Tenn.; A. H. Laney, presi- 
dent and general manager, Lanéy & Duke Storage Co., Jacksonville, 
Fla.; G. A. MacNamara, general traffic manager, Soo Line, Minne- 
apolis, Minn.; Mollie Moore, representative, Western Union Telegraph 
Co., Baltimore, Md.; L. F. Owen, traffic manager, R. J. Reynolds 
Tobacco Co., Winston-Salem, N. C.; R. M. Regan, traffic manager, 
Irvington Varnish and Insulator Co., Irvington, N. J.; Ambrose J. 
Seitz, vice-president, Union Pacific Railroad, Omaha, Neb.; E. F. Stock, 
general traffic manager, Peoria and Pekin Union Railway, Peoria, IIl.; 
Austin C. Street, traffic manager, Safeway Stores, Inc., San Francisco, 
Cal.; Vernon L. Turner, traffic manager, Sloss-Sheffield Steel & Iron 
Co., Birmingham, Ala.; E. F. O’Hanlon, traffic manager, Heyden Chemi- 
cal Co., New York, N. Y.; George W. Wood, freight traffic manager, 
Chesapeake & Ohio, Cincinnati, O. 


Annual Dinner 


The association’s annual dinner was held the evening of 
October 7. More than a thousand delegates and guests attended. 
Mr. Fitzgerald was toastmaster and the invocation was by the 
Rev. John Sinnott Martin, Pastor, St. Vincent de Paul Catholic 
Church, Baltimore. There were souveniers and favors for the 
ladies. Afterwards there was a floor show and dancing. 

The speaker of the evening was Roy B. White, president, 
Baltimore and Ohio, on “Transportation Progress.” 

He said that no industry occupying the high and indis- 
pensable position in the nation’s life as that occupied by rail 
transportation could afford not to make progress, nor could the 
public afford to restrict the progress of such an industry. 

“The railroad industry knows the kind of rail service that 
the progress and prosperity of the country and the well-being 
of its citizens will require, and is eager and anxious to furnish 
it,” he continued, adding: 


Since 1929, a year to which we refer in terms of prosperity and 
good railroad performance, the railroad plant has been so continuously 
improved and better operated that today it is turning out more ton- 
miles and more passenger-miles of transportation, with fewer units of 
equipment, than ever before in its peacetime history, and at a speed 
far in excess of anything heretofore attained. 

It has been endeavoring to continue to move a ton of freight one 
mile for one cent but it can’t be done any longer. It wants to add 
three or four mills and is endeavoring to convince the public authorities 
that it should be permitted to do so. 

Right now, despite the greatest volume of traffic in peacetime 
history, the country needs and ought to have more rail transportation. 
. . . Railroads are alive to all these needs and unprecedented arrange- 
ments and commitments have been made to meet them. 

But what of the cash and faith in the future that this great pro- 
gram entails? The capital requirements for this overhauling of the 
railroad plant of the future and its replacement in condition to meet 
what it is going to be called upon to do, are huge in amount. . . . The 
railroad industry has an abiding faith in this country and has no mis- 
givings as to the future need for its service. It stands ready and 
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anxious to equip itself to provide all that our country must have in 
the way of rail transportation. 


The price of this great program for the future service to the coun- 
try is a rate level that will make possible the rendition of that service 
by private enterprise, and give a reasonable return to those who 
provide the capital. Bearing in mind, as always we must, what ade- 
quate rail transportation means to the defense of this country in time 
of war and to ts prosperity in time of peace, bearing in mind also that 
our railroads are the only railroads of the world now operated by pri- 
vate enterprise, and that their failure as such would sound the death 


knell to our whole private enterprise system in this country, I ask you, 
can we not afford to pay the price? 


A. T. C. Foundation and Transport 
Society Hold Annual Sessions 


On October 8, the day following the general session of the 
A. T. C. of A., the American Society of Traffic and Transpor- 
tation and the Associated Traffic Clubs Foundation held meet- 
ings. In the morning, both organizations held open sessions, 
with annual business meetings of both following in the after- 
noon. 

The speaker at the open session of the foundation was C. P. 
Gross, chairman, Board of Transportation of the City of New 
York, formerly general in charge of U. S. Army transportation. 
He spoke at length about the services of traffic men, in and 
out of uniform, during the war, and asserted that, in those years 
the traffic manager had abundantly proved his value, not only 
to industry, but to the safety of his country. He added his hope 
that traffic managers would now, through the foundation, solid- 
ify their position of respect among those who had come to 
appreciate them in wartime and unite toward a more unanimous 
appreciation of their value and integrity to industry in peace- 
time. 

Joseph Finn, Jr., of Reineke, Meyer and Finn, Chicago, 
advertising agency selected to carry on the program of the 
foundation, gave a presentation of the over-all plan, with illus- 
trated slides of the types of magazine advertising and the 
pamphlets and booklets intended to be produced and used. Carl 
Harris, whose organization had been retained to guide the fund- 
raising campaign for the foundation, spoke briefly and said that 
the campaign would get under way almost immediately. A 
tentative figure of $100,000 had been set, he said, as the goal 
for the first year for subscriptions to the foundation’s fund. 

At the business session, the following were elected to five- 
year terms as corporate members of the foundation: 


Marvin Anderson, Kansas City, Mo.; Robert J. Bayer, Chicago; 
Alonzo Bennett, Memphis, Tenn.; Charles W. Braden, New York; N. J. 
Brennan, Detroit, Mich.; J. E. Bullock, Richmond, Va.; John S. Burch- 
more, Chicago, and T. C. Burwell, Decatur, Ill. 


Mr. Bennett, Mr. Brennan and John B. Keeler, Pittsburgh, 
Pa., members of the foundation’s board, whose terms had ex- 
pired, were reelected to five-year terms on it. 

Under the by-laws of the foundation, its board of directors 
elects its officers. In a brief session, the board reelected the 
present officers, including F. A. Doebber, Indianapolis, Ind., 
president; T. C. Burwell, Decatur, IIl., treasurer; Be A: Ellison, 
Cincinnati, secretary, and William Noorlag, A ee ‘Chicago, assis- 
tant treasurer. 


Mr. Doebber presided at the meetings. 


Meetings of the Society 


The speaker at the open meeting of the society was Chair- 
man Aitchison, of the Commission. He spoke extemporaneously, 
pleading the extraordinary press of Commission work as excuse 
for not having prepared a paper as he had desired. He was 
introduced as a founder member of the society. 

Commissioner Aitchison said he saw the society as a logical 
medium through which to carry on research, particularly in 
transportation economics. The old conception of research as 
being carried on by solitary grubbers was obsolete, he said, 
because much of it was now conducted through “corporate 
cooperation.” That cooperation, he added, had become one of 
the most important factors in research. A good example of it 
was the type of material developed and published by govern- 
ment bodies, he said, but much more could be carried on by 
individuals and “organizations such as this.” 

There were many tvpes of research other than field re- 
search, he said, mentioning as an example the fair question as 
to whether or not the time hadn’t arrived for a restatement of 
the principles under which the Interstate Commerce Commis- 
sion operated. 

A body such as the society, he said, with its altruistic 
approach to transportation problems could carry on pure re- 
search as distinguished from much of the so-called research 
carried on by organizations with special interests which often 
turned out merely to be thinly disguised propaganda. He out- 
lined a number of questions dealing with commerce in foreign 
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lands upon which research was needed, but added that that 
didn’t by any means mean that there weren’t ample opportuni- 
ties for such work in the domestic transportation scene. 

G. Lloyd Wilson, director of education for the society, re- 
ported on progress in preparing syllibi for study leading toward 
examinations for membership and submitted to questions from 
the floor. Hershel A. Hollopeter, Indianapolis president, who 
presided, made a brief report. C. H. Vayo, Rochester, N. Y., 
reporting as chairman of the board of directors, outlined the 
progress of the society in its first full year. That progress he 
said had been deliberately slow, since it was the chief desire 
of those interested to insure its sound, not rapid, growth. He 
reported that the society had, as of the day of the meeting, 199 
founder members. 

The candidates for office nominated by the nominating 
committee, Charles Donley, Pittsburgh, Pa., chairman, were 
unanimously elected. They were: 


President, Hershel A. Hollopeter, Indianapolis, Ind.; vice-presi- 
dent, E. G. Plowman, Pittsburgh, Pa.; director of education, G. Lloyd 
Wilson, Philadelphia; secretary-treasurer, W. H. Ott, Jr., Chicago. 

Regional vice-presidents: New England, F. J. Wall; Trunk Line, 
R. R. Luddecke; Central Freight, A. H. Schwietert; Southern, A. W. 
Vogtle; Southwestern, F. A. Leffingwell; South Pacific, W. O. Narry; 
North Pacific, C. W. Evers; Canadian, Stuart B. Brown. 

Members, board of directors: For four years, C. H. Vayo, L. R. 
Capron, F. A. Doebber; for three years, R, A. Ellison, Harry D. 
Fenske, Joseph P. Gudger; for two years, E. L. Hart, Walter Mullady, 
C. R. Musgrave; for one year, J. W. Peters, Chester Thompson, F. F. 
Vonnegut. 


A. T. C. Board of Directors 


The newly constituted board of directors of the A. T. C. 
of A. met at luncheon October 8 and reelected Mr. Fitzgerald 
chairman. A motion was adopted reaffirming earlier action to 
hold the 1948 annual meeting at Cincinnati on October 11, 12 
and 13. Invitations for other meetings were presented by repre- 
sentatives of the traffic clubs at New York, Milwaukee, Houston, 
St. Paul, Jacksonville, Seattle, Richmond, and Denver. The 
board adopted & motion to leave the question as to whether 
or not to hold a spring meeting in 1948, and the selection of 
the place for that meeting, if held, to the executive committee. 


Convention Committees 


Edward L. Fogler, assistant operating manager, Montgom- 
ery Ward & Co., was general chairman of the local committee 


on arrangements for the meetings. Other members of the com- 
mittee were: 


T. B. Alfriend, vice general chairman, freight traffic manager, Bal- 
timore Steam Packet Company; R. J. Barron, secretary, traveling 
freight agent, Chesapeake & Ohio; treasurer, M. A. Young, manager, 
Chesapeake Warehouse, Inc, 


The following headed convention sub-committees: 


Dinner and entertainment, S. M. Whisner, traffic manager, Hutzler 
Bros. Co.; hotel reservations, M. F. Robinson, freight representative, 
Baltimore & Ohio; attendance, B. H. Ways, vice-president, The Fleet 
Transfer Co.; publicity, E. J. Derenthal, traffic manager, Montgomery 
Ward & Co.; transportation, G. L. Stern, assistant general freight 
agent, Baltimore Steam Packet Co.; program, G. W. Kraus, assistant 
general traffic manager, Davison Chemical Corporation; reception, 
Harry W. Schwarz, superintendent of orders, Bethlehem Steel Company. 


SURPLUS TROOP SLEEPING CARS 


About 1,300 surplus troop sleeping cars, formerly offered 
for sale by War Assets Administration at fixed prices, now are 
being offered on a sealed bid, as is, on siding basis, says the 
agency, adding: 


The cars, used during the war for transportation of troops in the 
United States, are located at the Sangamon Ordnance Depot, Illiopolis, 
Til., and may be inspected there. 

They are in two series—the first built in 1943 and 1944 and the 
second in 1945 and 1946. Former fixed.prices were $2,880 each for the 
first series and $3,780 each for the second series. Total cost to the 
government of the cars was nearly $15,000,000. 

The cars are designed for unrestricted freight or passenger train 
operation in the United States. They can be converted easily into 
American Association of Railroads standard, 50-ton, 50 feet-six inches, 
box cars with eight-foot side doors. The cars.at. present contain ten 
three-tier bed units, accommodating 30 persons. 

Orders will be accepted concurrently from priority -purchasers 
and commercial purchasers, but orders from priority purchasers will 
be filled first. Bids must be received at the WAA Customer Service 
Center, 4th and Jefferson Drive, Washington 25, D. C., before 5 p..m., 
Thursday, October 30, 1947. 

Offers to purchase one or any number of the cars will be aceepted: 
however, bids on an “all or none’’ basis will not be accepted. A 
deposit of ten per cent of the amount .of the offer must accompany 
all offers up to $100,000. An additional two per cent deposit is required 
on any amount over $100,000. Veterans buying on priority must be 


certified in accordance with regulations governing this type of equip- 
ment. 
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Kodiak City, Alaska, Acquires 
Wharf Property from Army 


Secretary Krug, of the Department of the Interior, has 
announced that, as a result of purchase by the municipal gov- 
ernment of Kodiak, Alaska, of the U. S. army’s wartime 
wharfage installation at that port, adequate docking space to 
handle shipping in the Kodiak area and to facilitate economic 
development of the community has been provided. 

“The property consists of a 900-foot dock, including 10 
buildings and a small boat landing approximately 350 feet 
long, on St. Paul Harbor,” he said. “During the war, the 
dock, enlarged from its original size by the army as part of the 
joint defense operations of the military forces in the area, 
formed part of the major facilities as a forward supply base 
for the Aleutian campaign. ... 

“The transfer of the dock property to city ownership as 
part of the war surplus program was made by the Bureau of 
Land Management, of the Department of the Interior, as agent 
for the War Assets Administration. A quitclaim deed to the 
dock has been turned over to Kodiak City officials following 
the receipt of a check for $13,000 as down-payment on the 
city’s bid of $65,000 for the project. The remainder of the 
purchase price will be spread over a ten-year period... .” 


SHIP CONFERENCE AGREEMENTS 


States Marine Corporation, of New York City, and States 
Marine Corporation of Delaware, Wilmington, Del., have filed 
with the Maritime Commission an agreement (No. 7628), cov- 
ering establishment and maintenance by the two corporations 
of a joint cargo service, with limited passenger accommodations, 
to and from U. S. ports (including territories and possessions) 
and ports of the United Kingdom, Eire and the European conti- 
nent (including the Scandinavian peninsula), the north coast 
of Africa, the Mediterranean, Adriatic and Black Seas, Middle 
and Near East, Red Sea and Persian Gulf; Japan, Korea, For- 
mosa, Siberia, Manchuria, China, Hongkong, Indo-China, Siam, 
Philippine Islands, Straits Settlements, Malayan Union, Indo- 
nesia, Netherlands Indies, Australia, New Zealand, New Cale- 
donia, South Sea Islands, Java, India, Burma and Ceylon, 
British North America, West Indies, South and Central Amer- 
ica, including the Canal Zone. Under the agreement, the serv- 
ices from and to Atlantic coast ports would be operated prin- 
cipally by States Marine Corporation, and services from and 
to U. S. Gulf and Pacific coast ports would be operated prin- 
cipally by States Marine Corporation of Delaware. 

The agreement contains a provision that “in the case of any 
trades or traffic within the scope of this agreement where the 
rates, charges and practices are not prescribed by any confer- 
ence of which either party is a member, the parties hereto may 
establish and maintain such agreed rates, charges and prac- 
tices covering such trades or traffic as the parties hereto may 
agree” and that “all such agreed rates, charges and practices 
shall be just and reasonable and shall be furnished promptly” 
to the Maritime Commission. 


M. C. BILLS OF LADING HEARING POSTPONED 


The Maritime Commission has announced postponement, 
until further notice, of the adjourned hearing scheduled to be 
held October 22 in Chicago in No. 658, Bills of Lading—Incor- 
poration of Freight Charges. 


M. C. ALASKAN RATE INQUIRY 
The Maritime Commission has announced that its hearing 
in No. 661, Alaskan Rate Investigation No. 3, scheduled to be- 
gin at 10 a.m., Pacific standard time, on October 27, in Seattle, 
Wash., will be held in Room 3013, Arcade Building, 1319 Second 
Avenue, beginning at 2 p. m. on that day. 


M. C. PROPOSES NEW TARIFF CIRCULAR 


The Maritime Commission has issued a “notice of proposed 
rule making” in which it announces that it has prescribed a 
proposed tariff circular No. 3 “to supersede and cancel tariff 
circular No. 1, adopted by the U. S. Shipping Board in 1920 
and, after various amendments thereto, by the Maritime Com- 
mission in 1936. 

“Tariff circular No. 3,” the commission said, “will cover 
freight and passenger regulations governing the publication, 
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posting and filing of rates, fares and charges by common car- 
riers by water in interstate commerce.” 

The commission said that the public might submit written 
views and suggestions about the proposed new tariff circular 
within 30 days from October 4, and that communications should 
be addressed to the Division of Regulation, U. S. Maritime Com- 
mission, Room 7513 Commerce Building, Washington 25, D. C. 
The text of the proposed tariff circular No. 3 appeared in the 
October 4 issue of the Federal Register. 


COCHRANE PREDICTS UPSURGE IN SHIPBUILDING 


Speaking last week at a meeting of the Society of Naval 
Architects and Marine Engineers held at Webb Institute, Glen 
Cove, Admiral Edward L. Cochrane was optimistic about the 
future of the American merchant marine and American ship- 
building. During the last few months a number of industry 
leaders have said that both shipbuilding and the merchant 
marine face stiff foreign competition in the future and that 
neither may survive in anything like prewar size. Admiral 
Cochrane, member of the President’s advisory committee on 
the merchant marine, apparently does not believe that lower- 
wage competition will be ruinous. He said in part: 


There is a great deal of sunshine behind the dark clouds now pass- 
ing over shipping. It will not be long before the flames of the welders’ 
ares are seen again in American shipyards, and I look forward to the 
placing of contracts in the near future for the construction of vessels 
peerless in ocean trade. 


MORE POWER, SPEED, FOR “RIVER TRAINS” 


Increasing power for inland water traffic by use of bigger 
engines in tow boats, and more efficient construction of such 
power pushers, is reported by American Waterways Operators, 
the association of companies which operate the “river trains” 
carrying bulk products. Tows in excess of 14,000 tons are now 
considered quite usual, according to Chester C. Thompson, of 
Rock Island, Ill., and Washington, D. C., president of A. W. O. 
Recently a tow boat comprising 14 barges with a gross tonnage 
of 18,300 tons, or the equal of 350 loaded railway freight cars, 
passed Burlington, Iowa. 

New pusher boats under construction in various midwestern 
and southern shipyards will .provide 3,000-horsepower or more 
for the combined engines, said Mr. Thompson. In addition, the 
latest devices for increasing push power, combined with stream- 
lining of the tow boats, are making increased speeds possible. 
Because many tows go hundreds of miles without stopping, he 
said, the slower speeds on water often equalize land transport 
of freight. Constant improvement in river and canal channels, 
brought about by Army engineers in cooperation with state and 
local bodies, is also helping water transport, said he. 


PRICE OF SHIPPER’S EXPORT FORMS 

J. Edward Ely, chief, Foreign Trade Division, Bureau of 
the Census, Department of Commerce, has announced that the 
price of shipper’s export declarations (Commerce Form 7525-V) 
printed by the Government Printing Office has been increased 
from 30 to 50 cents a pad of 100 copies, effective imme- 
diately. : 

“Shippers and exporters should be guided accordingly when 
placing orders for this form with collectors of customs, Depart- 
ment of Commerce field offices, and the Superintendent of 
Documents,” said he. 


81 SHIPS INSTALL RADAR THIS YEAR 


Forty American ships and 41 foreign-flag vessels ordered 
installations of radar equipment between January 1, 1947, and 
October 1, according to the American Merchant Marine In- 
stitute. A total of 110 units, costing over $1,000,000 in the 
aggregate, has been purchased from Radiomarine Corporation 
of America by American and foreign interests. 





N. Y. SHIP, TRUCK LINES FORM BUREAU 


Created jointly by 31 steamship companies and most of 
New York’s trucking concerns operating to the port’s piers, 
the Steamship and Motor Carrier Bureau began operations 
October 1. Instituted to find methods of preventing long truck 
traffic jams that have been costing shippers millions of dollars 
annually, the committee bureau will function with three staff 
members, headed by Horace Jennings, in charge of traffic for 
the Suwannee Fruit and Steamship Co. Other bureau members 
are Patrick A. Kelleher, superintendent of the Robin Line’s 
Brooklyn piers, and William W. Bower, since 1925 a terminal 
manager, dispatcher and traffic manager for various trucking 
companies. The bureau’s policy committee is headed by Philip 
E. McIntyre, general freight traffic manager of the United 
States Lines and Joseph Adelizzi, head of the New York Motor 
Carriers Association. 

The motor carriers and steamship lines have long been 
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concerned with trucking delays at piers and several joint com- 
mittees have been established in the past few years. Shippers 
have also been deeply concerned, because the truckers have 
been forced to make charges for pier waiting time. Despite 
much hard work by the committees, the situation remains “dif- 
ficult,” and it is hoped the newly founded bureau will be able 
to improve matters. 


N. H. U. C. Reports Large Increase 
in Taxes Paid for Highway Use 


Up to September 1, highway users of the United States 
had paid 41 per cent more in federal automotive taxes this year 
than last year, according to the National Highway Users Con- 
ference. It called attention to its program for repeal of all 
federal automotive taxes at the next session of Congress. 

After stating that new peaks in automotive gasoline con- 
sumption were indicated, as gasoline tax payments were up 10.8 
per cent for the first eight months of 1947 compared with the 
same period of 1946, the conference said: , 


One of the tax items showing the greatest increase is the excise 
levy on new automobiles. The 7 per cent tax on factory value of cars 
and motorcycles brought in collections during the first six months 
of 1947 that quadrupled the figures for the same period last year, 
when fewer cars were being produced. These collections for the eight- 
month period showed a 232 per cent rise over the 1946 months. 

Through August, total federal automotive excise tax collections this 
year totaled $742,000,000 compared with $536,000,000 for eight months 
last year. While even in 1946 these collections totaled a record 


$803,000,000, it is now apparent that 1947 collections will pass the 
billion-dollar mark. ... 


AUGUST TRUCK REGISTRATIONS 


New truck registration for 36 states for August totaled 
41,282 units, as compared with 35,109 units for the same states 
in 1946, according to R. L. Polk & Co., Detroit, automotive 
industry statisticians. They estimated that, should present ratios 
hold, truck registration for August will surpass 70,000 units. 


WISCONSIN A. T. A. SAFETY SECTION 


Art Thomas, of Express Freight Lines, Inc., Milwaukee, has 
been elected general chairman of the recently-organized Wis- 
consin chapter of the safety and operations section of American 
Trucking Associations. The chapter was formed at the recent 
annual convention of the Wisconsin Motor Carriers Association, 
at the Alpine Resort, Egg Harbor, and was based on the effec- 
tive work of the Milwaukee chapter in conducting a series of 
safety meetings and promoting highway courtesy and safety 
in the Milwaukee area. It was felt by industry leaders that 
this activity should be expanded on a statewide basis. 

Others elected to lead the new chapter are: 


Secretary, Harvey Mohr, engineer of the safety division, Motor 
Vehicle Department, Madison; treasurer, Walter R. Arthur, of W. R. 
Arthur and Co.; steering committee: Walter Schumacher, Schumacher 
Motor Express, Eau Claire; C. P. Rookey, Rookey Transfer Co., 
Superior and Ed Albrent, Albrent Freight & Storage Co. 


The chapter adopted articles and by-laws at its organiza- 
tional meeting. Particular effort will be made to obtain mem- 
‘ bers from the trucking industry or industrial plants operating 

fleets of trucks. However, other groups such as insurance com- 
panies, safety engineers, federal, state, county or city safety 
officials and manufacturers of equipment and supplies are in- 
vited to join. Regional chairmen to serve as key men in the 
various cities have been appointed by Mr. Thomas, who said 
he will call a meeting in the near future to plan a statewide 
highway safety program. 


G. M. OFFICIAL ON TRUCK PRODUCTION 


Total production of passenger cars and trucks this year 
should be in the area of 5,000,000 units, second only to 1929 
when an all-time high of 5,358,420 vehicles were turned out, 
M. E. Coyle, executive vice-president of General Motors Corpo- 
ration, said in an address before a meeting of the Pennsylvania 
Automotive Association. 


In reference to motor truck production, Mr. Coyle said: 


As we are already producing trucks at the rate of 50 per cent 
above prewar level, the period of shortage will not extend so long— 
in fact, there are already some indications of slowing of demand on 
the heavier trucks. After the shortage has been satisfied we will 
have normal replacement volume so that the outlook is favorable for 
some time to come. 


PASADENA DRIVER WINS SAFETY AWARD 


? An award for seven consecutive years of no-accident driv- 
ing has been awarded by the American Trucking Associations, 
Inc., to Glenn W. Bell, driver for the Transit Mixed Concrete 
Company, Pasadena, Calif., the A. T. A. has announced. 
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Price Structure, Freight Rates 
Need Balancing, Fort Says 


“There is only one way to avoid the impoverishment of 
the railroad industry, and that is to recognize that the dollars 
it takes in now as freight charges are worth only a fraction 
of pre-war dollars, and to make a corresponding adjustment 
of the level of freight rates,” said J. Carter Fort, vice president 
and general counsel of the Association of American Railroads, 
in an address last week before the New England Shippers 
Advisory Board at its annual meeting in Springfield, Mass. 

Mr. Fort, speaking on “Railroads and the Devalued Dollar,” 
said it was obvious that the railroad business could not be 
conducted “on the fiction that the present-day dollar is worth 
85 cents on a pre-war basis for the purpose of purchasing rail 
transportation, but is worth only 50 to 60 cents for the purpose 
of paying the cost of performing such transportation.” 

“The conclusion cannot be escaped,” he continued, “that our 
economy, or perhaps I should say our price structure, is dras- 
tically out of balance so far as the level of freight rates is 
concerned and that it is essential that a just and fair balance 
be restored promptly in order to prevent a catastrophe.” 


“Real” Dollar and 1939 Dollar 


He said a dollar was now worth a pre-war dollar to a 
railroad “only for the purpose of paying interest charges, and, 
unhappily, for the purpose of paying officers’ salaries.” 

After noting that freight rates had increased about 17% 
per cent since 1939, he remarked that, measured by the 1939 
dollar, a dollar was now worth about 85 cents for the purpose 
of buying rail freight transportation, but that, expressed in 
terms of a “real” or “constant” dollar, rail freight rates were 
now “some 30 to 40 per cent less than they were before the 
war.” 

In a discussion of wage increases as factors contributing 
to high prices, Mr. Fort said: 


There can be no doubt that the increase in wages, generally, has 
been a very potent factor in bringing about inflation. And I think there 
can be no doubt that the fair labor standards act of 1938 was extremely 
effective in forcing up hourly wages. As you will recall, this is the 
statute which provided for a 40-hour work week and time and a half 
rates for all hours worked in excess of 40. The 40-hour provision did 
not apply to railroad employes but it did- apply to employes in other 
industry. The 40-hour week resulted in a tendency to increase hourly 
rates so that weekly earnings would be the same as or greater than 
they had been for a 48-hour week. Then the war came and the work- 
week was lengthened of necessity to 48 hours, very generally, and 
time and a half was paid after 40 hours. This greatly inflated weekly 
earnings, When there was a return to the 40-hour week after the war, 
the hourly rates were again increased in order to protect of increase 
the weekly earnings which had been reached under war conditions. As 
a result of this combination or series of circumstances, increases in 
hourly rates were multiplied. And with the increase in wages, com- 
modity prices were necessarily increased and the cost of living went 
up. The vicious circle was in full swing. ... 

The railroads did not begin the inflation nor did they contribute 
to its development. Far from being the instigators or participants, they 
were probably the chief victims. ... 


Large Rate Increase—or Disaster 


Mr. Fort said it was entirely clear that there must be a 
large increase in the freight rates to place the railroad price 
structure more nearly in line with that prevailing in other 
industries and in order to “protect the railroads from disaster 
which would otherwise be certain and inevitable.” 

He regarded as erroneous the view that rail transportation 
could not stand substantially higher rates because such higher 
rates would price the railroads out of business, and said he 
saw no reason why the economy of the United States could 
not support the railroads on a price basis substantially in line 
with the price basis generally in effect in other industry. 

“The country found no difficulty in supporting the railroad 
system in the 20’s,” he said. “Yet in 1929, to take a particular 
year, the revenues of the railroads were 7.5 per cent of the 
national income. In shafp contrast, in 1946, railroad revenues 
were only 4.3 per cent of the national income .. . Freight 
charges now represent a much smaller part of the delivered 
value of the commodities transported than they did in the 
pre-war period. . . . What reason is there to think that our 
economy cannot afford to have the railroads now receive 
substantially the same share of the value resulting from produc- 
tion and transportation which they received in more nearly 
normal times? ... 


“The only real hope . . . for the lowest possible rates as 
time goes on is to be found in the lowest possible costs for 
performing transportation. Such lower costs can be achieved 
only by a dynamic, progressive railroad industry. The best in 
the way of plant, equipment and facilities must be provided 
and utilize, and the opportunity for constant improvement must 
be fully realized. This can be accomplished only under ade- 
quate earnings... .” 
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October 11, 1947 


LIST OF TRAFFIC CLUBS 


(The following list of traffic clubs will be 
published from aren to hee We ask that 
readers noti of any errors or of any 
changes or a ditions of \ which they have any 
knowledge.) 


Akron, O.—Traffic Club Study Club of 
Akron. L. B. Hine, Pres.; J. A. Gee, Secy. 

Albany, N. Y.—Capital District Traf- 
fic Association. James W. Reynolds, 
Pres.; D. J. Cassidy, Secy.-Treas. 

Anderson (Ind.) Traffic Club. J. 
Schreiner, Pres.; W: P. Anderson, Secy.- 
Treas. 

Appalachian (Kingsport, Tenn.) Traf- 
fic Club (Bristol, Kingsport, Johnson 
City, Elizabethtown, Erwin, and other 
towns within 75 miles of Bristol). May- 
ford Cusick, Pres.; J. B. Gillis, Secy.- 
Treas. 

Atlanta, Transportation Club of W. E. 
Carroll, Pres.; Don Joiner Secy.-Treas. 

Baltimore, Industrial Traffic Managers 
Ass’n of. L. J. Canter, Pres.; O. J. Mc- 
Coy, Secy.-Treas. 

Baltimore, The Traffic Club of. Rob- 
ert N. Fleagle, Jr., Pres.; J. P. Hupp- 
mann, Secy. 

Baltimore, Women’s Traffic and Trans- 
portation Club of. Mollie G. Moore, 
Pres.; Elizabeth M. Huth, Corr. Secy. 

Bartlesville, Okla., Traffic Club. C. R. 
Musgrave, Pres.; E. C. Kitching, Secy.- 
Treas. 

Berkshire County Traffic Assn. (Pitts- 
field, Mass.) William R. Sage, Pres.; 
W. B. Preston, Secy. 

Birmingham (Ala.) Traffic and Trans- 
portation Club. J. C. Sanford, Pres.; 
J. E. Travis, Secy.-Treas. 

Birmingham, Ala., The Women’s Traf- 
fic Club of.. x tees M. Chew, Pres.; 
Mrs. E. T. Boyd, 

Bloomington, uP “rhe Corn Belt Traf- 
fic Club. V. W. McGuire, Pres.; Ernest 
Radley, Secy. 

Bridgeport (Conn.) Traffic Associa- 
Fred R. Youd, Pres.; A. Winter, 

ecy. 

Bridgeport, Conn., Women’s Traffic 
Club. Margaret M. Grotz, Pres.; Frances 
G. Crowley, Secy. 

Bronx, N. Y., Traffic Club. George J. 
Wiegman, Pres.; Frank J. Flynn, Secy. 

Brooklyn, N. Y., Traffic Club of, Inc. 
Otto F. Rutz, Pres.; D. A. Hackett, Secy. 

Buffalo (N. Y.) Traffic Club. W. E. 
—— Pres.; Margaret M. Weinberg, 

ecy. 

Buffalo (N. Y.) Transportation Club. 
Edward N. Pugh, Pres.; Charles R. 
Everding, Secy.-Treas. 

Calumet Transportation Association, 
East Chicago, Ind. W. A. Witt, Pres.; 
L. E. Gardner, Secy.-Treas. 

Camden (N. J.) Industrial Traffic 
Club. H. E. Stevens, Pres.; C. N. Haw- 
kins, Secy.-Treas. 


Camden (N. J) Traffic Club. C. T. 







































































Canton (O.) Traffic Club, G. H. Heber- 
ling, Pres.; L. D. Ellis, Secy. 

Central Ohio Traffic Club (Mansfield, 
Ohio). E. Lee Connell, Cleveland, Pres.; 
Howard Johnson, Mansfield, Secy. -Treas. 

Central Pennsylvania Traffic Club 
(Williamsport, Penna.). J. P. Quinn, 
Pres.; R. M. Gerber, Secy. 

Charlotte (N. C.) Traffic and Trans- 
portation Club. Stanley Shaw, Pres.; 
R. C. Warren, Secy.-Treas. 

Chattanooga Traffic and Transporta- 
tion Club. H. M. Daugherty, Pres.; 
T. L. Davis, Secy.-Treas. 

Chicago Transportation Club. Harry 
W. Anderson, Pres.; Albert E. Hooper, 
Jr., Secy. 
























Ebensberger, Pres.; H. S. Wendell, Secy. . 





Chicago, Traffic Club of. W. R. Cox, 
Pres.; O. A. Green, Secy. 

Chicago, Ill., Trafficmen’s Association 
of America. H. H. Behrel, Pres.; R. J. 
Kelly, Secy. 

Chicago, Women’s Traffic Club of. 
Edna Schaar, Pres.; Helen Horne, Secy. 

Chippewa Valley Traffic Club, Eau 
Claire, Wis.; H. R. Van Maren, Pres.; 
T. S. Larson, Secy. 

Cincinnati Traffic Club. A. W. Gill, 
Pres.; H. F. Oehlschlaeger, Secy. 

Cincinnati Traffic Club—Woman’s Di- 
vision. Ruth Badman, Pres.; Jane C. 
Nagel, Secy. 

Clearing, Ill.—Clearing-Cicero Traffic 
Conference. Ray Hurd, Pres.; W. Eh- 
lert, Secy. 

Cleveland, Traffic Club of. John 
Marsh, Pres.; W. J. Brennan, Secy. 

Cleveland Transportation Club, Nor- 
_— E. Dodwell, Pres.; Frank M. Schur, 

ecy. 

Cleveland, Women’s Traffic Club of. 
Hazel Smith, Pres.; Yolanda Iacobucci, 


Secy. 

Culoeado Springs, Colo. Pike’s Peak 
Traffic Club. L. P. Siddons, Pres. 

Columbus (O.) Transportation Club. 
Cc. R. Warren, Pres.; F. M. Brownewell, 
Secy. 

Conssietiont: Quarter ees Traffic 
Club. (New Britain, Conn.) J. M. Stuart, 
Pres.; J. F. Maerz, Secy.-Treas. 

Corpus Christi (Tex.) Traffic Associa- 
tion. Van E. Robert, Pres.; W. G. Bridge- 
water, Jr., Secy 

Cortland (Nn. Y.) Industrial Traffic 
Club of. H. B. Darling, Chairman; P. F. 
McManus, Secy. 

Cumberland, Md., Tri-State Traffic 
Club. Martin L. Johnson, Pres.; J. L. 
Carnochan, Secy. 

Dallas, Tex., Transportation Club of. 
N. Mansfield, Pres.; K. L. Hartman, 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. 
D. K. Ball, Pres.; N. K. Anderson, Secy. 

_ Denver ‘Commercial Traffic Club. C. 
E. Berg, Pres.; Eddie St. Louis, Secy.- 
Treas. 

Denver, Junior Traffic Club of. Wins- 
ton A. Hollard, Pres.; Ernest M. Smith, 
Secy. 

Denver, Traffic Club of. W. P. Dahl, 
Pres.; C. O. Gustafson, Secy-Treas. 


Denver, Women’s Traffic Club of. 
Sarah Kennedy, Pres.; Eleanor Briggs, 
secretary. 


Des Moines Transportation Club. Carl 
A. Hansen, Pres.; C. Ander, Secy.-Treas. 

Detroit (Mich.) Motor-City Traffic 
Club. Ralph W. Erickson, Pres.; Elmer 
W. Klein, Secy-Treas. 

Detroit, The Traffic Club of. J. Har- 
old Becker, Pres.; W. A. Warburton, 
Secy.-Treas. 

Detroit, Women’s Traffic Club of. 
Loretta E. Gens, Pres.; Alice Janashek, 
Secy. 

Duluth (Minn.) Traffic Club. R. R. 
Shaeffer, Pres.; G. H. Westberg, Secy. 

Eastern Illinois Traffic Club (Danville, 
Ill.). Truxton Older, Pres.; W. D. Day, 
Secy.-Treas. 

Eastern Indiana Transportation Club 
(Muncie, Ind.) Claude Cornell, Pres.; 
Harry E. Mitchell, Secy. 

Eastern North Carolina Traffic Club 
(Washington, N. C.). Cecil Moore, Pres.; 
H. W. White, Secy. 

Elmira (N. Y.) Traffic Club. G. A. 
Harnischfeger, Pres.; Jerome Wolcott, 
Secy.-Treas 

El Pa ‘(Tex.) Traffic Club. W. T. 
oe Pres.; Fred C, Tockle, Secy.- 

as. 
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Erie (Pa.) Traffic Club. Joseph F. 
Weibel, Pres.; C. P. Beyer, Acting Secy. 

Evansville (Ind.) Transportation Club. 
James C, Parker, Pres.; L. A. Holzgrafe, 
Secy.-Treas: 

Fargo (N. Dak.) Traffic Club. J. L. 
Thacker, Pres.; R. C. Harrington, Secy. 

Flint (Mich.) Traffic Club. S. L. 
Dobbs, Pres.; G. L. Wilcox, Secy.-Treas. 

Fort Wayne (Ind.) Transportation 
Club. Thomas Sayles, Pres.; C..H. Bar- 
tels, Secy. 

Fort Worth, Traffic Club of. W. Earl 
Lovell, Pres.; R. M. Duke, Secy.-Treas. 

Fort Worth Women’s Traffic Club. 
= Lee Johnson, Pres., Doris Perry, 

ecy. 

Fox River Valley Traffic Club (Nee- 
nah, Wis.) Walter Fedlund, Pres.; F. 
Otis, Secy. 

Fox Valley Traffic Club (Aurora, Iil.) 
Thorold Guzeman, Pres.; Ralph Girar- 
det, Secy. 

Fresno, Cal., Transportation Club. 
Edward Rutherford, Pres.; Benton Pas- 
chall, Secy. 

Galveston, Transportation and Foreign 
Trade Club of. J. W. Stechmann, Pres.; 
R. S. Freeman, Secy.-Treas. 

Goldsboro, N. C.—Eastern North Caro- 
lina Traffic Club. S. M. Jones, Pres.; H. 
W. White, Secy.-Treas. 

Grand Rapids Transportation Club. 
ay H. Fahrner, Pres.; M.:W. Vermaire, 

ecy. 

Green Bay (Wis.) Traffic Club. George 
Stoik, Pres.; Leroy Krueger, Secy. 

Hagerstown, Md., Traffic Club. Car- 
roll France, Pres.; J. J. Sentner, Secy. 

Hamilton (Ont.) Traffic Club. F. T. 
Parker, Pres.; A. M. Johns, Secy. 

‘Hartford, Conn.—Transportation Bu- 
reau of Hartford Chamber of Commerce. 
Herbert G. Topp, Chairman; C. Harris 
Crook, Vice-Chairman. 

Hartford, Conn., Women’s Traffic Club 
of. Grace L. Weller, Pres.; Virginia De- 
vanny, Secy. 

High Point (N. C.) Traffic and Trans- 
portation Club. I. B. Dunn, Pres.; G. T. 
Smith, Secy.-Treas. 

Houston Traffic Club. J. A. Dana, 
Pres.; A. U. Zurborg, Secy. 


Indianapolis Motor Transportation 
Club. E. C. Lipp, Pres.; John Gedig, 
Secy. 


~ I Traffic Club of. R. H. 
Ross, Pres.; ecy.-Treas. 
Indianapolis Women’s ‘Traffic Club. 
M. Kissel, Pres.; Marjorie White, Secy. 
Jackson, Miss., Traffic Club. J. W. 
Smith, Pres.; F. B. Aikin, Secy. 
Jacksonville (Fla.) Traffic Club. J. H. 


Gercken, Pres.; A. Q. Harris, Secy.- 
Treas. 
Jamestown (N. Y.) Transportation 


Club. Roy Olofson, Pres.; K. C. Johnson. 
Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. 
M. Oberman, Pres.; C. Morrow, Secy. 

Jersey City (N. J.) Traffic Club. E. A. 
Meyer, Pres.; Frank J. Jones, Secy. 

Kalamazoo Traffic Club. A. R. Kloost- 
erman, Pres.; Elmer L. Johnson, Secy. 

Kanawha Valley Traffic Club (Charles- 
ton, W. Va.). L. H. Corley, Pres.; Dick 
Moore, Secy. 

Kansas City, Industrial Traffic Man- 
agers Association of. 

Kansas City, Transportation Club of. 
H. G. Bekemeier, Pres.; A. Paul Rinins- 
land, Secy. 

Kansas City, Traffic Club of. P. J. 
Patten, Pres.; T. A. Neidenberger, Secy.- 
Treas. 

Ky.-O.-Va. Traffic Club (Ashland, Ky.) 
J. H. Cross, Jr., Pres.; Jack D. Keating, 
Secy.-Treas. 
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ciation Traffic Club. Howard P. Gabriel, 
Pres.; R. W. Stover, Secy.-Treas. 

Lansing (Mich.) Traffic Club. C. E. 
Clark, Pres.; W. M. McCloud, Secy. 

Lehigh Valley, Traffic Club of the. 
Laas > Pa.) George W. Thoma, Pres.; 

P. R. Kocher, Secy. 

‘Lima (Ohio) Traffic go V. H. Lo- 
gan, Pres.; Floyd Clark, S 

Lincoln (Neb.) Traffic Club. D. F. 
Frohardt, Pres.; A. L. Grass, Secy. 

Long Beach (Calif.) Traffic Club. R. 
L. Allen, Pres.; G. F. Seybold, Secy. and 
Treas. 

Long Beach — Los Angeles Harbor, 
Women’s Traffic Club of. Ella M. Eaton, 
Pres.; Virginia Capolungo, Secy. 

Long Island Traffic Club. B. J. Mc- 
Sweeney, Pres.; Wm. Strohsal, Secy.- 
Treas. 

Longview (Wash.) Transportation 
Club. Lee Tompkins, Pres.; George E. 
Mickel, Secy.-Treas. 

Los ‘Angeles, Calif.-Harbor Transpor- 
tation Club. Carl Wadsworth, Pres.; D. 
H. Hughes, Secy.-Treas. 

Los Angeles, Calif—Rail and Water 
Club. G. H. Lewis, Pres.; A. E. Norr- 
bom, Secy. 

Los Angeles Traffic Managers’ Con- 
ference. H. E. Noyes, Pres.; Ralph Cran- 
dall, Secy. 

Los Angeles Transportation Club. D. 
G. Shearer, Pres.; W. McGowan, Secy.- 
Treas. 

Los Angeles Women’s Traffic Club. 
Charle Jean Cullum, Pres.; Ida Wood- 
ruff, Corr. Secy. 

Louisville Transportation Club. John 
L. Weeks, Pres.; R. W. Ernst, Secy.- 
Treas. 

Louisville, Women’s Traffic Club of. 
Theo Stewart, Pres.; Charlotte Himmel- 
haver, Secy. 

Lower Rio Grande Valley, Traffic Club 
of; Pres., J. H. Hartzog; Secy.-Treas., 
L. J. Deasy. 

Mansfield (O.) Traffic Managers’ Divi- 
sion of the Manufacturers’ Club. C. K. 
Smaltz, Chairman; A. D. Caddell, Secy. 

Memphis Traffic Club. C. W. Pearce, 
Pres.; N. C. Osborn, Secy.-Treas. 

Memphis — Women’s Traffic Club. 
Angea Lee, Pres.; E. J. Berryhill, Secy.- 
Treas. 

Meridian, Miss., Transportation and 
Traffic Club. H. G. Fitts, Pres.; W. H. 
Thompson, Secy. 

Miami (Fla) Traffic Club. J. F. Stur- 
divant, Pres.; R. K. Johnson, ay. -Treas. 

Miami Valley (Dayton, O.) Traffic 
Club. Clyde Haynes, Pres; G. C. 
Stoecklein, Secy. 

Milwaukee, Junior Traffic Club of. 
A. M. Spahn, Pres.; G. F. Mueller, 
Secy.-Treas. 

Milwaukee Traffic Club. James. E. 
Quinn, Pres.; Ralph M. Heinan, Secy. 
and Treas. 

Milwaukee, Woman’s Traffic Club of. 
——? Blask, Pres.; Esther Bannister, 
ecy 


Minneapolis Junior Traffic Club, Rob- 


ert McCormick, Pres.; Robert "Scott, 
Secy. ; 
Minneapolis, Traffic Club of. L. E. Ed- 


wards, Pres.; L. A. Hart, Secy. 

Mobile Traffic and Transportation 
Club. William J. Thorworth, Pres.; 
S. Marvin Graham, Secy. -Treas. 


Montreal (Can.), Traffic Club of. 
Norman Van Wyck, Pres.; F. J. Stock, 
Secy.-Treas. 


Muskegon (Mich.), Greater, Transpor- 
tation Club. F. W. Heidman, Pres.; Carl 
Johnson, Secy 

Nashville ¢ (Tenn.) Traffic and Trans- 





portation Club. Frank A. Gaines, Pres.; 
F. E. Hilliard, Secy.-Treas. 

Newark (N. J.) Traffic Club. H. G. 
Regan, Pres.; A. N. Granzen, Secy. 

New Bedford, Mass., Traffic Club. 
William C. Raymond, Pres.; J. D. Bab- 
cock, Secy. 

New Britain (Conn.) Traffic Associa- 
tion. P. G. Gaffney, Pres.; B. G. Krano- 
witz, Secy. 

New England, Traffic Club of. 
ton, Mass.) Albert F. Ruby, Pres.; G. J. 
Smith, Secy.-Treas. 

New England, Women’s Traffic Club 
of (Boston, Mass.) Esther M, Freeman, 
Pres.; Winifred B. Gilboy, Cor. Secy. 

New Haven (Conn.) Chamber of Com- 
merce, Traffic Club of. George E. Robb, 
Pres.; Vincent Reynolds, Secy.-Treas. 

New Haven (Conn.) Women’s Traffic 
Club. Evelyn L. McMeken, Pres.; Jessie 
M. Ardolino, Secy.-Treas. 

New Jersey Industrial Traffic League 
(Newark, N. J.). W. J. Horrer, Pres.; 
G. E. Martin, Secy. 

New Orleans, Traffic Club of. A. M. 
Dardis, Pres.; Rene J. Pigeon, Secy. 

New Orleans, Women’s Traffic and 
Transportation Club of. Catherine L. 
Cormier, Pres.; Marion Bienvenue, Cor. 


ecy. 
New York, Metropolitan Traffic Asso- 
ciation of. J. J. Lenahan, Pres.; J. J. 
Donnelly, Secy. 

New York, Traffic Club of. H. L. 
Lauby, Pres.; G. H. Burtis, Secy. 

New York—Women’s Traffic Club of 
New York. Ethel A. Appleton, Pres.; 
Rose Jane Ober, Corr. Secy. 

Norfolk - Portsmouth (Va.) Traffic 
Club. P. S. Gornto, Pres.; D. J. Foley, 
Secy. 

Norristown, Pa., Traffic Club of Paul 
H. Troutman, Pres.; Louis G. Smith 
Secy. 

North Carolina, Eastern, Traffic Club. 
(Fayetteville, N. C.) G. F. Dempsey, 
Pres.; H. W. White, Jr., Secy.-Treas. 

Northwestern Pennsylvania Transpor- 
— and Traffic Club. F. E. Hufford, 

res. 

Norwich, Conn.; Traffic Club of East- 
ern Connecticut. W. B. Chadbourne, 
Pres.; Rex Brown, Secy. 

Oakland (Calif.) Traffic Club. Joe 
Patton, Pres.; R. D. Stokes, Secy. 

Oakland, Calif., Women’s Traffic Club 
of. Margaret Garvey, Pres.; Marjorie 
Meredith, Corr. Secy. 

Oil City-Franklin “ipa.) Traffic Club. 
2 Walter Fenner, Pres.; J. H. Lavery, 

ecy 

1, EE City Transportation Club. 
B. C. Milliken, Pres.; L. V. Van Horn, 
Secy.-Treas. 

Omaha Traffic Club. C. W. Nelson, 
Pres.; Bruce F. Mahon, Jr., Secy. and 
Treas. 

Omaha, Women’s Traffic Club of. Lu- 
cille Sharp, Pres.; Corrine Davis, Corr. 
Secy. 

Orlando (Fla.) Central Florida Traf- 
fic Club. F. E. Godfrey, Pres.; J. A. 


Peoria (Ill.), Transportation Club of. 
E. T. Willson, Pres.; L. R. Barnewolt, 
Secy.-Treas. 

Philadelphia, Commercial Traffic Man- 
agers of. G. E. Miller, Pres.; E. D. Heil- 
brun, Secy. 

Philadelphia, Traffic Club of. C. J. 
Goodyear, Pres.; S. B. Neiman, Secy. 

Philadelphia, Traffic and Transporta- 
tion Club of. Edward Bolton, Pres.; 
J. E. Bellwoar, Secy. 


Philadelphia Women’s Traffic Club. 
Frances Snyder, Pres.; Thelma Clem- 
mency, Corr. Secy. 


‘Davidson, Secy.-Treas. 
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Phoenix (Ariz.) Traffic Club. W. C. 
O’Connor, Pres.; Miriam A. Burson, 
Secy.-Treas. 

Pittsburgh, Traffic Club of. A. C. 
Schweitzer, Pres.; W. H. Morrow, “Secy. 

Pittsburgh, The Traffic and Transpor- 
tation Association of. Theodore Hoover, 
Jr., Pres.; William P. Daley, Secy. 

Pittsburgh, Women’s Traffic Club of. 
Bessie A. Dixon, Pres.; Mary Podgorny, 
Corr. Secy. 

Pontiac (Mich.) Traffic Club. R. F. 
Hardy, Secy. 

Portland (Ore.) Industrial Traffic Club. 
— Smith, Pres.; Erman E. Mitts, 

ecy. 

Portland, Ore., Junior Traffic Club of. 
wae Birtchet, Pres.; R. J. Hastings, 


ecy. 

Portland (Ore.) Transportation Club. 
George W. Hartwell, Pres.; C. W. Laird, 
Secy.-Treas. 

Portland (Ore.), Women’s Traffic and 
Transportation Club of. Edna Rutledge, 
Pres.; Hazel Whitehouse, Secy. 

Providence, R. I.—Traffic Club of the 
Providence Chamber of Commerce. _T. 
F. Durkin, Pres.; A. H. Ferguson, Secy. 

Queens County Traffic Club, Long Is- 
lent City, N. Y. James Duhl, Pres.; R. 

. O’Neil, Secy. 

“ee (Ill.) Traffic and Transporta- 
tion Club. J. E. Brown, Pres.; Ralph 
Miller, Secy. 

Racine-Kenosha Women’s Traffic As- 
sociation. Hallie Rosienski, Pres.; Ca- 
mille LeBrasca, Secy. 

Racine Traffic Club. Ollie Hansche, 
Pres.; L. J. Orthe, Secy. 

Racine Transportation Club. E. Pfeif- 
fer, Pres.; Roger M. Lange, Secy. 

Raritan Traffic Club (Manville, N. J.). 
Milton Stoll, Pres.; Joseph M. Hayes, 
Secy. ; 

Reading (Pa.) Traffic Club. R. C. 
Folk, Pres.; O. Daniel Dreyer, Secy.- 
Treas. 

Reading (Pa.), Women’s Traffic Club 
_ Edith Ellis, Pres.; Ruth Shugard, 

ecy. 

Richmond, ‘Va., Junior Traffic Club. 
J. F. Meredith, Pres.; L. D. Lacy, Jr., 
Corr. Secy. 

Richmond (Va.) Traffic Club. W. L. 
Pierce, Pres.; R. M. Fergusson, Secy. 

Rochester, N. Y. — Transportation 
Club of the Rochester Chamber of Com- 
merce, Norman G. Kleisley, Pres.; F. W. 
Burton, Secy.-Treas. 

Rock River Valley Traffic Club, Rock- 
ford; Ill. Roy E. Williams, Pres.; F. F. 
Thies, Secy. 

Rome, N. Y., Traffic Club. F. G. 
McKevitt, Pres.; J. S. Davis, Secy. 

Sabine District (Beaumont, Texas), 
Traffic Club (Beaumont Orange, Port 
Neches, Port Arthur). F. K. Stevens, 
Pres.; K. D. Schwartz, Secy. 

Sacramento (Calif.) Transportation 
Club of. C. R. Harmon, Pres.; J. M. 
Hanlon, Secy. 

Saginaw (Mich.) Traffic Club. Thom- 
as Zacharias, Pres.; E. C. Cherry, Secy.- 
Treas. 

St. Clair River District Transportation 
Club. O. L. Metzger, Pres.; Robert Lam- 
kin, Secy. 

St. Joseph (Mo.) The Traffic Club of. 
M. B. Williams, Pres.; Harold Hardy, 
Secy.-Treas. 


St. Louis, Metropolitan: Junior Traf- 
fic Club of. R. Paul Yellen, Pres.; Roy 
L. Eyster, Secy. 

St. Louis Traffic Club. Joseph E. Hitt, 
Pres.; John F. Flynn, Secy.-Treas. 

St. Louis, Women’s Traffic Club of 
Metropolitan. Ann D. Serwan, Pres.; 
Ethel Ogle, Secy. 
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St. Paul (Minn.), Junior Traffic Asso- 


ciation of. R. V. King, Pres.; K. T. Buth. © 


Secy. 

St. Paul Transportation Club. J. R. 
Teasdale, Pres.; C. A. Liggett, Secy. 

Salt Lake City, The ‘Transportation 
Club of. C. J. Fischer, Pres.; J. K. 
Zorn, Secy. and Treas. 

San Antonio (Tex.) Traffic Club. M. 
G. Niebuhr, Pres.; G. W. Harris, Secy.- 
Treas. 

San Diego (Calif.) Transportation 
Club. J. J. Reynolds, Pres. 

San Francisco Industrial Traffic Asso- 
ciation. T. J. Label, Pres.; G. T. Gleason, 
Secy. 

San Francisco, Junior Traffic Club of. 
Charle G. Wilcox, Pres.; B. R. Newlon, 
Jr., Secy. 

San Francisco, Pacific Traffic Associa- 
tion of. T. F. Luedtke, Pres.; Rudolph 
Illing, ex-Secy. 

San Francisco Transportation Club. 
oh S. Johnson, Pres.; W. C. Mittelberg, 

cy. 

San Francisco Women’s Traffic Club. 
— Schmitt, Pres.; Sophie Rogell, 


San Pedro, (Cal.) Harbor Transpor- 
tation Club. Jay V. Connett, Pres.; A. 
J. Deller, Secy. 

Santa Clara County Transportation 
Club. (San Jose, Calif.) Bruce Stern, 
Pres.; Robert M. Ritchey, Secy.-Treas. 

Sarnia (Ont.) and District Traffic 
Club. Clarence Dawson, Pres.; S. Per- 
kins, Secy. 

Seattle Industrial Traffic Managers’ 
Association. O. W. Hardesty, Pres.; R. 
W. Flinkman, Secy. 

Seattle, The Transportation Club of. 
Warren G. Smith, Pres.; S. O. Yocum, 
Secy.-Treas. 

Seattle, Women’s Traffic and Trans- 
portation Club of. Agnes Horak, Pres.; 
Hazel Tatlock, Secy. 

Sheboygan (Wis.) Traffic Club. Joseph 
Kullman, Pres.; H. A. Augustine, Séecy.- 
Treas. 

Shreveport (La.) Traffic and Trans- 
portation Club. E. B. Wilson, Jr., Pres.; 
J. P. Finn, Secy.-Treas. 

Sioux City Traffic Club. W. L. Lun- 
. Pres.; Howard Youngdahl, Secy.- 


as. 

South Bend (Ind.) Transportation 
Club, Milton Schulz, Pres.; John J. 
Douglass, Secy.-Treas. 

Southern Wisconsin Traffic Club. Be- 
loit, Wis. se Kraeplin, Pres.; D. R. 


, Secy.-Treas. 

Springfield (Ill.), The Transportation 
Club of. Walter J. Swaja, Pres.; W. G. 
Bahlow, Secy.-Treas. 

Springfield (Mass.) Traffic Club. 
Frank P. Fleming, Pres.; R. D. Fuller, 
Secy.-Treas. 

Springfield (Mass.), Women’s Traffic 
Club of. Cecilia M. Guiney, Pres.; Evelyn 
H. Trudeau, Secy. 

Springfield, Mo., Traffic Club of. H. A. 
— Pres.; George Helfrecht, Secy.- 

as. 


Springfield (O.) Ladies Traffic Club. 
Edith Bajai, Pres.; Shonnet Ross, Secy. 
Springfield, O., Traffic Club. John 
Shoemaker, Pres.; F. W. Kalbfus, Secy. 
Spokane Transportation Club. C. W. 
meckstroth, Pres.; E. S. Braden, Secy.- 
as 


Stockton, Cal., Traffic Club. J. F. 
Malloy, Pres.; H. A. Molgard, Secy. 
Syracuse (N. Y.) Traffic Club. Harold 
A. LeChien, Pres.; J. V. McMahon, 
Treas. 
Tacoma (Wash.) Industrial Traffic As- 


sociation. H. D. Smith, Pres.; Wendell 
Jones, Secy. 


Tacoma (Wash.) Transportation Club. 
C. J. Ryan, Pres.; E. J. Pole, Secy. 

Tampa, Fla.—Traffic Club of. W. A. 
=— Pres.; J. A. Crawford, Jr., 

ecy. 

Terre Haute (Ind.) Transportation 
Club. Harold V. Scott, Pres.; Wm. 
Thoms, Secy. 

Texarkana ‘Traffic Club. Wilbur 
Smith, Pres.; C. C. Blair, Secy. 

Tiffin, O., Traffic Club. A. V. Cuth- 
bert, Pres. 

Toledo (O.) Transportation Club. J. E. 
Black, Pres.; C. H. Lorenz, Secy. 

Topeka, Kan., Traffic Club of. C. A. 
Alberg, Pres.; S. C. Bennett, Secy.- 
Treas. 

Toronto (Can.), Transportation Club 
of. G. E. Walton, Pres.; William G. 
Hamilton, Secy. 

Trenton (N. J.) Traffic Club. A. A. 
Black, Pres.; W. J. Werts, Secy. 

Women’s Traffic Club of Trenton, 
N. J. Bette Dickey, Pres.; Lois Clayton, 


Secy. 

Tri-City (Moline, Ill.) Traffic Club 
(Moline, Rock Island and Davenport). 
Al P. Schmitt, Pres.; H. L. Hill (Moline), 
Secy.-Treas. 

Tri-State (Joplin, Mo.) Traffic Club 
(Kansas-Missouri-Oklahoma). C, C. Ivie, 
Pres.; E. C. Toutz, Secy.-Treas. 

Tri-State (Cumberland, Md.) Traffic 
Club (Md., Pa., W. Va.), Earl D. Chaney, 
Pres.; J. L. Carnochan, Secy. 

Triple Cities (Binghampton, N. Y.) 
Traffic Club (Johnson City, Binghamton 
and Endicott, N. Y.) G. K. Doolittle, 
Pres.; P. A. Radicchi, Secy. 

Tulsa (Okla.), Traffic Club of. F. A. 
Shellhorn, Pres.; Fred C. Stock, Secy.- 
Treas. 

Tulsa, Okla., Women’s Traffic Club of. 
— Reed, Pres.; Sylvia Harmony, 

ecy. 

Twin City Women’s Traffic Club (Min- 
neapolis and St. Paul), Anne Howard, 
Pres.; Rose Beranek, Secy. 

Twin City Traffic Club (St. Joseph 
and Benton Harbor, Mich.) B. S&S. 
Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.). Traffic Club of Utica 
Chamber of Commerce. J. W. Thomas, 
Pres.; M. J. O’Mahoney, Secy.-Treas. 

Wachusett Traffic Club (Fitchburg, 
Mass.). Edward F. Perreault, Pres.; 
John J. Manning, Secy.-Treas. 

Waco (Tex.) Traffic & Commerce 
Association of. R. L. Goebel, Pres.; 
S. C. O’Neal, Secy. 

Waco (Tex.) Traffic Club. G. W. Rob- 
erson, Pres.; S. C. O’Neal, Secy.-Treas. 

Washington (D. C.). The Traffic Club 
of. Lt. Col. I. C. Olsen, Pres.; C. E. 
Milford, Secy.-Treas. 

Washington, D. C., Women’s Traffic 
Club of. Georgella Hefty, Pres.; June 
Beam, Secy. 

Waterloo (Iowa) Transportation Club. 
Joseph Schmicher, Pres.; A. M. Lane, 
Secy.-Treas. 


Waukegan-North Chicago Traffic Club. 
A. F. Heckler, Pres.; George Shea, Secy. 

Western North Carolina Traffic Club 
(Asheville, N. C.). Robert D. Darden, 
Pres.; Tom Reeves, Secy.-Treas. 

Wichita, Traffic Club of. C. F. Thomas, 
Pres.; L. C. Marshall, Secy.-Treas, 

Wichita, Traffic Club of. E. E. Kohl- 
wes, President; Lee C. Marshall, Secy.- 
Treas. 

Wilmington, Calif. Harbor Transpor- 
tation Club. Ray Prebish, Pres.; W. D. 
Wilkie, Secy. 

Wilmington, Del., The Traffic Club of. 
R. E. Wooleyhan, Pres.; C. F. Miller, 
Secy.-Treas. 

Wilmington, Del., Women’s Traffic and 
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Transportation Club. Esther C. Price, 
Pres.; Mary E. Martin, Secy. 

Winston-Salem (N. C.) Traffic Club. 
M. P. McLean, Pres.; J. H. Rash, Secy.- 
Treas. 

Worcester (Mass.) Traffic Association. 
Walter T. Nelson, Pres.; Leo E. Wissell, 
Secy. 

Wyoming Valley (Wilkes Barre, Pa.) 
Traffic Club. Thomas Palmer, Pres.; B. 
F. Bonham, Secy.-Treas. 

York (Pa.) Traffic Club. W. C. Cad- 
wallader, Pres.; D. M. Weller, Secy. 

Youngstown, O., Traffic Forum. F. W. 
Bennett, Pres.; C. F. Hoover, Secy. 








MISCELLANEOUS 
DECISIONS 


- Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
tight, 1947, by West Publishing Company. 


REGULATION OF COMMON 
CARRIERS 


(District Court, E. D. Arkansas, 
W. D.) The provision of Interstate Com- 
merce Act including “pipe line com- 
panies” in definition of common carriers 
brings within its orbit all those who 
are engaged in transportation of oil by 
pipe line, irrespective of who owns the 
facilities of transportation or the prop- 
erty transported. Interstate Commerce 
Act, Secs. 1-27, 1(1) (b), (3) (a), 49 
U.S. C. A. Secs. 1-27, 1 (1) (b), (3) (a). 
(Schmitt vs. War Emergency Pipelines, 
72 Fed. Supp. 156.) 


(District Court, D. NeW Jersey.) 
Agreement of carrier not to make claim 
for or sue for unpaid demurrage charges 
in consideration of consignee’s not mak- 
ing a claim against or filing suit against 
carrier for losses caused by carrier’s 
negligence and delays in delivery was 
void as against public policy and as in 
breach of inhibitions of Interstate Com- 
merce Act and did not furnish defense 
against carrier’s suit for unpaid demur- 
rage charges. Interstate Commerce Act, 
Sec. 6(7), 49 U. S. C. A. Sec. 6(7). 

Carrier’s agreement not to make claim 
for or sue for any unpaid demurrage 
charges in consideration of consignee’s 
not making claim against or filing suit 
against carrier for loss caused by car- 
rier’s negligence and delays in delivery 
could net be set up by consignee as an 
estoppel against carrier, precluding col- 
lection of full amount of transportation 
charges. 

Where bill of lading provides that as 
condition precedent to recovery, claims 
must be filed in writing with carrier 
within nine months after delivery of 
property, failure to file claims within 
nine months after delivery of property 
precluded recovery for damages as a 
result of carrier’s negligence and delays 
in delivery. (Norton vs. Shotmeyer, 72 
Fed. Supp. 188.) 

(District Court, D. Massachusetts.) 
Competitors were parties in interest 





qualified to bring action to set aside 
an order of the Interstate Commerce 
Commission granting certificates of pub- 
lic convenience and necesstiy to common 































































































































































































































































































































































































































































































1062 






carrier by motor vehicle, though they 
were not parties to proceedings before 
the commission. Jud. Code, Sec. 207, 
28 U. S. C. A. Sec. 41 (28); Interstate 
Commerce Act, Sec. 206(a), 49 U. S.C. A. 
Sec. 306(a). 

An order of the Interstate Commerce 
Commission granting certificates of pub- 
lic convenience and necessity to common 
mon carrier by motor vehicle could be 
vacated, only if it was based upon find- 
ings of fact which were not supported 
by substantial evidence or if its rulings 
and conclusions were found to be arbi- 
trary or capricious or the result of an 
erroneous interpretation of the law. 
Jud. Code, Sec. 207, 28 U. S. C. A. Sec. 
41(28); Interstate Commerce Act, Sec. 
206(a), 49 U. S. C. A. Sec. 306(a). 

The court could not say that the In- 
terstate Commerce Commission’s find- 
ings of fact, on which it based an order 
granting certificates of public conven- 
ience and necessity to common carrier 
by motor vehicle, were not supported 
by substantial evidence, in absence of 
all the evidence which was presented to 
the Commission and upon which it based 
its findings of fact. Jud. Code, Sec. 207, 
28 U. S. C. A. Sec. 41 (28); Interstate 
Commerce Act, Sec. 206(a), 49 U. S. 
C. A. Sec. 306(a). 


Where court did not have before it 
all of the evidence which was presented 
to the Interstate Commerce Commission 
and upon which it based its findings of 
fact as predicate to issuance of order 
granting certificates of public conven- 
ience and necessity to common carrier 
by motor vehicle, court was entitled to 
consider only whether the rulings, con- 
clusions and order of the Commission 
were supported by the findings as made 
by it, and whether those rulings, con- 
clusions and order, were the result of an 
erroneous interpretation of the law. 
Jud. Code, Sec. 207, 28 U. S. C. A. Sec. 
41(28); Interstate Commerce Act, Sec. 
206 (a), 49 U. S.C. A. Sec. 306(a). 


Whether an applicant for a certificate 
of public convenience and necessity is 
the operator of motor vehicles which it 
uses but does not own and is therefore 
a carrier by motor vehicle, cannot be 
decided by the existence of any single 
factor such as the names used on bills 
of lading or displayed on vehicles, the 
method of payment for services per- 
formed, or the terms of the agreement 
between the parties, but decision de- 
pends on a full consideration of all the 
conditions connected with the transpor- 
tation service. Interstate Commerce Act, 
Sec. 203(a) (14), 49 U. S. C. A. Sec. 
303(a) (14). 

Record established that rulings, con- 
clusions and order of the Interstate 
Commerce Commission granting certifi- 
cates of public convenience and neces- 
sity to transportation company as a 
common carrier by motor vehicle were 
supported by the findings made by the 
commission, and those rulings, conclu- 
sions and order were not the result of 
an erroneous interpretation of the law. 

In determining whether applicant for 
certificate of public convenience and 
necessity was a common carrier by 
motor vehicle, the Interstate Commerce 
Commission properly applied as a test 
the question whether vehicles were op- 
erated under direction and control of 
applicant and under its responsibility to 
the general public and the shipper. In- 
terstate Commerce Act, Sec. 203(a) (14), 
49 U.S. C. A. Sec. 303 (a) (14). 

In determining whether applicant for 





certificate of public convenience and 
necessity was a common carrier by 
motor vehicle, the Interstate Commerce 
Commission properly applied as a test 
the question of who is, in legal contem- 
plation, the operator of a truck where 
a motor carrier used vehicles which it 
does not own, with or without services 
of the owner or his representative. In- 
terstate Commerce Act, Sec. 203(a) 


(14), 49 U. S. C. A. Sec. 303(a) (14). | 


A conclusion of the Interstate Com- 
merce Commission that applicant for 
certificate of public convenience and 
necessity was responsible for direction 
and control-of operation of vehicles and 
responsible to the general public, founded 
on a rational basis, could not be dis- 
turbed by the court. (Auclair vs. United 
States, 72 Fed. Supp. 160.) 





(Supreme Court of New Mexico.) Su- 
preme Court did not have jurisdiction 
on removal from Corporation Commis- 
sion to review order of commission re- 
quiring oil pipe line operators to procure 
a license to operate pipe line and pay 
license fees, since power to make such 
order was not granted to commission by 
section of constitution providing for re- 
moval to and review by Supreme Court. 
1941 Comp. Secs. 69-301 to 69-312, 69- 
308; Const. art. 11, Sec. 7. (Murchison 
& Co. vs. State Corporation Commission, 
183 Pac. Rep. 2d. 155.) 





(Supreme Court of Ohio.) A railroad 
may enter into working agreement with 
motor transportation company or com- 
mon carrier by motor vehicle whereby 
the motor carrier furnishes substituted 
or auxiliary motor-carrier service for 
railroad and under such arrangement 
railroad does not become motor trans- 
portation company and the motor car- 
rier does not lose its character as a 
common carrier by motor vehicle. Gen. 
Code, Sec. 614-84(a). 

Evidence warranted granting of cer- 
tificates of public convenience and neces- 
sity to motor transportation company 
and motor carrier to furnish substituted 
or auxiliary motor carrier service for 
railroad. Gen. Code, Sec. 614-84(a). 

If different and specialized or limited 
transportation service is required or pro- 
posed by motor carrier, a new certificate 
of public convenience and necessity 
authorizing such service may be granted 
without first giving existing motor trans- 
portation companies a period of not less 
than 60 days in which to provide such 
service. Gen. Code, Sec. 614-87. 


Where motor carriers sought certifi- 
cate or public convenience and neces- 
sity to enable applicants to furnish sub- 
stituted or auxiliary motor carrier for 
railroad and freight which applicants 
would transport was moving by rail and 
would continue to move on railroad bills 
of lading, certificate could be granted 
without giving existing motor carriers 
60 days’ notice in which to provide such 
service. Gen Code, Sec. 614-87. (Nor- 
walk Truck Line Co. vs. Public Utilities 
Commission, 74 N. E. Rep. 2d. 328). 





(Court of Appeals of Ohio, Hamilton 
County.) In action by railroad against 
shipper to recover a charge for demur- 
rage on a shipment of steel bars, burden, 
which never shifted, was on railroad to 
prove mailing of notice to shipper that 
the steel bars had arrived as required 
by rule of Public Utilities Commission 
providing that where address of con- 
signee is not known, notice of arrival 
must be sent by mail to shipper. 





TRAFFIC WORLD 





Where trial court in its findings of 
fact in railroad’s action against shipper 
to recover a charge for demurrage on 
shipment of steel bars did not find that 
notice to shipper of arrival of steel bars 
had been mailed to shipper as required 
by rule of Public Utilities Commission 
when consignee’s address is not known, 
it would be presumed that notice had 
not been mailed, since facts not found 
are presumed not to exist. 

In action by railroad against shipper 
to recover a charge for demurrage on 
a shipment of steel bars, trial court’s 
findings, which did not include a find- 
ing that notice of arrival of steel bars 
had been mailed to shipper as required 
by rule of public Utilities Commission 
where the address of the consignee is 
not known, were insufficient to support 
judgment for railroad. 

Where Court of Appeals had before it 
not only the findings of fact, but also the 
evidence on which the findings were 
based, the Court of Appeals could test 
the findings in determining what judg- 
ment to render. 

In action by railroad against shipper 
to recover a charge for demurrage on a 
shipment of steel bars, evidence sus- 
tained implied finding that railroad 
failed to mail to shipper notice of arrival 
of shipment of steel bars as required by 
rule of Public Utilities Commission 
where the address of the consignee is 
not known. 

Where burden was on plaintiff to es- 
tablish mailing of notice to defendant, 
trial court could not find that notice had 
been mailed unless it could say that on 
the evidence it was more probable that 
notice had been mailed than that it had 
not been mailed, and if the evidence was 
equally balanced, court could not make 
an affirmative: finding that notice was 
mailed.. (New York Cent. R. Co., vs. 
Karl Kiefer Mach. Co. 74 N. E. Rep. 2d. 
416.) 


(District Court, N. D. Alabama, S. D.) 
Contracts, by which interstate common 
carriers by rail agreed to pay warehous- 
ing and cartage company 14c per 100 
pounds to perform for them pick-up and 
delivery service in Birmingham offered 
by carriers in their tariffs providing for 
allowance of 5c per 100 pounds to con- 
signors electing to provide such service 
for themselves, were lawful, and cartage 
company was entitled to compensation 
pursuant to contract for transporting at 
owner’s direction goods held in storage 
in its warehouse to railroad depot for 
shipment. Interstate Commerce Act, 49 
U.S. C. A. Sec. 1 et seq. (Harris Trans- 
fer & Warhouse Co. vs. Louisville & 
N. R. Co., 72 Fed. Supp. 389). 





(District Court, D. New Jersey.) In 
action by railroad to recover demurrage 
charges, defendant’s averment that de- 
murrage claims of railroad were caused 
by the bunching of cars by railroad was 
insufficient to defeat railroad’s right to 
recover in absence of proof that claim 
for bunching was presented in writing to 
railroad’s agent within 30 days after 
date on which bill for demurrage was 
rendered. (Norton vs. N. B. Fairclough, 
Inc., 72 Fed. Supp. 308). 





(District Court, D. New Jersey.) 
“Bunching” of cars was not a defense to 
recovery of unpaid demurrage charges, 
in absence of-affirmative proof that no- 
tice required by tariff had been given. 
(Norton vs. Supreme Fuel Sales. Co., 72 
Fed. Supp. 287). 
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LOSS and DAMAGE 
DECISIONS 


Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








LOSS OF OR INJURY TO GOODS 


(Municipal Court of Appeals for the 
District of Columbia.) The purpose of 
the Carmack Amendment to the Inter- 
state Commerce Act was to achieve uni- 
form liability for loss of or damage to 
goods transported in interstate com- 
merce. Interstate Commerce Act, Sec. 
20(11), 49 U. S. C. A. See. 20(11). 

A provision in a contract of carriage 
limiting liability to a valuation declared 
for the purpose of determining which of 
two alternative rates is applicable to the 
shipment is valid. Interstate Commerce 
Act, Sec. 20(113, 49 U. S. C. A. Sec. 
20(11). 

Under the Carmack Amendment to 
the Interstate Commerce Act, a carrier 
may limit its liability in cases of failure 
to deliver a shipment to a valuation de- 
clared for the purpose of determining 
which of two alternative rates is applic- 
able to the shipment regardless whether 
such failure to deliver is deemed a mis- 
delivery or a non-delivery. Interstate 
Commerce Act, Sec. 20(11), 49 U. S. 
C. A. Sec. 20(11). 

Knowledge of a shipper that the rate 
applicable to the shipment is based upon 
the value is presumed from the terms 
of the bill of lading and the published 
schedules filed with the Interstate Com- 
merce Commission. Interstate Com- 
merce Act, Sec. 20(11), 49 U. S. C. A. 
Sec. 20(11). 

Under the Interstate Commerce Act, 
railroad could limit liability even in case 
of negligence, by affording the shipper 
an opportunity to pay a higher rate and 
secure a higher recovery than the one 
initially fixed by the carrier. Interstate 
Commerce Act, Sec. 20(11), 49 U. S. 
C. A. Sec. 20(11). 

The theory back of the Carmack 
Amendment to the Interstate Commerce 
Act, as interpreted by the Supreme 
Court, is that to allow one shipper to 
recover more than the so-called released 
value, in case of loss, would be-to give 
that shipper a preference over others 
similarly situated and thus violate the 
whole spirit of the interstate commerce 
act. Interstate Commerce Act, Sec. 
20(11), 49 U. S. C. A. Sec. 20(11). 

A plaintiff who elected to make inter- 
State shipment of household goods on a 
railroad at the lowest rate provided by 
tariff on file with Interstate Commerce 
Commission, rather than paying a high- 
er rate commensurate with a higher 
evaluation, was estopped to claim the 
higher value when the railroad failed 
to deliver part of the shipment. Inter- 
State Commerce Act, Sec. 20(11), 49 
U. S. C. A. Sec. 20(11). (Jacobson vs. 
Pennsylvania R. Co., 54 A. Rep. 2d 575.) 





(Supreme Court of Alabama.) In ac- 
ton for loss of baggage by interstate 
Passenger against terminal company 
furnishing terminal facilities for several 
railroads as to “red cap” service, refusal 
to admit local and joint passenger car- 


rier tariff in evidence over plaintiff's 
objection was reversible error. (Birm- 
ingham Terminal Co. vs. Wilson, 31 So. 
Rep. 2d 563.) 


(Supreme Court of South Carolina.) 
In action for death of mules because 
of alleged improper care while being 
transported by defendant railroad, plain- 
tiff mule dealer, railroad’s car inspector, 
party who fed mules during transport 
and veterinarian were competent to tes- 
tify as to the health condition of the 
mules at the time they inspected mules. 

In an action for death of mules dur- 
ing transport by railroad, where the 
testimony was positive that the mules 
were fed molded alfalfa hay, the manner 
in which the animals obtained such hay 
was a question for the jury. 

When carrier fails to deliver goods 
received for shipment or when he de- 
livers goods in a damaged condition, 
burden is cast upon him to show that 
he is not at fault. 

In absence of any provision to the 
contrary, measure of damages for prop- 
erty injured by carrier in course of 
transportation is ordinarily the differ- 
ence between its market value at its 
destination as it would have arrived but 
for such injury and its market value in 
condition in which it actually arrives. 

The measure of damages for livestock 
injured by carrier in course of trans- 
portation: is difference between market 
value of animals in condition at time 
they would have arrived but for car- 
rier’s negligence and their market value 
in their injured condition at time they 
did arrive. 

Where there is no evidence as to value 
of goods at their destination, recovery 
can be had from carrier as to value at 
shipping point instead, where goods 
were injured during transportation by 
carrier. 

In action for death of mules because 
of alleged improper care while being 
transported by railroad, instruction re- 
quiring jury to base damages on pur- 
chase price at shipping point plus freight 
rather than resale value at point of 





. destination was not prejudicial to de- 


fendant where plaintiff’s business was 
buying and selling of livestock at profit 
and no demand was made for more than 
cost of mules plus shipping charges. 

In action for death of mules alleged- 
ly caused by molded alfalfa hay tur- 
nished by railroad, admission of feed 
bill, amount of which was not an issue 
under pleading for purpose of showing 
when and where mules were fed and re- 
loaded by railroad, was not prejudicial 
error to railroad notwithstanding bill 
contained notations which were incon- 
sistent and confusing. (McElveen vs. 
Atlantic Coast Line R. Co., 43 S. E. Rep. 
2d 485.) 





(Court of Appeals of Ohio, Hamilton 
County.) Handling of shipment by rail- 
way express agency designated by rail- 
roads as their agent to carry express 
shipments was a “handling” by railroads 
within meaning of receipt issued to ship- 
per by express agency limiting liability 
of all carriers handling shipment by rea- 
son of specific rate charged to shipper, 
so that such limitation of liability inured 
to the benefit of railroad company in- 
strumental in transportation of shipment 
in railroad car over leased tracks and 
to benefit of lessor railroad company. 

That use of the word of “handling” as 
applied to freight or express shipments 
implies control, direction and movement 
of shipment from point of receipt to 


’ point of destination is common knowl- 
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edge. (Aetna Ins. Co. vs. Railway Ex- 
press Agency, 74 N. E. Rep. 2d. 425). 








SHIPPING 
DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








(Circuit Court of Appeals, Second Cir- 
cuit.) A case involving maritime con- 
tracts was not required to have been 
brought as a civil action but could have 
been instituted in admiralty, where cer- 
tain appeals from interlocutory decrees 
would have been authorized. Jud. Code, 
Sec. 129, 28 U. S. C. A. Sec. 227. 

Attempted appeals from rulings, 
which were lacking in finality, could not 
be saved by transferring case from civil 
docket to admiralty, even though case 
involved maritime contracts, where 
there was no allowance of the appeals 
by District Court as required, and espe- 
cially where application of such doctrine 
would foreclose one of the appellants, 
which had failed to take its appeal 
within the 15 days required by the ad- 
miralty statute. Jud. Code, Sec. 129, 28 
U. S._C. A. Sec. 227; Federal Rules of 
Civil Procedure, rule 54(b), 28 U. S. 
C. A. following section 723c. (Petroleum 
Corporation vs. Petroleum Heat & 
Power Co. 162 Fed. Rep. 2d. 327.) 





(Circuit Court of Appeals, Second Cir- 
cuit.) Trial court’s finding that a tug 
and her barges towed tandem accepted 
a two-blast signal to pass steamer star- 
board to starboard, and that in attempt- 
ing to carry out the maneuver the 
steamer carelessly dropped her starboard 
anchor and reversed her engines so near 
the barges that she swung her bow into 
them, was not clearly erroneous, and 
justified recovery of damages by barge . 
owners against owner of steamer. (Mor- 
ris & Cumings Dredging Co. vs. United 
States, 162 Fed. Rep. 2d. 441.) 


(Supreme Court of Washington, De- 
partment 1.) In action to recover dam- 
ages for injury to a scow which plaintiff 
had rented to defendant, for loss of use 
thereof occasioned by injury, and for 
necessary repairs, evidence established 
that injury to scow was caused by 
straining due to excessive speed while 
“bucking” the tide and neglect to prop- 
erly work pumps on the scow. 

The question of whether a vessel is 
seaworthy is one of fact, to be ascer- 
tained from the evidence introduced at 
the trial. 

In action for damages to scow which 

laintiff had rented to defendant, for 
oss of use thereof occasioned by injury 
and for necessary repairs, evidence es- 
tablished that scow was in good condi- 
tion and seaworthy when delivered to 
defendant. 

Where plaintiff rented scow to de- 
fendant, and defendant’s agents made 
a minute survey of scow and ascertained 
its condition before it started on trip, a 
warranty of seaworthiness on part of 
plaintiff would not be implied. 

In action for damages to scow which 
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plaintiff had rented to -defendant and 
for necessary repairs, evidence sustained 
determination that defendant had agreed 
to pay cost of repairs. 

Where plaintiff rented scow to de- 
fendant and damage to scow was caused 
by defendant, defendant was bound to 
make repairs and return scow in condi- 
tion in which it was when rented. 


Where defendant rented scow from 
plaintiff for $15 per day and damage to 
scow was caused by defendant, defend- 
ant was liable for $15 per day from time 
scow capsized until time it was fully 
repaired. (Angeles Gravel & Supply Co. 
vs. Crown Zellerbach Corp., 183 Pac. 
Rep. 2d. 482.) 


not be maintained. 





(Circuit Court of Appeals, Second 
Circuit.) Charterer of scow, as bailee, 
was secondarily liable for towing com- 
pany’s failure to protect scow from 
known dangers during a storm. 

Stevedores, who did all that was hu- 
manly possible after storm arose to pro- 


and deliver. 


Motor Recommended Reports 
(Continued from page 1022) 


New York (Carmel)—MC 108955, Daniel H. Stevens, dba 
Stevens Heavy Trucking, common carrier. Denial of certificate 
proposed, for want of prosecution. Prefabricated houses, lum- 
ber, flagstone, hay, cement blocks, and batteries, between 
Carmel, on the one hand, and, on the other, points in Conn., 


Me., Mass., N. H., N. J., N. Y., Pa., R. I., and Vt., over irregular 
routes. 


Michigan (Shelby)—-MC 108829, Trio Motor Sales, common 
carrier. Denial of certificate proposed. Fruits and vegetables, 
including cold-pack and partially processed products, but not 
those frozen or in hermetically sealed containers, in seasonal 
operation between July 1 and November 30, between points on 
Oceana county, Mich., and Chicago, Ill., and Louisville, Ky., 
over irregular routes, serving no intermediate points. 


Georgia (Lincolnton)—-MC 108751, Harvey G. Norman. 
common carrier. Certificate proposed. Passengers, between 
Lincolnton, Ga., and McCormick Spinning Mill, near McCormick, 
S. C., over a specified regular route, and return, serving no 
intermediate points. 


New Jersey (Jersey City)—-MC 108715, Edwin and Henry 
Knipper, dba E. & H. Trucking Co., common carrier. Denial of 
certificate proposed, for want or prosecution. Drugs, medicines, 
medical supplies, surgical dressings, disinfectants, shampoos, 
flavoring extracts, soaps and soap products, novelties, desk sets, 
cigarette lighters, leather goods, and tricycles, over irregular 
routes (1) between New York, N. Y., on the one hand, and, 
on the other, points in Hudson, Bergen, Passaic and Essex coun- 
ties, and those in Philadelphia county, Fa., and (2) between 
points in Philadelphia county, on the one hand ,and, on the 
other, points in the aforementioned N. J. counties. 

Wisconsin (Green Bay)—MC 108516, Sub. 2, Green Bay- 
Wausau Lines, Inc. Certificate proposed. Passengers and their 
baggage, newspapers and express, over specified routes in Wis., 
and return, serving named intermediate points. Applicant to 
submit signed statements that duplications in connection with 
authority granted in MC 108516 will be eliminated and appli- 
cation same, Sub. 1, will be dismissed. 

Virginia (Phoebus)—-MC 108432, Paul W. Sabo, dba Paul 
Saubo Transfer & Storage, common carrier. Denial of certifi- 
cate proposed. Household goods, between Newport News, Va., 
and points within 30 miles thereof, on the one hand, and, on the 
other, points in N. C., S. C., Ga., Fla., Ala., La., Miss., Tenn., 
Ky., W. Va., O., Pa., N. Y., N. J., Del., Md., and D. C. 


Pennsylvania (Donora)—-MC 108067, Sub. 3, Al Zeffiro 
Transfer & Storage, Inc. Certificate proposed. Prefabricated 
houses, in pieces or in sections, and heating systems, plumbing 
equipment, and hardware to be used in erection of such houses, 
from West Newton, Pa., to all points in Del., O., W. Va., and 
D. C., and points in described areas of Md., Va., and N. Y.; and 
rejected parts and pieces. 


Maine (Cundy’s Harbor)—MC 107171, Sub. 2, Juliano Bros., 
common carrier. Certificate proposed. Fresh, cleaned, frozen, 
and filleted’ fish, and fresh and canned shellfish and shellfish 
meats, from points in a described area of Me., to points in Conn. 
in the N. Y. commercial zone, in N. J., and in the Philadelphia 
commercial zone, and empty barrels ,boxes, and paper contain- 


tect scow, were not charged with any 
duty to move scow away from slip. 
(New York Trap Rock Corp. vs. Christie 
Scow Corp. 162 Fed. Rep. 2d. 624.) 
(District Court, N. D. California, 
S. D.) Where shipment of coffee was 
lost before it reached the ship’s tackle 
while it was on board lighter and bill of 
lading recited the fact of which con- 
signee was also otherwise advised, action 
based upon contract of delivery and ac- 
ceptance of shipment for transportation 
and failure to deliver as agreed could 


A “bill of lading” is at once a receipt 
and a contract. and as a receipt acknowl- 
edges the receipt of property on board 
vessel and as a contract it is an agree- 
ment to carry safely and deliver. 

The receipt of the goods lies at the 
foundation of the contract to carry and 
deliver, and if actually no goods are re- 
ceived there can be no contract to carry 


Where a carrier has given a clean bill 























TRAFFIC WORLD § ° 
of lading stating that cargo is on board ” 
when it is not, the carrier is ordinarily § ° 
estopped from denying the truth of the q 
statement against purchaser of bill of 4 
lading who has been misled by the rep- : 
resentation and has altered his position a 
to his detriment on the faith of the T 


representation. 

Where certificate stating that coffee 
was on board ship was signed by the 
captain in contemplation of receipt by 
the ship in regular course, of coffee 
which however was lost before receipt 
was effected and the fact was so stated 
in bill of lading and the consignee had 
knowledge of the fact before payment of 





draft for particular shipment, the ship n 
was not liable for breach of warranty § P 
nor was it estopped from denying liabil- - 
ity. : 
One who relies on estoppel must show b 
that he has acted on the faith of state- 
ment made, and there can be no estoppel al 
where both parties had information of § ? 
the real facts. (Ortega & Emigh vs. § 
Grace Line, 72 Fed. Supp. 302). “ 
a 
ers and fishermen’s supplies and equipment on return, over 
irregular routes. W 


Wisconsin (Eau Claire)—MC 107063, Sub. 7, Schumacher 
Motor Express, Inc. Certificate proposed. General commodi- 
ties, with exceptions, serving all points on U. S. highway 53 
between city limits of Eau Claire on the south and county high- 
way on the north in connection with authorized regular-route 
operations to and from Eau Claire over that highway. 


Texas (Pampa)—-MC 95865, Sub. 6, Earl Densmare and 
Henry Overall, dba D. & O. Trucking & Construction Co. Cer- 
tificate proposed. (1) Machinery, equipment, materials, and 
supplies used in connection with discovery, development, pro- 
duction, refining, manufacture, processing, storage, transmis- 
sion, and distribution of natural gas and petroleum and their 
products and by-products, and (2) in connection with construc- 
tion, operation, repair, servicing, maintenance, and dismantling, 
excepting stringing or picking up of pipe in connection with 
main or trunk pipe lines, between points in Tex., Okla., Kan., 
and Colo., and such commodities as require special equipment, 
other than those specified in (1) and (2), between points in 
Tex., Okla., and Colo., duplications to be eliminated. 


Oregon (The Dalles)—-MC 52946, Sub. 3, Cascade Trans- 
portation Co. Denial of certificate proposed. (1) Livestock, be- 
tween points in Wasco, Sherman, Jefferson, Gillian, Wheeler, 
Morrow, and Grant counties, Ore., on the one hand, and, on the 
other, points in Benton, Yakima, and Kittitas counties, Wash.; 
(2) fresh fruits and vegetables and cherries in brine between 
points in Hood River, Wasco, Gilliam and Sherman counties, 
Ore., on the one hand, and, on the other, points in Yakima and 
Benton counties, Wash.; (3) building materials, between points 
in Wasco county, on the one hand, and, on the other, points in 
King and Thurston counties, Wash.; and (4) machinery, be- 
tween points in Wasco county, on the one hand, and, on the 
other, points in Yakima and Walla Walla county, Wash., over 
irregular routes. 


Georgia (Rome)—MC 50128, Sub. 2, T. C. Burton, dba 
Burton’s. Certificate proposed. Household goods, between points 
in Ga. within 40 miles of Rome, but not including Rome, on the 
one hand, and, on the other, points in Ala., Fla., Ky., N. C., S. C., 
and Tenn., over irregular routes. 


Pennsylvania (Pittsburgh)—-MC 44070, Sub. 1, Nick Bur- 
sick. Denial of permit proposed. Specified commodities, be- 
tween and from points and areas in O., Pa., and W. Va. 

New York (Buffalo)—-MC 34870, Sub. 1, Anthony H. San- 
tiago and Mario Cecchini, dba A. H. Santiago Trucking Co. 
Permit proposed. Meats and meat products and meat by-prod- 
ucts, dairy products, and articles distributed by packing-houses, 
from Buffalo to points in Monroe, Livingston, Wyoming, Chau- 
tauqua, and Allegany counties, N. Y. 

Louisiana (New Orleans)—-MC 8768, Sub. 5, Security Stor- 
age & Van Co. Certificate proposed. Household goods, between 
points in Fla., Ga., Ala., Miss., La., and Tex., on the one hand, 
and, on the other ,points in Ariz. and Calif., over irregular 
routes, traversing N. M. for operating convenience only. 

North Carolina (Laurinburg)—MC 7555, Sub. 16, John C. 
McIntyre. Denial of certificate proposed. Wool, wool noils, and 
wool tops, packed in sacks, bags, bales, and packages, from 
Amsterdam, N. Y., to Bristol, Tenn.-Va., traversing Md., Del., 
N. J., Pa., and D. C., for operating conveniénce,; and yarn, 10 
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pales, boxes, or warped spools in crates, from Bristol to Am- 
sterdam, over irregular routes. 

Michigan (Detroit)—-MC 5883, Sub. 15, Trucking, Inc. Cer- 
tificate proposed. General commodities, with exceptions, over 
described alternate routes between Ypsilanti and Niles, Mich., 
and between Perrysburg, O., and Cleveland, O. 

Florida (Jacksonville)—-MC 2900, Sub. 45, Great Southern 
Trucking Co. Certificate proposed. General commodities, with 
exceptions, between Moultrie, Ga., and Bainbridge, Ga., over a 
specified route, and return, serving all intermediate points and 
off-route point of Sale City, Ga. 


Traffic World Supports ABP Month 


Traffic World is conducting an extensive campaign in con- 
nection with ABP Month, sponsored by Associated Business 
Papers, a 31-year-old national association of business publica- 
tions devoted to increasing the usefulness of member publica- 
tions to their subscribers and helping advertisers receive a 
bigger return on their advertising investment. 

ABP’s New York headquarters maintains a full-time staff, 
and has a membership of 129 publications serving 59 different 
businesses and industries. Traffic World is the only member 
magazine devoted to all types of traffic and transportation. 
ABP Month is designated once a year, during which month the 
member publications stress their membership in the association, 
and what it means to readers and advertisers. 

The leading editorial in the October 4 issue of Traffic World 
was devoted to ABP month. That issue carried an ABP house 
advertisement, as will the remaining issues published in October. 
ABP Month is being called to the attention of Traffic World sub- 
scribers and advertisers via direct mail. 

Paid advertisements calling attention to ABP Month are 
appearing in Advertising Age, Printers Ink, and Industrial Mar- 
keting, three leading advertising and selling publications. E. F. 
Hamm, Jr., publisher of Traffic World, is vice-president of 
Associated Business Papers. 


D. C. PRACTITIONERS’ MEETING 


Officers of the District of Columbia Chapter of the Asso- 
ciation of Interstate Commerce Commission Practitioners will 
be elected at the chapter’s meeting scheduled to be held Octo- 
ber 14 at the Hotel Ambassador, Washington, D. C. The guest 
speaker will be Ted V. Rodgers, president, American Trucking 
Associations, Inc. 


Cleveland’s Second Annual 
Materials Handling Exposition 


The National Materials Handling Exposition will be con- 
ducted for the second year in the public auditorium at Cleve- 
land, January 12-16, it was announced by Edwin J. Heimer, 
president of the Barrett-Cravens Co., Chicago, chairman of the 
exposition committee. The exposition, which attracted more 
than 12,000 executives last January, will occupy almost 200,000 
square feet of exhibit space, nearly three times the previous 
area, and will rank among the top 15 national industrial expo- 
sitions, said Mr. Heimer. Already, 154 exhibitors, 60 per cent 
more than the number represented at the 1947 show, have con- 
tracted for booth space. 


The show will run for five days, instead of four, and all 
systems of materials handling will be on exhibition. Among 
the many types of equipment to be exhibited will be hand 
trucks, lift trucks, conveyors, hoists, monorails, portable ele- 
vators, stacking units, trailers, fork trucks, skids and pallets, 
and their respective accessories. 


Educational features will include a conference on mate- 
tials handling, which will be held concurrently with the exposi- 
tion; a materials handling theatre, which will present films on 
handling subjects; and an institutional presentation of materials 
handling equipment and system in addition to those shown in 
the commercial exhibits. 


Costs Must Be Cut, Says Heimer 


“After more than two decades of effort,” stated Mr. Heimer, 
“industry’s attention was focused for the first time, at the ini- 
tial exposition, on materials handling as a science designed to 
cut production and distribution costs. This year, with many 
new exhibitors represented, it will be possible for businessmen 
to compare different systems of materials handling in addition 
to different manufacturers’ equipment. 

“Recent surveys have indicated that the handling of mate- 
tials, a completely non-productive operation, constitutes from 
22 to as much as 50 per cent of total labor costs in_various 
industries. The over-all national average has been placed in 
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the neighborhood of 22 per cent of all labor costs. If industry 
is to avoid pricing itself out of the market, this staggering 
burden of billions of dollars spent unproductively must be cut 
down. Raw materials and labor costs are at all-time highs and 
the indices are mounting. Mechanization of handling is the only 
a . the costs picture where substantial savings can be 
effected.” 





HUNGERFORD ON DANGER TO RAILROADS 


The nation faces the danger of nationalization of railroads 
“if American railways are forced into bankruptcy by reason 
of an unfair return on their investment which denies them 
adequate earning power,” Clark Hungerford, president of the 
St. Louis-San Francisco Railway, told the Cape Girardeau (Mo.) 
Rotary Club, recently. “I am not saying we are running 
down the track to bankruptcy or that we are going broke,” 
stated Mr. Hungerford. “What I am saying is that if the rail- 
roads are to continue for long their program of improvements 
they must, as the Supreme Court has stated, have a return 
‘sufficient to assure confidence in the financial integrity of the 
enterprise, so as to maintain credit and to attract capital.’ ” 

That return, said the speaker, should be at least six per 
cent annually on the fair value of their investment. 

While other industries are under attack in the daily press, 
for making allegedly undue profits, stated Mr. Hungerford, 
“the carriers of the output of those industries are receiving 
depression net earnings from the largest peacetime traffic in 
history. It is a simple, hard fact that the railroads cannot carry 
out the needed large program of improvement and expansion 
with such low earnings.” 

He said that the general rate increases now being sought 
by the railroads would make the average revenue per ton-mile 
about 47 per cent higher than in 1939. “That, certainly, is not 
a large increase as compared with the more than 100 per cent 
racked up in the wholesale price list of commodities,” said he. 


FELTON REPLIES TO IRON & STEEL INSTITUTE 


Asserting that it is ‘misleading and inaccurate to talk of 
total steel shipped to car builders and compare this with pro- 
duction of new freight cars.” S. M. Felton, president of the 
American Railway Car Institute, has taken issue with a recent 
statement by Walter S. Tower, president of the American Iron 
& Steel Institute. 

Mr. Felton said: 


We have never questioned the fact that the steel industry has 
fulfilled its promises to deliver large tonnages of steel to the railroad 
shops, parts manufacturers and car builders. However, the Iron & Steel 
Institute, in its statement, falls into the very error which has caused 
so much confusion....The car builders use 14,000 tons of steel per 
month for making parts shipped to_railroads and these parts are used 
either for repair or new cars by the railroads. In addition, the car 
builders produce other products—mine cars, railroad passenger cars, 
and trolley cars. Steel for such products is ordered separately, is of 
a different type from freight car steel and could not possibly be applied 
to the construction of freight cars even if such were desirable.... 
The only figures that have any bearing on the matter of delivery by 
car builders of new freight cars are the tonnages received by them 
for construction of new freight cars ... a recent survey of all car 
builders shows clearly that they have not received enough steel at 
any time to fulfill their portion of either a 7,000- or a 10,000-car-per- 


month program. Talk of tonnages shipped is not pertinent to the subject 
and is grossly misleading. 


INTERTERRITORIAL FREIGHT RATES 


The Duke University School of Law, Durham, N. C., has 
announced publication of “Interterritorial Freight Rates,” a 
symposium, in over 200 pages, presenting “a comprehensive and 
informed analysis of one of the most important problems cur- 
rently affecting the domestic economy.” The price is $1 a copy 
postpaid. Contributors to the symposium are Professor Milton 
S. Heath, Department of Economics, University of North Caro- 
lina; Professor David M. Potter, Department of History, Yale 
University; Wendell Berge, formerly Assistant Attorney Gen- 
eral; John Dickinson, general counsel, Pennsylvania Railroad 
Co.; Professor D. Philip Locklin, Department of Economics, 
University of Illinois; Frank L. Barton, economist, Department 
of Justice; James C. Nelson, formerly with Department of 
Commerce; Edward H. Miller, formerly special assistant to the 
Attorney General; Arne C. Wiprud, of the District of Columbia 
bar and formerly with the Department of Justice; Sidney S. 
Alderman, general counsel, Southern Railway system; Professor 
Stuart Daggett, Department of Economics, University of Cali- 
fornia, and Robert R. Young, chairman of the board, Chesa- 
peake & Ohio Railway Company. 


RAIL TRANSPORT IN PENNSYLVANIA 
The Pennsylvania State College has published Bulletin No. 
31 of its Bureau of Business Research of which Carl W. Hasek 
is director, entitled “Rail Transport in Pennsylvania Between 
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World War I and II.” The bulletin was prepared by R. Hadley 
Waters, Ph.D., associate professor of economics. The data cover 
both railroads and street railways. 

With respect to railroads, among the conclusions, are the 
following: 


Rail mileage in Pennsylvania declined slightly more than the drop 
for the whole country. This can be explained by the fact that Pennsyl- 
vania, with its heavy concentration of rail lines, felt the trend toward 
the abandonment of unprofitable lines more than the nation as a whole. 

The statistics show that trackage as a per cent of mileage remained 
high through the period, an indication of the further development and 
improvement of main lines. 

Pennsylvania’s share of the total United States freight traffic shows 
a small but steady decline. This coincided with the decline of the 
state’s relative share in the over-all industrial picture of the country. 


In his general conclusions the author says it is not sug- 
gested that the twenty-year pattern following World War I 
can be applied with precision to plot the probable course of 
rail transport in Pennsylvania following World War II. How- 
ever, he added, the study “does justify an assumption that the 
immediate postwar developments will tend to be similar to 
those which occurred twenty-five years ago.’”’ He discusses sev- 
eral factors involved in analyzing the probable trend of rail 
transport in Pennsylvania, including effect of competition of 
other forms of transport and Pennsylvania’s share of the na- 
tional production. 


WHITE ON RAIL FINANCIAL NEEDS 


Continuation of American high standards of living hinges 
on maintenance of sound and financially healthy railroads, 
Warren T. White, director of public relations of the Seaboard 
Air Line Railroad, declared, October 6 in an address to the 
Lions Club of Schuylkill Haven, Pa. Mr. White remarked that 
“it is an anomaly of the age that an institution which renders 
such a vital service to the welfare of everyone should be put 
in the position of having to almost plead for its existence. The 
greatest bargain of all times is found in the agency which 
carries a ton of goods one mile for a penny. Indifference 
toward the financial plight of the railroads is unconcern for 
the welfare of all business.” 

Every obstacle interposed between the railroads and their 
financial integrity “is just another nail in the coffin of the sys- 
tem of free enterprise,” concluded the speaker. 


HUNGERFORD ON FAIR RETURN TO RAILROADS 


“It is a sobering thought to realize that after 1947 the rail- 
roads of the United States and one railroad in Canada will be 
the only privately owned and operated railroads in any major 
country on the face of the earth,” Clark Hungerford, president 
of the St. Louis-San Francisco Railway stated October 2 in an 
address before the first annual Southwest Purchasing Confer- 
ence, in Tulsa, Okla. 

Mr. Hungerford said that if the U. S. railroads are starved 
financially, they will follow the English railroads into govern- 
ment ownership. He called upon the American people to let 
Congress and the Commission know that railroads should be 
taken out of “their state of near bankruptcy as a vital require- 
ment to our national and international security.” 

The speaker asked for a fair and adequate return on invest- 
ment in American railroads, pointing to a recent Supreme Court 
ruling that the earnings of 6.5 per cent on the rate base of a 
public utility were fair and reasonable. Such a percentage com- 
pares with the return of only 2.75 per cent which the nation’s 
railroads earned on their investment last year, said he. 


PAUL V. McNUTT NOW A PRACTITIONER 


Paul V. McNutt, of Washington, D. C., former U. S. high 
commissioner to the Philippines, has beeen admitted to practice 
ee my the Commission. Others admitted to practice before that 

y are: 


Edward Thomas Butler, Jr., Cleveland, O.; A. Albert Cherashore, 
Philadelphia, Pa.; Robert W. Crasher, Marion, Ind.; Henry Anderson 
Dudley, Washington, D. C.; James Putnam Dunn, Union City, Ind.; 
Herman Eisenberg, Philadelphia, Pa.; Harper Granville Grimm, 
Charleston, W. Va.; George F. Hirmon, Washington, D. C.; Cyrus C. 
Hoffman, New York, N. Y.; Kenneth L. Kimble, Washington, D. C.; 
4 Frederic A. Macdonald, Huntington, W. Va.; Stewart McReynolds, 
| Clarksburg, W. Va.; Albert B. Rosenbaum, Washington, D. C.; Kelcel 


=! Ross, Buckhannon, W. Va.; and Melvin Frederick Schulz, Detroit, 
ich. 


PITTSBURGH I. C. C. PRACTITIONERS 


Of 19 students of the Pittsburgh Traffic and Transportation 
Association who completed the course in Commission practice 
and law since 1944 and took the I. C. C. examination, 15 were 
successful, Arthur Roy reported to the recent meeting of the 
Pittsburgh region chapter, Association of I. C. C. Practitioners, 
at the Hotel Henry. The class used the home study lectures 





prevered by the College of Advanced Traffic in Chicago, said 
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. Roy. Previous to the organization of this study group 

there was in Pittsburgh no concerted effort to present a study 

of transportation law and prior to 1946 only a few people from 

= —_ were able to qualify and to pass the examination, 
e said. 

Chairman V. H. McLean expressed the good wishes of the 
chapter to Benjamin S. Thomas, general traffic manager, 
American Radiator-Standard Sanitary Corporation, and to 
Frank M. Ewing, general traffic manager, Harbison-Walker 
Refractories Co., upon their recent retirement. 


NEW ENGLAND ADVISORY BOARD 


An increase of 5.48 per cent in regional carloadings for the 
fourth quarter of 1947 as —— with loadings in the same 
period in 1946, was forecast by the New England Shippers’ 
Advisory Board at its recent meeting in the Hotel Kimball, 
Springfield, Mass. While decreases were predicted in agricul- 
tural products and foodstuffs, these were more than covered 
by predicted increases in the loadings of clay; gravel, sand and 
stone; cement; coal and coke; lumber; petroleum; building 
materials; iron, and steel; machinery; and paper and pulp. 

The board adopted a resolution, presented by Norris W. 
Ford, opposing the ordering of 500 empty box cars daily out of 
New England for western points, at a time when New England 
shippers “are being shorted in their freight car supply.” 

The question of speeding up the movement of less-carload 
freight was discussed by A. H. Erlandson, chairman, less-car- 
load committee, and by Chairman Bixler of the railroad con- 
tact committee. The board anticipates a joint meeting with 
other boards to be arranged by W. C. Kendall, chairman, car 
service division, Association of American Railroads, to coordi- 
nate the rail movement of less-carload freight in the eastern 
and southeastern territories. 

Of the 394 persons in attendance, 132 were shippers and 
235 represented the rail carriers. Membership of the board 
now totals 2,403. The board will hold its next meeting March 
19 in the Hotel Statler, Boston. 





SHIPPERS ADVISORY BOARDS’ MEETING 


Car supply and freight loss and damage prevention will be , 


the principal subjects to be discussed at the 11th annual meet- 
ing of the National Association of Shippers’ Advisory Boards 
at the Hotel Jefferson in St. Louis, Mo., October 28. Heading 
the list of speakers will be William T. Faricy, president of the 
Association of American Railroads, and Col. J. Monroe Johnson, 
director of the Office of Defense Transportation. They will 
address a luncheon sponsored by the shipper organization and 
the Traffic Club of St. Louis. 

Three A. A. R. officers will speak at the business sessions 
of the National Association of Shippers’ Advisory Boards; War- 
ren C. Kendall, chairman of the car service division; Thomas 
L. Preston, general solicitor, and Walter J. Kelly, traffic officer. 
Others who will appear on the program include Frank J. Reb- 
han, traffic manager of the American Crystal Sugar Company; 
Frank J. Armstrong, traffic manager of the United States 
Radiator Corporation, and Irving M. Peters, traffic manager of 
the Corn Products Refining Company. Committee reports will 
be presented, officers will be elected and resolutions will be 
adopted. Carl Giessow, president of the shipper group and 
director of the Transportation Bureau of the St. Louis Chamber 
of Commerce will preside. On October 27, the board of di- 
rectors of the association will convene at the same hotel. 


N. Y. PRACTITIONERS HEAR HECKMAN 


Precepts developed by the federal courts in their consid- 
eration of Interstate Commerce Commission decisions were 
discussed by August W. Heckman, attorney, of Jersey City, 
N. J., in an address at a meeting of the metropolitan New York 
chapter of the Association of Interstate Commerce Commission 
Practitioners, held in the New York Traffic Club rooms in the 
Biltmore Hotel, September 30. Mr. Heckman conducted a 
question and answer forum at the conclusion of his address. 


PACKAGING INSTITUTE FORUM 


The Packaging Institute, Inc., of New York City, has 
announced that its ninth annual packaging forum will be held 
November 18 and 19 at the Commodore Hotel, New York City. 
In addition to seminars designed to discuss the packaging 
problems of particular industries, there will be sessions de- 
voted to new products and methods, W. O. Brewer, Calco Chem- 
ical Co., chairman of the program committee, said. 

The morning session November 18 will hear G. W. Reese, 
American Can Co., discuss what is new in the packaging field. 
Francis Chilson, engineer, will tell of package development 
opportunities in Sweden and Australia. First of the seminars 
November 19 will be that of the brewing and distilling indus- 
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tries, led by Dr. Ralph I. Claassen, Hiram Walker & Sons. 
Other seminars and their leaders include: Foods, confectionery 
and tobacco, A. B. Brackett, General Foods; and drugs, cos- 
metics, soaps and chemicals, R. H. Rhodhamel, Eli Lilly & Co. 

The institute will hold its annual business meeting during 
the forum, with President Mason Rogers presiding. The an- 
nual dinner will be held the evening of November 18. 


D. OF A. COLD STORAGE COMMITTEE 


Appointment of a cold storage advisory committee under . 


the 1946 research and marketing act, to advise the Department 
of Agriculture, the National Research Advisory Committee and 
special commodity committees concerning problems of the cold 
storage industry has been announced by the Agriculture De- 
partment. Members of the committee are: 


Vallee O. Appel, of the Fulton Market Cold Storage Co., A. R. 
Current, of the City Ice and Fuel Co., and S. C. Rogers, of the G. H. 
Hammond Co., Chicago; Paul B. Christensen, of. Merchants Refrigerat- 
ing Co., New York City; H, C. Diehl, director, Refrigeration Research 
Foundation, Berkeley, Calif.; Walter F. Henningsen, Sr., Northwestern 
Ice and Cold Storage Co., Portland, Ore.; James Irwin, United States 
Cold Storage Co., Kansas City, Mo.; C. A. Martin, Noel & Co., Nash- 
ville, Tenn.; Harlan J. Nissen, Terminal Refrigerating Co., Los An- 
geles, Calif.; Horace W. Wilson, Quaker City Cold Storage Co., Phila- 


delphia, Pa., and Arnold J, Hampson, Merchants Cold Storage, 
Providence, R. I. 


NEW ENGLAND ARMY TRANSPORTATION CHAPTER 


Brigadier General J. A. Crothers, officers reserve corps, 
wartime port commander of Cherbourg, France, and Bremen, 
Germany, and present director of the Boston Port Authority, 
was elected president of New England Chapter No. 28, Army 
Transportation Association, at a dinner held recently at the 
Commissioned Officers Club, U. S. Naval Receiving Station, 
Summer Street, Boston, Mass. Gen. Crothers succeeds Major 
Edward S. Condon, of the First Army Transportation Office, 
U. S. Army Base, Boston. Other officers elected are: First 
vice-president, Colonel Charles F. Perry, Hornblower & Weeks; 
second vice-president, G. A. Donlevy, New England general 
agent, Lehigh Valley Railroad; secretary & treasurer, Major 
Condon, and master at arms, Albert Johnson, Boston Traffic 

Agent, Boston & Albany Railroad. 























WESTERN RAILWAY CLUB OPENS SEASON 


More than 1,000 persons attended the October 6 dinner 
meeting of the Western Railway Club at the Sherman Hotel, 
Chicago. W. S. Morehead, manager of stores, Illinois Central 
Railroad, and president of the club, addressed the meeting 
briefly from his hospital bed where he has been under treat- 
ment for a broken kneecap. 

Wayne A. Johnston, president of the I. C. and guest speaker, 
was introduced by K. C. Underwood, president, Merchants 
Despatch Transportation Corporation. Mr. Johnston said that 
the part played by increased railway rates in the inflation of 
Wrices is extremely small. “Increases in freight rates can be, 
at most, only a fraction of a fraction of wholesale and retail 
prices. Even if full justice is done the railroads at all times in 
the matter of rates, it will be done out in the open, under the 
public gaze, solely upon the basis of ascertained costs and needs, 
and the public will know there has been no mark-up, concealed 
or unconcealed, to cover the part that short supply would 
ttherwise play in pushing up the price,” said he. 


TRAFFICKING IN EXPORT LICENSES 
The Office of International Trade, Department of Com- 
merce, has announced, what it calls, “an intensive drive to 
assure compliance with export control regulations.” 
The announcement said instructions had been issued to the 
0. I. T. compliance and legal staffs to expedite investigations 
of all alleged violations, with particular emphasis on the prac- 
tice of trafficking in licenses. It said additional employes had 
recently been added to aid in this work. 


MORE HOPPERS FOR N. Y. C. 


The New York Central System has asked for quotations on 
about $11,000,000 of new coal cars, G. Metzman, New York 
Central president, has disclosed. The inquiries are for a total 
of 3,000 cars—consisting of 2, 55-ton self-clearing hopper 
tars for the Central’s ownership, and for 1,000 70-ton self- 
dearing hoppers for the Pittsburgh & Lake Erie Railroad. 

tial deliveries on the 5,000 new box cars which the Central 
on order are about to begin, Mr. Metzman said. 


BURLINGTON TO GET MORE HOPPERS 
Arrangements to add 250 70-ton hopper cars to the Bur- 
gton Route’s freight car supply, have been announced by 
Ralph Budd, C. B. & Q. president. Of the total, 150 cars will 
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be built in the Burlington’s own shops at Lincoln, Neb., at a 
cost of approximately $700,000, Mr. Budd said. 


A. C. L. ALTERS MENUS 


C. McD. Davis, president of the Atlantic Coast Line, has 
announced that, beginning October 7, in order to cooperate with 
the request of President Truman, as voiced in a radio appeal 
October 5, the A. C. L. will eliminate meat from the Tuesday 
menus, and eggs and poultry from the Thursday menus, on its 
dining cars, until further notice. 


SEABOARD ISSUES SAFETY LEAFLET 
_ _ The Seaboard Air Line Railroad has issued a leaflet empha- 
sizing the fact that safety is a matter of individual responsi- 
bility, according to T. W. Parsons, chief of safety and operating 
rules for the Seaboard at Jacksonville, Fla. The leaflet is being 


distributed throughout the road’s system to passengers and 
employes. : 


NEW RAIL FOR MISSOURI PACIFIC 

During 1948 the Missouri Pacific Lines will spend $5,217,392 
for 132 and 115-pound rail to replace rail of 90, 110 and 115- 
pound weight, some of which has been in service for almost 
20 years, Missouri Pacific officials have announced. A total of 
$3,064,500 will be spent for 60.4 miles of 132-pound and 209 
miles of 115-pound rail while the remainder will go for rail 
accessories and labor expense, the officials said. 


NEW N. Y. C. REEFERS 


The New York Central System has announced that 1,000 
new ultra-modern refrigerator cars to transport highly perish- 
able foodstuffs, either fresh, processed, or frozen, are being 
placed in service at the rate of 15 cars daily, through a Central 
subsidiary, Merchants Despatch Transportation Corporation. 
The cars are constructed with a wall thickness of 86/10 inches 
and complete facilities for forced circulation of air around the 
lading, the railroad officials said. Four inches of Hairinsul 
(Fiberglas), reflective paper, sheathing, lining and two inches 
of dead air space provide the insulation, they said. 


DIESELIZATION ON PENNSY WESTERN TRAINS 

The first 14 of the Pennsylvania Railroad’s postwar fleet 
of 39 6,000-horsepower diesel-electric passenger locomotives to 
be delivered are being assigned to trains west of Harrisburg, 
Paul E. Feucht, vice-president of the Pennsylvania’s western 
region, has announced. These include the Broadway Limited, 
Liberty Limited, Gotham Limited and the Pennsylvania be- 
tween Chicaga and the east; the Spirit of St. Louis and the 
St. Louisan, to and from St. Louis; the Red Arrow, to and from 
Detroit; and the Cincinnati Limited, to and from Cincinnati. 
Mr. Feucht also announced a general timetable adjustment in 
connection with the return of standard time effective Sunday, 
September 28. 


SHELL ORDERS ALUMINUM TANK CARS 

The Shell Chemical Corporation, of San Francisco, has 
placed an order with the American Car & Foundry Co. for 36 
new, all-aluminum 8,000-gallon tank cars for the transportation 
of synthetic glycerine, A. C. F. officials have announced. The 
cars will be built at the A. C. F. Milton, Pa. plant, which has 
developed outstanding techniques in high-quality tank manu- 
facture including a special gas-shielded arc process for welding 
aluminum tanks, the A. C. F. officials said. 


DIESELIZATION ON NORTH WESTERN 


Eleven 2,000-h.p. diesel-electric passenger locomotives are 
now being delivered to the Chicago & North Western Railway, 
bringing to 30 the total number of diesel-electric locomotives 
delivered to the North Western System since the first of the 
year for both freight and passenger service, R. L. Williams, 
Northwestern president has announced. Delivery of four other 
2,000-h.p. diesel-electric locomotives, built for the Chicago, St. 
Paul, Minneapolis & Omaha Railway, a part of the North West- 
ern System, has also been completed since the first of the year, 
Mr. Williams said. 


SOUTHERN PACIFIC REINCORPORATION 

The plan of reincorporation of the Southern Pacific Co., 
approved by the Commission, has been completed, President 
A. T. Mercier announced. All assets and operations of the 
company, a Kentucky corporation incorporated March 17, 1884, 
have been transferred to a recently incorporated Delaware com- 
pany of the same name, which assumed all obligations of the 
Kentucky company effective October 1. 

Mr. Mercier said that the change will not in any way affect 
the railroad’s operations or policies. Stock of the Delaware 
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company will be exchanged share for share for stock of the 
Kentucky company. The-move was caused by taxes recently 
imposed by Kentucky, which were regarded as excessive, said 
Mr. Mercier, and will result in substantial tax savings. 


SEABOARD WINS “OSCAR” OF INDUSTRY 


A citation of excellence for its annual report to stock- 
holders, security holders and employes, was awarded to the 
Seaboard Air Line Railroad by the business editor of Financial 
World October 10 at a banquet in the Pennsylvania Hotel, New 
York City, officials of the railroad have announced. Seaboard 
placed third in annual reports of the railroad industry, with the 
Chesapeake & Ohio and Pennsylvania Railroad winning first 
and second places, respectively, the Seaboard officials said. 


RADIO ON UNION PACIFIC 

The Union Pacific Railroad has announced a $125,000 com- 
munication improvement program which includes the installation 
of two-way radio in yard offices and diesel switch engines in 
the company’s yards at Denver, Omaha, Salt Lake City, Seattle, 
Los Angeles, Portland and Pocatello; the equipping of four 
engines and four cabooses with two-way radio for operation 
between Kansas City and Marysville, Kan., and the installation 


of fixed radio stations for communication with these trains at 
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five stations in Kansas; and the installation of 65 intercommuni- 
cating speakers and 15 paging speakers in the $2,600,000 retarder 
yard now under construction at Pocatello, Idaho. G. R. Van 
Eaton, superintendent of the U. P.’s telegraph department 
anticipates completion of the work by the end of the year. 


LEHIGH VALLEY HAS NEW COACH 
The Lehigh Valley Railroad has announced a new passen- 
ger coach embodying unusual refinements, interior appointments 
and comforts. Features of the new coach are: floor heating 


- provided by fin radiation extending along the sidewall of the car 


supplemented by overhead heat from the air conditioning unit; 
wide vision windows of double glazed shatterproof glass; in- 
dividually controlled lights over each seat, and tubular design 
continuous luggage racks of satin finish aluminum. 


NORTHERN PACIFIC PASSENGER EQUIPMENT 


Six new lightweight diner-lunch cars have been put in 
service on the Northern Pacific Railway’s North Coast Limited, 
E. E. Nelson, passenger traffic manager, has announced. A fleet 
of new sleeping cars, with bedrooms, roomettes, duplex room- 
ettes and compartments, and new observation cars are scheduled 
for service on the North Coast Limited early next spring, 
Mr. Nelson said. 


Cc. & O. EDUCATIONAL TOURS 

A 14-car “Coal Dealers’ Special’ train left Chicago Octo- 
ber 5 on a four-day inspection tour of West Virginia coal fields 
served by the Chesapeake & Ohio Railway, C. & O. officials 
have announced. The special excursion will give 130 members 
of the Chicago Coal Merchants Association the opportunity to 
see coal mined, washed and prepared for shipment, the C. & O. 
officials said. Educational tours for C. & O. ticket sellers which 
began October 9 were also announced. The ticket sellers will 
visit historic Virginia shrines, including colonial Williamsburg 
and Monticello, the home of Thomas Jefferson, and the national 
shrines at Washington, D. C. 


GREAT NORTHERN’S GRAIN RECORD 

The Great Northern Railway loaded and transported more 
grain in September, 1947, than in any September in the 19-year 
period starting in 1929, President F. J. Gavin has announced. 
Total for the month was 20,542 carloads, compared with 18,158 
in the same month a year ago. “Combining of grain in the 
railway’s territory contributed to the blocking of many ele- 
vators before the harvest was in full swing,” said Mr. Gavin. 
“On September 1 there were 388 blocked elevators along 
Great Northern. This number dropped to 119 by October 1, 
and a further substantial reduction is anticipated by Novem- 
ber 1 because of the improved box car supply and the now- 
diminishing volume of grain moving from farms and ranches.” 

The G.N., one of the nation’s chief grain-hauling railways, 
had on its line on September 1 the equivalent of 67 per cent 
of the number of boxcars it owns, and on October 1 the equiva- 
lent of 112 per cent. 












SURPLUS TRANSPORT EQUIPMENT IN HAWAII 

The War Assets Administration has nounced plans to 
attract mainland buyers for surplus stocks in Hawaii, including 
transportation equipment, which it hopes to dispose of in a 
‘intensified sales program” in November. The Hawaii sur 
pluses, it said, included trucks and trailers which cost $4,537, 
724, narrow gauge railroad rolling stock bought by the govern; 
ment for $1,000,000, and four flyable transport planes (C-46’s) 
representing another $1,000,000 in acquisition cost. 





NEW RAIL FOR PENNSYLVANIA 

The placing of orders for a total of 141,000 net tons of new 
steel rail, to be delivered in 1948, has been announced by the 
Pennsylvania Railroad. All of the rail included in the orders 
will be of the newly designed heavier sections, weighing, re 
spectively, 133 pounds, 140 pounds, and 155 pounds to the yard 
developed after extensive study by the railroad’s engineering 
staff. 

















A. C. F. FREIGHT CAR ORDERS 

The American Car & Foundry Co. has announced the re; 

ceipt of the following orders for freight car equipment: Sea 

board Air Line Railroad, 300 50-ton high side gondola cars 

and 100 50-ton low side gondola cars; Chesapeake & Ohio Rail 
way, 150 30-ton caboose cars. 





N. I. T. L. BILL OF LADING CHAIRMAN 
E. J. Leger, general traffic manager, Johnson & Johnson 
New Brunswick, N. J., has been appointed chairman of the bil 
of lading committee of the National Industrial Traffic Leagué 
by Alonzo Bennett, president. He succeeds E. S. Gubernato 
who held the chairmanship for many years. 
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Any business man knows the satisfaction and 
economy of obtaining needed information quickly 
and accurately — when he asks for it. ‘Call me to- 
morrow’ and “See Jones about it” have no place in the day 
of a busy traffic manager. 
Norfolk and Western freight representatives are trained 
to provide virtually any information you need to help you ship 
your domestic and foreign freight as expeditiously as possible. 
They are men with “years in the game” .. . with intimate 
knowledge of their railroad and shipper problems. They 
are qualified to hit the nail on the head . . . to assist you 
promptly and accurately with problems involving rates, routes 
and schedules .. . storage .. . icing . . with both the 
usual and unusual problems that reach the traffic manager's 
desk chain-fashion. 


They are as close to you as your telephone. Call on 
them at any time. 


Norfolk and Western freight repre- 
sentatives are located in principal cities 
throughout the United States. 
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News of 
TRAFFIC CLUBS 


The Chattanooga Traffic & Transpor- 
tation Club, at a meeting September 24, 
elected W. R. Hanna, general agent, 
Missouri Pacific Lines, as its new pres- 
ident. Other officers elected aré: First 
vice-president, H. L. Fields, Lookout Oil 
& Refining Co.; second vice-president, 
Gordon Perry, Reliable Transfer Co.; 
secretary-treasurer, C. E. Murray, 
freight traffic agent, Nashville, Chat- 
tanooga & St. Louis Railway. Members 
of the board are: K. F. Carmin, Crane 
Co.; F. J. Murphy, Combustion Engi- 
neering Co.; W. T. Follis, Wilson & Co.; 
W. E. Perkins, commercial agent, Nash- 
ville, Chattanooga & St. Louis Railway; 
L. C. Seiner, commercial agent, South- 
ern Railway; F. S. Inman, commercial 
agent, Central of Georgia Railway, and 
Russell Kennedy, Baltimore & Ohio 
Railroad. Installation of the new offi- 
cers will be held October 15 in the Ho- 
tel Patten. Art Briese, Hot Springs 
yur ai will give the principal ad- 

ress. 





The Transportation Club of Santa 
Clara County held a dinner October 9 
in the Hotel Sainte Claire, San Jose, 
Calif. Prof. Ambrose R. Nichols, of 
Food Machinery Corporation, spoke on 
“Training Foremen.” A technicolor film, 
“The Hired Man,” was shown. 





William C. MacMillen, Jr., president 
of the Federation for Railway Progress, 
addressed the Traffic Club of Newark 
at a meeting, October 6, in the Robert 
Treat Hotel. The annual meeting will 
= held November 3 at. the Robert 

reat. 





The Traffic Club of Denver held a 
meeting October 3 at the Denver Dry 
Goods Co. Tea Room. Captain Phillip 
J. Craosell, former air force pilot officer, 
spoke on “Twenty-Two Weeks with the 
Russians.” 





The Traffic Club of Norristown, Pa., 
held a transportation forum October 9 
in the Valley Forge Hotel. The subject 
of discussion was “Should Airlines Be 
Placed Under Interstate Commerce Reg- 
ulation?” The fall dinner meeting will 








be held October 30 in the Valley Forge 
Hotel. Over 60 students have enrolled 
in the club’s traffic courses. 





The Triple Cities Traffic Club will 
hold a meeting October 14 in the Hotel 
Arlington, Binghamton, N. Y. Senator 
Floyd E. Anderson will discuss activities 
of the Interstate Committee on Traffic. 





Bessie A. Dixon was recently elected 
president of the Women’s Traffic Club of 
. Pittsburgh. Miss 
Dixon is round- 
ing out her twen- 
tieth year with 
the Pittsburgh & 
West Virginia 
Railway. She 
likes railroading 
and does not 
think she would 
be contented in 
any other work. 
Although a .na- 
tive of Pitts- 
burgh, Miss 
Dixon has lived 
many years in 
the west, princi- 
pally in Montana and Arizona. Other 
officers of the club are: First vice-presi- 
dent, Miss Marion Young, Stordor For- 
warding Co.; second vice-president, Miss 
Margaret Patterson, Illinois Central 
Railroad; recording secretary, Miss 
Mathilda Baum, New York, New Haven 
& Hartford Railroad; corresponding sec- 
retary, Miss Mary Podgorney, Exhib- 
itors Service; financial secretary, Chi- 
cago Great Western Railroad, and treas- 
urer, Miss Margaret Dugan, Gulf Oil 
Corporation. 





Bessie A. Dixon 


The York (Pa.) Traffic Club held a 
dinner meeting October 9 in the York- 
towne Hotel. C. B. Veit, sales manager, 
Wright Manufacturing & Ford Chain 
Block division of the American Chain & 
Cable Co., spoke on “Personal Expe- 
riences in Engineering.” The annual 
oyster bake will be held December 11 
in the Manufacturers’ Association Bldg. 





The Traffic Club of St. Louis held a 
luncheon meeting October 6 in the De- 
Soto Hotel. John Cole, instructor in 
business and labor law at Washington 
University and former F. B. I. agent, 
spoke on “The Communist Threat to 
Labor.” A MHallowe’en costume party 
and buffet supper will be held October 
29 in the Coronado Hotel. 

The Birmingham Traffic & Trane- 
portation Club held a motor carrier's 





H AW Ki N Ss DESPITE INCREASES EVERYWHERE ELSE, ""HAWKINS'' COSTS THE SAME! 
Frequently, we are told, just one good solid ‘‘use’’ on a puzzling Traffic Department problem 
more than repays the cost of an entire year of 
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luncheon meeting October 8 in the 
Thomas Jefferson Hotel. P. O. Davis, 
Auburn, Ala., banker, spoke on-“Agri- 
culture and its Place in Our Economy.” 





The South Bend Transportation Club 
will hold a truckers’ night meeting Octo- 
ber 13 in the Hotel LaSalle. A question- 
and answer discussion of ‘“Re-delivery of 
Freight—when are charges to be as- 
sessed?” will be held. An industrial 
night meeting will be held November 
10 at the LaSalle. 





‘The Traffic Club of the Lehigh Valley 
will hold a meeting October 20 in the 
Hotel Traylor, Allentown, Pa. Vice- 
president A. H. Nailor, traffic manager, 
Modern Transfer Co., will report on the 
convention of the Associated Traffic 
Clubs of America. 





The Traffic Club of Minneapolis held 
a sportsmen’s day meeting October 9 in 
the Hotel Nicollet. Walter Bush, of 
Ducks Unlimited, spoke. A color film, 
“Wild Fowl on the Canadian Prairies,” 
was presented. The annual dinner will 
be held December 4 at the Nicollet. 





The Transportation Club of St. Paul 
held a luncheon meeting October 7 in 
the Hotel Lowry. J. W. Clark, commis- 
sioner of the Department of Business 
Research and Development, State of 
Minnesota, will speak on “Minnesota— 
Its Future Economy.” 





The Traffic Club of Fort Worth held 
a luncheon meeting October 6 in the 
Biackstone Hotel. C. G. Conner, inspec- 
tor, Texas Department of Public Safety, 
spoke on “The Uniform Traffic Code.” 
Club-sponsored classes in Practical 
Freight Rates at Texas Christian Uni- 
versity have been resumed. 





The New Jersey Industrial Traffic 
League will hold its annual dinner Octo- 
ber 16 in the Robert Treat Hotel, New- 
ark. 





The Mid-Hudson Traffic Club will 
hold its annual dinner dance October 
25 in the Nelson House, Poughkeepsie, 
N.Y. 





The Woman’s Traffic Club of Fort 
Worth, at its annual election, elected 
Miss Virginia Alice Williams, Harry 
Keeton Broom and Matress Supply Co., 
as its new president. Other officers 
elected are: First vice-president, Mrs. 
Katherine McClintock, Perfection Ice 
Scoring Machine Co.; second vice-presi- 
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HAWKINS INDEX-DIGEST-ANALYSIS OF DECISIONS UNDER THE INTERSTATE COMMERCE ACT 
The trustworthy, comprehensive, continuously-new reference digest analysis of all that the I. C. C. and courts have ever ruled or 
said about such vital subjects as Reasonableness of Rates, Containers and Packing, Discrimination, Demurrage, Reparation—EVERY- 
THING, IN FACT, FROM ABANDONMENT TO ZONE RATES. = 
The complete Hawkins ‘‘I-D-A’’ service in ten volumes, supplemented monthly, costs $75.00 a year. Certain divisions of 


it may be subscribed for separately. 
1. TABLE OF I. C. C. CASES. 570 pages. All 
decisions of the Commission on its Formal, |. & S., 
Ex Parte, Finance, Valuation, Water-Carrier, For- 
warder, Electric Railway, Air Mail and Railway Labor 
- reports, subsequent 


12.50. 
2. COMMODITY INDEX. 360 pages. Showing all 
commodities ever considered by the Commission, terri- 
tories Involved; volume and page references; copiously 


dockets, with supplemental |. C. C 
court action. 50. 


ee oY $12.50 


which rates on one article should bear to 


0 
other articles or on the same articles when differently 


packed or shipped. $10.00. 


. COMPARATIVE : RATES ON SPECIFIC AR- 
TICLES. 194 pages. Index and digests of decisions 
where definite pronouncements made as to relationship 

rates on 


These, with yearly subscription charges, are: 


4. CITATIONS. 450 pages. Volume-and-page refer- 
ences to all dockets published in printed form; also, 
Decision Citers showing where ~~ decision has been 
cited, followed, applied, or modified in subsequent 
1. C. C. reports or court decisions. $10.00. 

5. MILEAGE SCALE RATES. 314 pages, reproduc- 
ing all mileage scales prescribed by Commission, with 
index. $7.50. 

6. DEMURRAGE AND STORAGE. 224 pages of di- 
gests of decisions, with index. $7.50. 

7. CLASS RATINGS ON SPECIFIC ARTICLES. 
153 pages. Composite index showing commodity, ter- 
ritory, minimum weight, class (or percentage of class) 
approved or prescribed by 1. C. C. and relationship 
to First Class. $5.00. 


. AVERAGE CARLOADINGS OF SPECIFIC AR- 
TICLES. 67 pages. Shows commodities, points be- 
tween which or territory in which cars moved, number 
of cars involved. $5.00. 


. WEIGHT DENSITIES OF SPECIFIC ARTICLES. 
Aiphabetical list of commodities, ta 
from |. C. C. reports, showing volume-and-page refer- 
ence thereto. $3.00. 


10. VALUES OF SPECIFIC ARTICLES. 44 pages. 
Arranged alphabetically and cross-indexed; references 
to reports showing values. $5.00. 


ken exclusively 


(NOTE Items 7, 8, 9 and 10 procur- 
able in one compilation for $15.00.) 


The above ten divisions altogether total less than a fifth of the entire $75.00 service coverage and content. 
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HAWKINS PUBLISHING CO., 945 Pennsylvania Ave., N. W., Washington 4, D. C. 
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The Minneapolis & St. Louis Railway serves one of the richest sections of the great 
state of Illinois, through Peoria, a vital traffic gateway. 

Illinois, famed for giant industries and coal mines, is also a tremendous producer 
of agricultural wealth. In 1946, Illinois ranked first in production of soy beans, 
second in corn and hogs and as always among the leaders in other grains, cattle 
and poultry. 

Advantageous locations for varied industries are available in thriving commu- 
nities on M. & St. L. lines in Illinois. 

Through the Peoria Gateway, the M. & St. L., a modern, efficient freight rail- 
road, speeds transcontinental traffic and provides constantly improved trans- 
portation service for Illinois agriculture and industry, 


“74e Minneapolis & St. Louis Zactuay 


TRAFFIC OFFICES IN 36 KEY CITIES - LINKED WITH TELETYPEWRITER SERVICE 
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dent, Miss Winnie Slawson, Rock Island 
Lines; treasurer, Mrs. Myrtle Courtney; 
secretary, Mrs. Pearl Durrel, Traders 
Oil Mill. 





The Traffic Club of Wichita will hold 
a meeting October 16 in the Broadview 
Hotel. Harry Kurdian, travel lecturer, 
will be the guest speaker. A dinner 
dance will be held November 13 in the 
Lassen Hotel. 





The Traffic Club of Tulsa held a 
ladies’ day luncheon October 7 in the 
Mayo Hotel. Technicolor films on Yose- 
mite and Carlsbad Cavern national 
parks were shown. 





The Los Angeles Transportation Club 
held a meeting October 6 in the Bilt- 
more Hotel. A film, “This is Oregon,” 
was presented. 





The Transportation Club of Spring- 
field, Ill, will hold a ‘Peoria Night” 
meeting October 15 in the Abraham 
Lincoln Hotel. Russell Coulter, presi- 
dent, Toledo, Peoria & Western Rail- 
road, will be the guest speaker. A 
“Ladies’ Night” meeting will be held 
November 12 in the Leland Hotel. 





The Milwaukee Traffic Club will hold 
a luncheon meeting October 13 in the 
Wisconsin Hotel. Charles C. Collins, 
vice-president, National Carloading Cor- 
poration, will speak on the freight for- 
warding industry. 





The Traffic Club of New Orleans held 
a luncheon meeting October 6 in the 
Roosevelt Hotel. Miss Violet O’Reilly, 
principal, Rabouin Vocational School, 
spoke on “We Face the Future.” The 
annual banquet will be held January 15. 





The Traffic Club of the New Haven 
Chamber of Commerce will hold a past 
presidents’ night meeting October 13 in 
the Hotel Garde. Norris Ford, executive 
vice-president of the Manufacturers’ 
Association of Connecticut, will be the 
speaker. 





The Motor City Traffic Club of De- 
troit will hold a dinner meeting October 
13 in the Detroit-Leland Hotel in honor 
of President Ralph W. Erickson, who is 
moving to Memphis, Tenn. 





The Berkshire County Traffic Associa- 
tion will hold a “Down County Night” 
dinner meeting October 15 at the Can- 
terbury Inn near Lenox, Mass. A dinner 
meeting to be held November 12 in the 
Eagles’ Home, Pittsburgh, Mass., will 
be preceded by a bowling tournament. 





The Traffic Club of Kansas City will 
hold a luncheon meeting October 13 in 
the President Hotel. The annual fall 
dinner dance will be held October 18 at 
the President. 





The Women’s Traffic Club of Los An- 
geles held a meeting October 8 in the 
Biltmore Hotel. A_ technicolor film, 
“Star Kist,” was shown. 





The Women’s Traffic Club of Oakland 
will hold a bingo meeting October 14 in 
the El Curtola. President Margaret 
Garvey will give a report on the Bilt- 
more convention of the Associated Traf- 
fic Clubs of America. 


The Bridgeport Traffic Association 
will hold a meeting October 20 in the 








Hotel Barnum. Charles J. Flagg, man- 
ager of the Newark Central Warehouse, 
and chairman of the Middle Atlantic 
Shippers Association, will speak on 
“Transportation.” 





The Traffic Club of Detroit will hold 
its annual past presidents’ luncheon Oc- 
tober 21 in the Hotel Statler. The an- 
nual dinner will be held December 9 
at the Statler. 





The Traffic Club of Pittsburgh will 
hold a dinner dance and card party No- 
vember 22 in the Schenley Hotel. 





The Metropolitan Traffic Association 
of New York held a meeting October 9 
in the Hotel Pennsylvania. 





The Women’s Traffic Club of New 
York will hold a meeting October 14 in 
the Park Central Hotel. J. Leo Cooke, 
executive vice-president, Lehigh Ware- 
housing and Transportation Co., will 
speak on “Warehousing and Transporta- 
tion.” 





The Oklahoma City Transportation 
Club will hold a meeting October 16 in 
the Biltmore Hotel. Rev. J. Clyde 
Wheeler will report on a three months’ 
tour of Europe. 





















The Omaha Traffic Club will hold its 
October Party October 16 in the Fon. 
tenelle Hotel. A dinner meeting will be 
held November 20 in the Blackstone 
Hotel. The club-sponsored traffic courses 
at Technical High School were resumed 
September 16. 





The Transportation Club of Louis. 
ville will hold a ladies’ night dinner Oc. 
tober 18 in the Kentucky Hotel. A 
luncheon meeting will be held Novem- 
ber 12 at the Kentucky. 





The Transportation Club of the Roch. 
ester (N. Y.) Chamber of Commerce 
will hold its fall dinner dance October 
25 at the Brook-Lea Country Club. 





The Pacific Traffic Association will 
hold an industrial night meeting Octo- 
ber 14 in the Palace Hotel, San Fran- 
cisco. 





The Transportation Club of Decatur, 
Ill., will hold a meeting October 14 in 
the St. Nicholas Hotel. 





Add to News of Traffic Clubs 

The Wachusett Traffic Club will hold 
a meeting October 14 in the Colonial Ho- 
tel, Gardner, Mass. J. La Cour, of the 
Interstate Commerce Commission, will 
be the guest speaker. 








PERSONAL NEWS 





James D. Mitchell has been appointed 
branch traffic manager, at Kearny, N. J., 
for the Coca-Cola Co. Mr. Mitchell suc- 
ceeds E. L. Holloway, who has been 
promoted to traffic supervisor—advertis- 
ing department in Atlanta, Ga. 


Walter H. Moegelin has been ap- 
pointed traffic agent, at Fultonham, 
Ohio, for the Columbia Cement division 
of the Pittsburgh Plate Glass Co. Mr. 
Moegelin succeeds R. F. Hodous, who has 
resigned to assume a position with a 
broadcasting company. 

ae * & 


Charles C. Dawes, formerly industrial 
agent, Chicago, Burlington & Quincy 
Railroad, has been appointed manager, 
industrial & agricultural department, at 
Chicago, for the Chicago, Indianapolis & 
Louisville Railway. Robert P. Gooley 
has been appointed coal freight agent 
at Chicago. 

* * * 

M. R. Cring, director of publicity and 
advertising, at St. Louis, for the Mis- 
souri-Kansas-Texas Railroad, has been 
appointed assistant to president in 
charge of public relations. C. A. Skiles, 
traveling freight & passenger agent, at 
San Antonio, is retiring after more than 
27 years of service. J. F. Coghlan, Jr., 
is succeeding Mr. Skiles. 

* * * 

G. R. Steele, district passenger agent, 
at Charlotte, N. C., for the Southern 
Railway, has retired after 40 years of 
service. George W. Elder, Jr., has been 
appointed general agent at San Fran- 
cisco succeeding the late John L. Martin. 
Lawrence V. Brown succeeds Mr. Edler 
as commercial agent, San Francisco. 
Charles E. Donaldson, has been ap- 
pointed division freight & passenger 
agent, Bristol, Va.-Tenn., succeeding 


_ Railway, has retired after ;more than 34 


Walter E. Allen, who has retired after 
more than 53 years of service. Willis T. 
Carpenter, Jr., has been appointed dis- 
trict freight agent, Greensboro, N. C., 
succeeding E. J. West, who is retiring 
after more than 53 years of service. 
Harold Cummins succeeds Mr. Car- 
penter as commercial agent at Greens- 
boro. 
* * * 

W. P. Lee has been appointed assist- 
ant freight traffic manager, at Detroit, 
for the Chesapeake & Ohio Railway, suc- 
ceeding E. L. Thrall, retired. Leo Kupp 
succeeds -Mr. Lee as general freight 
agent at Detroit. C. J. McDonald suc- 
ceeds Mr. Kupp as assistant general 
freight agent, Detroit. 

* * * 

The Seaboard Air Line Railroad has 
announced the following appointments 
at Savannah, Ga.: E. H. Smart to dis- 
trict freight agent; W. P. Zipperer to 
commercial agent; H. S. Coltrain to 
city freight agent. 


W. B. Hartz, eastern traffic manager, 
at New York City, for the Great North- 
ern Railway, has been assigned the addi- 
tional duties of foreign traffic manager. 
J. F. Burns has been appointed general 
eastern freight agent at New York City. 


J. Wilbur Vaughan has been appointed 
agricultural agent, at Baton Rouge, La., 
for the Illinois Central Railroad. 


Henry D. Gang has been appointed 
traveling freight agent, at Chattanooga, 
Tenn., for the Tennessee, Alabama & 
Georgia Railway. 


A. W.. Nelson, general agent, at Cin- 
cinnati,. for the Chicago Great Western 
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Railroad Traffic 


Ils Our Business 


The expedient handling of rail- 
road traffic between connecting 
lines has been our business for 
many, many years .. . sixty-six 
to be exact. The P. & P. U. Ry’s. practice of clas- 
sifying cars and making up new trains in the 
minimum time makes way for service comparable 
to through line schedules. 





Every effort at the P. & P. U. Ry. is directed 
toward providing the best possible terminal serv- 
ice. Modern, efficient equipment, a vigorous 
maintenance program and streamlined operating 
methods throughout the entire system points to 
routing your traffic through the Peoria Gateway. 


Perhaps you have a freight traffic problem in the 
efficient distribution of your products. If so call 
on E. F. Stock, General Traffic Manager, and learn 
how others are employing the P. & P. U. Ry. to 
profitable advantage. Between East and West, 
North and South, the Peoria Gateway is best. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Union Station—Room 36—Peoria 2, Illinois 


SWITCHING SERVICE BETWEEN 


Chicago & Illinois Midland Ry. Atchison, Topeka & Santa Fe ~ 

—n & Northwestern Ry. Chicago, Burlington & Quincy RR. 
obile & Ohio RR. Chicago, Rock Island and Pacific Ry. 

iHinois Central Ry. Ilinois Terminal Railroad 

New York, Chicago & St. Louis RR. Inland Waterways Corp. 

New York Central System Minneapolis & St. Louis Ry. 

Pennsylvania Railroad Peoria Terminal RR. 

Peoria and Pekin Union Ry. Toledo, Peoria & Western RR. 
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years of service with the C. G. W. and 
43 years of railroad work. Frank L, 
Haworth has succeeded Mr. Nelson. 

Ea * 


Benjamin G. Brink, general freight 
agent, at Pittsburgh, for the Bessemer & 
Lake Erie Railroad, has retired after 47 
years of service. Harris R. Richards, 
formerly assistant general freight agent, 
succeeds Mr. Brink. 

* * * 

A. L. Jackson has been appointed as- 
sistant passenger traffic manager, at St. 
Louis, for the Gulf, Mobile & Ohio Rail- 
road. Neil J. Souders has been appointed 
assistant general passenger agent, 
Springfield, Ill., R. B. Weaver has been 
promoted to general passenger agent, 
Chicago. 

* * * 

Earl Q. Lind has been promoted from 
commercial agent to general agent, at 
Portland, Ore., for the Chicago South 
Shore & South Bend Railroad. 


_ * * 


Joseph Caldwell, retired general pas- 
senger agent, at Chicago, for the Chi- 
cago, Milwaukee, St. Paul & Pacific 
Railroad, died October 6 in Memorial 
Hospital, Elmhurst, Ill. Mr. Caldwell 
was born in Vermilion, O., in 1875. He 
went to work for the Milwaukee Road 
in 1893 as a telegraph operator in Min- 
nesota. Funeral services were held Oc- 
tober 8 at the Creamer Funeral Home, 
Lombard, Ill. Burial was in Petersburg, 
Ill., October 9. 

* * * 

R. E. Browne has been appointed to 
the newly-created position of general 
freight agent, at Baltimore, Md., for the 
Branch Motor Express Co. Mr. Browne 
was formerly traffic manager for the 
Glenn L. Martin £o, Baltimore. 


Charles M. Cleary has been appointed 
sales manager, at Chicago, for the 
Decatur Cartage Co., succeeding Ray 
Emerick, who has resigned to go into 
private business. | 

* 

Albert E. Wyman, formerly assistant 
to district manager, at Boston, for the 
Northwest Airlines, has been appointed 
to the reservations staff of the Pan 
American Airways’ Boston district sales 
office. 

* * * 

Edward L. Hallgren has been ap- 
pointed superintendent of customer and 
station service, at Denver, for the In- 
land division of Western Air Lines. 

* * * 


J. H. Dunlap has been appointed su- 
perintendent vehicle service, at Chicago, 
for the Railway Express Agency. Mr. 
Dunlap is succeeding J. R. Kastner, who 
is retiring after 53 years of service. 

* * * 
’ Fred A. McDonald has been elected 
vice-president of the Carmichael Traffic 
Corporation, Los Angeles. Mr. Mec 
Donald succeeds William L. Schneider, 
who has retired after 23 years of service. 
* * * 


Ralph B. Harlan has been appointed 
assistant transportation director of the 
Indiana State Chamber of Commerce, 
Indianapolis. 

* * * 

H. M. Shank has been appointed serv; 
ice sales division branch manager, a 
Detroit, for the Timken Roller Bearing 
Co., succeeding J. D. Jesseph, who has 


0c 


a. fw ie OS ee 


an 4240 @ 


resigned to enter the automotive parts, 
agency business. Frank M. Barry suC ino 


ceeds Mr. Shank as manager of the 
Boston branch. 
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Richards In this column will be published answers to 

sht 7 questions relating to traffic, of general reader 

> agent, interest. A specialist in interstate transporta- 
tion, who is a member of our special service 
department, will furnish references to regu- 

ninted as lations and decisions and will answer ques- 

fe tions of application of tariff schedules and 

yer, at St. practical traffic problems. 

Yhio Rail- We do not desire to take the place of the 

appointed traffic man, but to help him in his work, nor 


do we undertake to render legal opinions. 
agent, The right is reserved to refuse to answer 

















has been any question that does not seem to be of 

er agent general interest or that may appear to us’ un- 

‘ ’ wise to answer or too complex for the kind 
of investigation herein contemplated. 

No attention will be paid to anonymous com- 
oted from munications or questions from nonsubscribers. 
bg Address Questions and Answers De- 
As partment, Traffic Service Corp., 

“ Warner Building, Washington, D. C. 
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Tariff Interpretation 


Indiana.—Question: It will be appre- 
ciated if you would furnish your tariff 
interpretation on the application of the 


or in Min-§ term “Standard Truck”, as shown under 
e held Oc-§ Item 30 of Central States Motor Freight 
oral Home,@ Tariff No. 205-B M. F. I. C. C. 163. 

>etersburg, The question arises on a truck fur- 


nished by the carrier with dimensions 
as follows: length 30 ft., width 7 ft. 6 in. 
ypointed tofjand height 7 ft. 10 in. The shipment in 
of general@question consisted of 125 cartons and 
Id., for the#weighed approximately 4,000 pounds, 
Ir. Browne @ taking up 17 feet of trailer space. 
er for the The carrier has submitted a bill charg- 
re. ing a deficiency of 16,000 pounds, claim- 
ing that under Rule 30, inasmuch as this 
1 appointed § shipment took up space making up the 
>», for the minimum of a standard truck, namely, 
eding Ray 16 ft. 2 in., he was entitled to the truck- 
to go intoffload charges even though an additional 
TL cartons of the same material, sub- 
mitted on a separate bill of lading, was 
ly assistant § handled on the same truck and the LTL 
ton, for the§rate charged on that portion. 
n appointed We feel Item 30 designates or defines 
of the Panf#the extreme measurements which would 
istrict sales constitute a standard truck and should 
not be used to penalize LTL shipments 
requiring a portion of the truck only. 
; been ap-@ I would like to call your attention to 
istomer and@that portion in the heading of the scale 

for the In-§of Item 30 reading “the truck is a 
Lines. ‘Standard Truck” when the length 
(measured along center longitudinal line 
of truck floor) is “not less than.” No 
Mention is made when the length of 
tuck is greater. 

It is a question whether Item 30 tends 
to define the space occupied by a given 
shipment on the trailer or is to define 
the space occupied by a given shipment 
on the trailer or is to define the extreme 
measurements of the trailer as to what 
Constitutes a standard truck. 

Answer: It appears to us that the pro- 
visions of Item 30 on page 55 of the tar- 
iff referred to above establish the mini- 
Mum requirements of a “Standard 
peck.” Item 30 reads in part as fol- 

WS: 

The term “Standard Truck” means a 
truck having inside dimensions of height, 
width and length in accordance with the 
Provisions of the following table: 


When the height of truck is 7 feet 10 inches 

and the width is 7 feet 6 inches the truck 
MS a ‘‘Standard Truck’’ when the length is 
mot less than 16 feet 2 inches. 


In other words, according to the scale 
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If you require deep-water berths 
with direct shipside rail and truck facili- 
ties...if you would benefit by rapid 
handling of freight cars and frequent 
sailings to all World Ports, we suggest 
you investigate the many specific advan- 
tages offered by an industrial site at the 
uncongested Port of Boston, the Eastern 
Port nearest Europe and South America. 


Save time...money...and headaches! Write today 
to: Director, Port of Boston Authority, Boston. You 
will receive regular, up-to-date information on indus- 
trial sites, sailings and other news about the Port. 


PORT OF 


BOSTON 


AUTHORITY 





PORT OF BOSTON 


COMMONWEALTH PIER NO. 5, BOSTON 10, MASS. 


Branch Offices: 7 South Dearborn St., Chicago 3, Ill. Tel: ANDOVER 5536 
1129 Vermont Ave., N. W., Washington 5, D.C. Tel: REPUBLIC 5369 
17 Battery Place (Room 2627) New York 4, N.Y. Tel: BOWLING GREEN 9-8362 
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outlined above, a truck of a height of 7 
feet 10 inches, and width of 7 feet 6 
inches, is a Standard Truck if the length 
is 16 feet 2 inches. A truck of the 
height and width specified whose length 
is 16 feet 2 inches, or whose length ex- 
ceeds 16 feet 2 inches falls within the 
category of a standard truck. 

Therefore, we disagree with your con- 
tention that Item 30 designates or de- 
fines the extreme measurements which 
would constitute a standard truck. No 
limit as to the length of a truck of any 
height or width is specified in the scale. 

In defining a shipment, the National 
Motor Freight Classification states in 
Rule 13, Section 1, the following: 


A shipment is a lot of freight received 
from one shipper, at one point at one time 
for one consignee at one destination and 
covered by one bill of lading. 


It appears to us that two shipments 
were made of the 196 cartons, ie., a 
truck load of 125 cartons on one bill of 
lading and a less truckload shipment of 
the 71 boxes. If this is the case, it ap- 
pears to us that the carrier was correct 
in assessing charges based on the truck- 
load rate for the first shipment and the 
less truckload rate on the second ship- 
ment. 


Damages — Cost of Packages in Which 
Goods are Shipped 


California.—Question: On page 440 of 
the August 9, 1947, issue of the Traffic 
World there appeared an article cap- 
tioned “Damages—Cost of Packages in 
which Goods are Shipped—Iowa.” 

It would be appreciated if you would 
furnish us with case citations bearing on 
this particular problem inasmuch as we 
are presently pursuing claim action on 
the same type of damage and this in- 
formation will be helpful. 

Answer: We are unable to locate cases 
in —_— this question has been consid- 
ered. 


Tariff Interpretation — Application of 
Section 2 of Rule 15 of Consolidated 
Freight Classification 


Wisconsin.—Question: In your answer 
to North Carolina — question on page 
2007, of the June 21, 1947, Traffic World, 
have you considered Section 1, para- 
graph (b) of Rule 15 of the Consolidated 
Freight Classification or any exception 
thereto, considering territory involved? 

Unless there is an exception to Rule 
15, Section 1, paragraph (b) covering 
the movement, the lower’ carload 
charges could not be applied as from the 
wording of North Carolina’s question 
pick-up service was rendered. ‘. 

In this connection, see your answer 
to New York, on page 1476 of the De- 
cember 11th, 1943 Traffic World. 

Answer: We find nothing in the ques- 
tion which definitely indicates that 
pickup service was performed by the 
carrier. 

The reference to the handling charges 
through the warehouse is not, in our 
opinion, indicative of pickup service hav- 
ing been performed. 


Tariff Interpretation—Intra-Plant 
Switching 


illinois —Question: We have a prob- 
lem which we would like to bring to 
your attention for your answer and 
opinion. 

Our company is comprised of two sep- 
arate plants, one plant being located 
east of 54th Avenue in Cicero, and the 
other plant being located west of 54th 
Avenue. Our two plants are served by 


the B&OCT and the BRC respectively. 
Occasionally we are compelled to have 
cars moved from the east plant to the 
west plant and vice versa. In order for 
the carrier to take care of this move- 
ment, they must move the car from our 
plant 4% mile north in order for them 
to cross over 54th Avenue, and % mile 
south again to the other plant. The car- 
riers have been charging us the regular 
switching rate of $24.00 per car. 

We are contesting same since to us it 
is an intraplant switch. The fact that 
they are compelled to handle this move- 
ment on a round-about way is not due 
to our fault. 

We would like your opinion as to 
whether the regular switching rate ap- 
plies, or whether we are entitled to an 
intra-plant switching charge. 

Answer: It is our opinion that you are 
not entitled to an intra-plant switching 
charge for the reason that an intraplant 
movement is not involved. According to 
the information presented it is clear that 
the switching is between two separate 
plants. 

In this connection, see the Commis- 
sion’s report in Sioux City Terminal Ry. 
Switching, 241 I. C. C. 53. On page 91 
of this report the following definition of 
‘Intraplant Switching” is given: 

“A general class of switching service 
which includes all movements necessary 
to comply with the request of an indus- 
try for the shifting of a car from one 
location within that industry’s plant to 
another location within the same plant, 
when those movements are not essential 
to the performance of the carrier of 
transportation and accessorial services 
specified in carrier’s tariffs.” 


Damages—Measure of 


Ohio.—Question: We made a ship- 
ment by common carrier and the*carrier 
loaded the shipment on two units. Dur- 
ing transit, part of the shipment was 
completely damaged—having only sal- 
vage value. The terms of the sale were 
F. O. B. point of shipment. The con- 
signee has refused to file claim and has 
refused to honor our invoice until the 
damaged units are replaced. Now the 
question arises, can we file claim on the 
basis of the selling price plus prepaid 
freight charges on replaced units less 
salvage value? Or, do we file claim on 
our actual costs plus freight charges and 
less salvage value? Does the F. O. B. 
point affect the basis of the cost of a 
claim ? 

We will appreciate your opinion and, 
if possible, any court ruling supporting 
it. 

Anuswer: Under a sale F. O. B. point 
of origin title to goods ordinarily passes 
to the consignee named in an open bill 
of lading at that point and the consignee 
should file the claim. Grove vs. Brien, 8 
How. 429, 12 Law Ed. 1142; Black vs. 
Southern Ry. Co., 173 S. W., 199; Aydlett 
vs. Norfolk-Southern Ry. Co., 89 S. E. 


1000; Allen vs. Southern Ry Co., 126 


S. E. 722; Parker Buggy Corporation vs. 
Atlantic Coast. Line R. Co., 67 S. E. 251; 
— vs. D. S. Cage Co., 252 S. W. 


Under such circumstances recover of 
the sale price could be had from the 
consignee. 


However, by the weight of authority a 
consignor who makes an express or im- 
plied contract for the transportation of 
property is entitled to sue thereon for 
injury to property, irrespective of 
ownership, but the action will inure to 
the benefit of the consignee or real 
owner. American Ry Express Co. vs. 
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Cole, 37 S. W. 2d 699; Black vs. South- 
ern Ry Co., 174 S. E. 199 Nashville, 
C. & St. L. Ry. Co. vs. Southern Nursery 
Co., 3 Tenn. App. 148; St. Louis, etc. R. 
Co., vs. Brass, 133 S. W. 1075. 


As damages you are entitled to the 
sale price, if not in excess of the market . 
value at destination. Missouri, K. & T. 
Ry. Co. of Texas vs. Witherspoon, 45 
S. W. 424; Gibson vs. Inman Packet Co., 
164 S. W. 280. 


You are not entitled to a refund of 
prepaid freight charges, if the sale price 
not to exceed destination value is re- 
ceived. Olcovich vs. Grand Trunk Ry. 
Co. of Canada, 176 Pac. 459; Kennedy 
vs. Atchison, T. & S. F. Ry. Co., 181 P. 
117; Panhandle & S. F. R. Co. vs. Shell, 
265 S. W. 758; Feelyater vs. Chicago, 
M. & St. P. Ry. Co., 190 N. W. 193. 


Tariff Interpretation—Applicable Rating 
on Steel Bars to be Used as Gun Barrels 


Massachusetts. —.Question: Will you 
please enlighten us on the following: 

A shipment of steel bars to be used 
as gun barrels moved loose at truckload 
weight and 5th class from point A to 
point B, rate of 31c being assessed. Now 
the carrier has rendered a due bill based 
on first class of 88c claiming classifica- 
tion of firearm parts per Item 2, page 
113, National Motor Freight Classifica- 
tion No. 7. The item has been increased 
one class because they were shipped 
loose. Volume weight does not specify 
packing. 

What is the correct classification and 
rating? 

Answer: It is a question of fact as to 
what was actually shipped. There are 
many details that should be known in 
order to determine the answer, such as 
whether the steel bars were cut to a 
specified length, manufactured or proc- 
essed to any degree; also whether the 
article was sold, invoiced, identified, and 
shipped as steel bars or gun barrel ma- 
terial. In this connection, see our an- 
swer to “Canada” on page 1073 of April 
6, 1946 Traffic World and to “Missis- 
sippi” on page 1461 of November 30, 1946 
Traffic World. 


The general rule is that the use to 
which the commodity is put does not 
determine the applicable rate; however, 
it is proper to consider the use to assist 
in determining the character of the com- 
modity. If the commodity shipped was 
sold as steel bars, the rating on steel 
bars is applicable. If on the other hand, 
the commodity was known and sold as 
gun barrel stock or some other similar 
trade name, and was possibly manufac- 
tured to some degree, then we would say 
that the rating on steel bars would not 
apply. 

In connection with the imposition of a 
penalty charge due to improper packing, 
see the provision at the bottom of page 1 
of National Motor Freight Classification 
No. 7, under the caption “Explanation 
of Identity.” 


Item 2, page 113, of National Motor 
Freight Classification No. 7 reads as 
follows: 

“Firearms or parts, N. O. I. in barrels 
or boxes: 

Vol. min. wt. 30,000 Ibs.” 

In accordance with the provision of 
the classification above referred to, it 1s 
our opinion that the package require- 
ments for volume shipments of firearms 
or parts, N. O. I., require their shipment 
in barrels or boxes. Inasmuch as thesé 
requirements were not met the carrier 
is authorized to assess the rate appli- 
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cable to the next higher class, per Rule 
5, if the firearms rating is applicable. 


Freight Forwarders—Liability of 


New York.—Question: Can you give 
some advice on the following problem? 

A local household goods motor carrier 
advertises to the public, ‘Pool Car” serv- 
ice Via railroad on household goods from 
New York City to all points in Cali- 
fornia. 


This local mover picks up the house- 
hold goods at the customer’s premises, 
packs and crates the articles in his ware- 
house and then consolidates them with 
other household goods, in a railroad car. 
The pool car is shipped by railroad and 
is consigned to a local household mover 
in California. This local mover unloads 
the car and delivers the shipments to 
their respective consignees. The furni- 
ture is releasesd at a value of 10 cents 
per pound. 


One particular shipment was received 
damaged in California and local mover 
signed the rail receipt with exceptions 
to cover the damage. 

The customer has filed claim with the 
local mover in New York and refuses to 
file claim with the railroad for the dam- 
age, claiming that the local mover is 
responsible for the shipment for the en- 
tire movement. The local mover claims 
that he acted as agent for the customer 
as he is not a freight forwarder and 
does not require authority under the 
Freight Forwarder Act. 


Can you please advise whether the 
local mover is responsible for the dam- 
age and whether he must file claim with 
the railroad for the 10 cents per pound 


released value and pay the excess dam- 
age over 10 cents per pound. ~ 

Answer: Section 402(a)(5), Part IV 
of the Interstate Commerce Act, pro- 
vides: 

“The term ‘freight forwarder’ means 
any person which (otherwise than as a 
carrier subject to part I, II, or III of 
this Act) holds itself out to the general 
public to transport or provide trans- 
portation of property, or any class or 
elasses of property, for compensation, 
in interstate commerce, and which, in 
the ordinary and usual course of its 
undertaking, (A) assembles and con- 
solidates or provides for assembling and 
consolidating shipments of such prop- 
erty, and performs or provides for the 
performance of break-bulk and distribut- 
ing operations with respect to such con- 
solidated shipments, and (B) assumes 
responsibility for the transportation of 
such property from point of receipt to 
point of destination, and (C) utilizes, for 
the whole or any part of the transporta- 
tion of such shipments, the services of a 
carrier or carriers subject to part I, II, 
or III of this Act.” 

A forwarder or forwarding agent who, 
as agent for the shipper, merely con- 
tracts for the transportation of goods by 
carriers, and who has no interest in 
the freight but receives compensation 
from the shipper as his agent, is not a 
common carrier, and is liable only for 
want of ordinary care. (Ingram vs. 
American Forwarding Co., 25 Pa. Dist. 
503, 505; Stannard vs..Prince, 64 N. Y. 
300). He is not an insurer of the safety 
of the goods during transportation, or 
before, as is a common carrier, but is 
liable only for his own negligence or 
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that of his agents. (Detweiler vs. Adams 
Express Co., 25 Pa. Dist. 503). However, 
where persons calling themselves for- 
warders are so conducting their business 
as to lead the public to believe that they 
are carriers, and are employed as car- 
riers to ship goods without any knowl- 
edge of their true character, they are 
liable as common carriers. (Slutzkin vs. 


. Gerhard & Hey, 191 N. Y. S. 104). Thus, 


an alleged forwarding agent who re- 
ceives goods for transit, issues bills of 
lading, makes contracts in his own name 
with a railroad company for carriage, 
is, as to a person with whom he contracts 
for the delivery of goods, a common 
carrier and liable as such. (Highway 
Freight Forwarding Co. vs. Public Serv- 
ice Commission, 164 A 835. Merchant 
Shippers Ass'n. vs. Kellogg Exp. & Dray 
Co., 170 Pac. (2d)923.) He is also a com- 
mon carrier when he hauls the goods in 
his own vehicles to a railroad, and the 
goods are to be delivered to his agents 
at the place of destination, to be de- 
livered by them finally to the consignee, 
or where he undertakes to transport 
merchandise and delivers it to a carrier, 
paying the freight and providing for re- 
imbursement by draft attached to the 
bill of lading. So, where a forwarder 
undertakes to transport property from 
one city to another, for through rates 
less than the published rates for broken 
lots, which he is enabled to do by ac- 
cumulating property for the given des- 
tination until a car can be filled, and a 
carload is billed to his distributing agent 
at the point of destination, the forward- 
ing agent, while holding the property for 
accumulation, assumes the liability of a 
common carrier. 








MASTERS OF MOVING 
WILL SERVE YOU! 


on Personnel Transfers via Mayflower 


®@Every Mayflower van operator is trained at the May- 
. and the leading 


flower Moving School . . . the first . . 
institution in its field. 


As a student he masters each step in standard Mayflower 
moving practice. When he has proved his proficiency to 
the Mayflower teaching staff, he is permitted to assist expe- 
tienced Mayflower van operators on Mayflower long dis- 
tance moves. And even then, the student becomes a full- 
fedged Mayflower van operator only when supervisors 


tecommend it. 


But that’s not all! After an initial period of service he 
returns again to school .. . to receive further intensive train- 
ing. When this course is completed, he receives his diploma 
+. and he’s truly a Mayflower Master of Moving! 





. .. another important reason why 
a Mayflower move is safe and we 
easy... every time, everywhere 
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Mayfiower's organization of se- 
lected warehouse agents provides 
on-the-spot representation at the 
most points in the United States 
and Canada. Your local Mayflower 
agent is listed in the classified sec- 
tion of your telephone directory. 
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AERO MAYFLOWER TRANSIT CO. + INDIANAPOLIS, INDIANA 





Your North American agent places 
at your disposal a gigantic fleet of 
modern vans and equipment . 
America’s most dependable transpor- 
tation service, assuring the safe and 
“on time” delivery of your goods. 
Consult your classified phone direc- 
tory for your local agent. 


Warehouse facilities 
across the nation. 


IN MOVING PERSONNEL... 
the Best Costs No More! 


Our rates are identical with those of more fhan two 
thousand other companies under the same tariff. Take 
advantage of more than 50 years’ experience in handling 
of all details — anytime, anywhere — call or wire us for 
— PROMPT SERVICE! 
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——————- MOVERS 
Agents United Tee Lines, Inc. 


MAIN OFFICE: BALTIMORE — BROADWAY 7900 . 
DEPENDABLE SINCE 1896 


ALASKA 


"en 


General Offices: 
FORT WAYNE, IND. 


NEW, FASTER 4-ENGINE 


AIR CARGO SERVICE 
COAST-TO-COAST 


Giant United Cargoliners get 

the goods there first, speed 

your sales. Attractive rates. 
* 


UNITED AIR LINES 
Pickup and Delivery 


TRAFFIC WORLD 


Docket of 
the COMMISSION 


NOTE: Items in the docket marked with an 
asterisk (*) have been added since the last 
issue of THE TRAFFIC WORLD. New assign- 
ments now on the Commission’s docket of 
dates later than herein shown will not bear 
asterisks when they do appear. Current. can- 
cellations and postponements announced too 
late to show the change in this docket will 
be noted elsewhere. 


October 13—Atlanta, Ga.—State Comm.—Jt, 
Bd. 101: 


MC 108626, Sub. 1—Bishop’s Transfer, Tif. 
ton, Ga., contract carrier application. 
October 13—Atlanta, Ga.—State Comm.—Ex- 

aminer Yardley: 

MC 19227, Sub. 38—Leonard Bros. Transfer 
& Storage Co., Inc., Extension, Oil Field 
Equipment, Miami, Fla. 

October 13—Augusta, Ga.—U. S. Ct.—Exam- 
iner Forbes: 

MC-F 3533—Joel W. Wright et al., control; 
Queen City Coach Company and Smoky 
Mountain Stages, Inc., control, Georgia, 
Florida Coaches, Inc. 

October 13—Chicago, ili._—Main P. O. Bldg.— 
Jt. Bd. 149: 

MC 66562, Sub. 814—Railway Express Agen- 
cy, Inc., New York, N. Y., cOMmon car- 
rier application. 

October 13—Chicag®, IIl.—Main P. O. Bldg.— 
Examiner Cosby: 

MC 107227, Sub. 10—Insured Drive-Away 
Service, Inc., San Francisco, Calif., com- 
mon carrier ‘application. 

MC 30837, Sub. 61—Kenosha Auto Trans- 
port Corp., Kenosha, Wis., common car- 
rier application. 

October 13—Chicago, III.—State Comm.—Ex- 
aminer Smith: 

MC-F 3555—Charles E. Stilson and James 
B. Godfrey, Jr., control; Great Ameri- 
can Dispatch, Inc., purchase, Jacob W. 
Wiederspan (Ester B. Wiederspan, Ad-« 
ministratrix); and (portion) Earl F. Buck- 
ingham et al. 

October 13—Columbus, 0.—Old P. O. Bldg.— 
Jt. Bd. 208: 

MC 108663—B. C. Koch, Vandalia, O., com- 
mon carrier application. 

October 13—Columbus, 0.—Old P. O. Bldg.— 
Jt. Bd. 117: 

MC 106592, Sub. 2 — Middletown-Oxford 
Coach Line, Oxford, O., common carrier 
application. 

October 13—Des Moines, la.—U. S. Ct.—Jt. 
Bd. 92: 


MC 70451, Sub. 65—Watson Bros. Transpor- 
tation Co., Inc., Omaha, Neb., common 
carrier application. 

MC 107815, Sub. 2—Iowa Coaches, Inc., Du- 
buque, Ta., common carrier application. 

October 13—Detroit, Mich.—Hotel Ft. Shelby 
—Examiner Banks: 

W-751, Sub. 2—Commercial Barge Lines, 
Inc., extension, Cincinnati. 

W-751, Sub. 3—Commercial Barge Lines, 
Inc., extension, Missouri River. 

October oo Tex.—Fed. Bldg.—Jt. 


MC 58182, Sub. 2—Mack’s Motor Coaches, 
Lufkin, "Tex., common carrier application. 
MC 46054, Sub. 50—Brown Express, San 
—* Tex., common carrier applica 
on 
October 13—Las Vegas, Nev.—Chamber of 
Commerce—Jt. Bd. 30: 
MC 106022, Sub. 1—V. B. Morgan Co., Te 
copa, Calif., common carrier application. 
October 13—New York, N. Y.—641 Washing- 
ton St.—Examiner Badian: 
MC 105997, Sub. 4—Oil Ways Co., Nutley, 
N. J., contract carrier application. 
MC 107857, Sub. 1—W. Stokes, Lynbrook, 
N. Y., common carrier application. 
MC 107940, Sub. 2—Messina & Briante, Port 
— N. Y., common carrier applica- 
on. 


Charters e Documents e Expediting e Transhipping 


ORIENT AiR FREIGHT TERMINAL Co. 


AIR SERVICE 


Teletype SE 172 


BOEING FIELD, SEATTLE 8, WASHINGTON 


Telephone LAnder 2611 
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The October 4th Editorial in Traffic World 
Told Some Things About ABP Month 


We Want 
to Tell You 
More! 


There is a lot to be told about ABP Month 
as far as Traffic World is concerned. After 
all, for us, ABP Month is not just the month 
of October. With Traffic World, ABP Month 
is every month, just as in transportation 
every month is Perfect Shipping Month 
despite the fact that April each year is desig- 
nated as a special observance of the Perfect 
Shipping: principles. 


Last week’s editorial, in telling you that 
ABP stands for Associated Business Papers, 
gave you complete details on what this asso- 
ciation is, and how its magazine members 
pass on its benefits to both readers and 
advertisers. 


A Select Group 


Because Traffic World is one of the select 
business magazines that is privileged to be- 
long to ABP, we have full access to the ever- 
changing “keys” opening the parade of doors 
to up-to-the-minute publishing policies and 
practices. 
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There are many things we’ve done with 
Traffic World, utilizing these “keys,” and we 
expect to continue to do so; not just during 
the month of October—ABP Month—but 
during twelve months a year. 


Our New Section 


, 


A current example of using these “keys” 
of modern publishing practices is our new 
monthly Mechanized Freight Handling and 
Packaging Section, the initial installment of 
which appears in this issue. 


This new section was set up and will con- 
tinue to be kept up-to-date in line with what 
you want as a reader, and also in accordance 
with the experiences of our editors in inter- 
changing ideas with fellow ABP editors. 


* * * 


‘ We wanted to tell you this little additional 
bit about ABP Month, although there is 
plenty more to be told. 





We Message Number 2 of our ABP series running in October 
(Message Number 1 appeared on page 927, October 4 issue) 
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MC 52579, Sub. 10—Gilbert Carriers Corp., 
ae York, N. Y., common. carrier appli- 
cation. 

October 13—New York, N. Y.—641 Washing- 
ton St.—Examiner Cunningham: 

MC 108553—American Delivery Co., 
New York, N. 

October 13—Providence, R. 
Bidg.—Examiner Murphy 

MC-F 3498—Harry Finkel, 
Transport Co., Inc., 
Aiello. 


Inc., 
——— P. O. 


Control; Fish 
Purchase, Thomas 


October 13—St. Paul, Minn.—Uptown Station, 
Fed. Ct. Bldg.—Examiner Williams: 
1. & S. M-2758—Cleaning compounds, Twin 
Cities to Fargo, N. D. 
ae —— a! Francisco, Calif.—P. O. Bldg. 


MC 92007, Sub. 3—T. Peters, Gustine, Calif., 
contract carrier application. 
oe: * oa. Francisco, Calif.—P. O. Bldg. 


MC 108398, Sub. 1—Fortier Transportation 
= Co., Fresno, Calif., common carrier appli- 


October 14—Amarillo, Tex.—Herring Hotel— 
Jt. Bd. 77: 


MC 61440, Sub. 32—Lee Way Motor Freight, 
Inc., Oklahoma City, Okla., common car- 
rier application. 

wns ° — Ga.—State Comm.—ZJt. 

MC 108949—Interurban Transit Lines, Inc., 
Atlanta, Ga., common carrier application. 

October 14—Boston, — —New P. O. Bidg. 
—Examiner Murphy: 

MC-F 3573—Aime v. and Eugenie B. Plante, 
Control; Robert’s Express, Inc., Purchase, 
J. J. Holland, Inc. 

October se—-Obienge ili._—Main P. O. Bldg.— 
Examiner Cos 

MC 52633, Sub. 43--Mathews Trucking Co., 
Rochester, N. Y., common carrier appli- 
cation. 

MC 52633, Sub. 41—Mathews Trucking, Co., 
Rochester, N. Y. 

October 14—Columbia, Ss. C.—Wade Hampton 
Hotel—Examiner Forbes: 

MC 61045, Sub. 8—T. G. Griggs Trucking 

s Ruby, S >c., common carrier applica- 
jon. 

October 14—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 177: 

MC 7054, Sub. 2—Buffalo, Union-Carolina 
Railroad, Union, S. C., common carrier 
application. 

a oe aoe, © —Old P. O. Bldg.— 

MC 108770—A. Link, Toledo, O., contract 
carrier application. 

October 14—Columbus, 0.—Old P. O. Bldg.— 
Examiner Van Dyke, Jr.: 

MC 108936—R. D. Winch, Bucyrus, O., com- 
mon carrier application. 

a, > — Oo.—P. O. Bidg.—ZIt. 


MC 50404, Sub. 7—The Maxwell Co., Cin- 
cinnati, O., contract carrier application. 
~~“, _— Moines, la.—U. S. Ct.—Jt 


MC 108694—J. W. Evans, Williamsburg, Ia., 
common carrier application. 

Come — Moines, la.—U. S. Ct.—Jt. 
MC 2037, Sub. 1—Chas. M. Milller, Grant 
City, Mo., common carrier application. 
ee “ee Tex.—Fed Bldg.—Jt. 


MC 29778, Sub. 53—Yellow Transit Co., Ok- 
lahoma’ City, Okla., common carrier ap- 
plication. 


October 14—Houston, Tex.—Fed. Office Bldg. 
Jt. Bd. 33: 


MC 109032—Comet Motor Coaches, Nacog- 
doches, Tex., common carrier application. 


October 14—Houston, Tex.—Fed. Bldg.—2Jt. 
Ba. 77: 


MC 29778, Sub. 53—Yellow Transit Co., 
Oklahoma City, Okla., common carrier 
application. 

oun a , Tenn.—U. S. Ct.—Jt. 


MC 65697, Sub. 
Atlanta, Ga. 
October 14—Newark, N. J.—State Comm.— 

Examiner Badian: 
McC 108771—Trio Trucking Co., Newark, N. 
J.. common carrier application. 


October 14—New York, N. Y.—641 Washing- 
ton St.—Examiner Cunningham: 

Mc 108888 — United Carriers Corporation, 

New York, N. Y., common carrier applica- 


tion. 

MC 108925—A. Fiore, New York, N. Y., 
contract carrier application. 

October 14—St. Louis, Mo.—Mark Twain Ho- 
tel—Examiner Smith: 

MC-F 3496—H. M. Florman et al., 
Associated Transports, Inc., purchase, 
Speedway Transports, Inc., and (portion) 
Automobile Convoy Company. 


October 14—St. Paul, Minn.—Uptown Station, 
Fed. Ct. Bldg.—Examiner Williams: 

lI. & S. M-2768—Sugar, Billings, Mont., to 
Twin Cities, Minn. 

eter ee Francsico, Calif.—P. O. Bldg. 

MC 6998, Sub. 1—Gilboy Co., San Francisco, 
Calif., common ge application. 

MC 24216, Sub. 1—H. Garrett, Hollister, 
Calif., common pn application. 

MC 78786, Sub. 160—Pacific Motor Trucking 
Co., San Francisco, Calif., common car- 
rier application. 

October 14—Washington, 
Lawton: 

1. & S. M-2775—Household Goods, Charges 
for Expedited Service. 

October 15—Charleston, W. Va.—Fed. Bldg.— 
Examiner Van Dyke: 

MC 552, Sub. 3—E. S. Cooper and Clyde 

Law, Beckley, West Virginia. 


October a ge ag S..C.—Wade Hampton 


12—Theatres Service Co., 


control; 


D. C.—Examiner 


Hotel—Jt. Bd 

MC 55858, Sub. 24—Huckabee Transport 
Company, West Columbia, S. C., common 
carrier application. 

October 15—Columbia, S. C.—Wade Hampton 

Hotel—Examiner Forbes: 

MC-F 3213—W. Vance Howard et al., con- 
trol; Howard Motor Lines, Inc., purchase 


(portion), Smith Dray Line & Storage Co.,. 


Ine: 
October 15—Concord, N. H.—State Comm.—SJt. 
Bd. 186: 


McC 75874, Sub. 13—Boston & Maine Trans- 
portation Co., Boston, Mass., common car- 
rier application. 

October 15—Concord, N. H.—State Comm.— 
Examiner Murphy 

MC-F 3568—Harry D. Zabarsky, control; 
St. Johnsbury Trucking Co., Inc., pur- 
chase (portion), Norman H. ‘Aliber. 

October 15—Detroit, Mich.—Ft. Shelby Hotel 
—Examiner Banks: 

29741—Adrian Grain Company, 
Ann Arbor, et al. 


—— en. Tex.—Fed. Bldg.—ZJt. 
MC 1124, Sub. 60—Herrin Transportation 

Co., Houston, Tex., common carrier appli- 
cation. 

October 13—Las Vegas, Nev.—Chamber of 
Commerce Room—Jt. Bd. 168: 

* MC 32117, Sub. 10—Bush Brothers Truck 
Line, Salt Lake City, Utah, common car- 
rier ‘application. 


et al. vs. 


THE PUERTO RICO MARKET 


Trade center of the Caribbean ... worthy of 
your consideration in planning for expanded 
markets ... Puerto Rico is served regularly 


from Pacific Coast ports by Pope & Talbot 
Lines. Write for sailing schedule. 


POPE & TALBOT LINES 


7 


“North Western” places at your disposal 
nearly 10,000 miles of rail transportation 
in nine mid-western states. 


CHICAGO and NORTH WESTERN SYSTEM 


PIONEER RAILROAD OF CHICAGO AND THE WEST 


TRAFFIC WORLD 


Octaher irene City, la.—Fed. Bldg.—Jt. 


MC 31668, Sub. 4—R. M. Marshall, 

Ia., common carrier application. 
—_—- — City, la.—Fed. Bldg.—Jt, 

MC 46880, Sub. 2—E. Haydon, Elma, Ia,, 
common carrier application. 

October 15—Newark, N. J.—State Comm,— 
Examiner Badian: 

MC 63870, Sub. 1—Woodmont Transporta- 
tion Co., Woodmont, Conn., common car- 
rier application. 

opener em N. J.—State Comm.—IJt, 


MC ot, Sub. 1—Sadie Shapiro, Brooklyn, 


October Pam Ft rene Ore.—Multnomah  Ho- 
el— d. 

MC 2890, Sub. 8—American Buslines, Ince, 

Chicago, Ill., common carrier application. 
October 15—Raleigh, N. C.—Sir Walter Hotel 
—dJt. Bd. 103: 

MC 107562, Sub. 5—C. W. Griffin Trucking 
Co, Fayetteville, N. C., contract carrier 
application. 

October 15—St. Paul, Minn.—Uptown Station, 
Fed. Ct. Bldg. —Examiner Williams: 

1. & S. M-2769—Petroleum products, Iowa, 
Michigan, Minnesota, North Dakota, Wis- 
consin. 

October 15—Tulsa, Okla.—P. O. Bldg.—Exam- 
iner Smith: 

MC-F 3508—Agnes I. 
trix), control; Keystone Freight Lines, 
lease (portion), W. G. Burgess. 

MC-F 3509—Les H. Jones, control; South- 
ern Express, Inc., lease (portion) and 
purchase, W. G. Burgess. 

Finance 15837—Southern Express, Inc., issu- 
ance of notes. 

October 15—Washington, D. C.—Argument— 
Commissioner Patterson: 

29640—Edmund McCarthy vs. Erie Railroad 
Company. 

October 15—Washington, 
Weems: 

"tory. S. 5484—Paperboard in official terri- 
ory 
-& Ss 5484 (1st supplemental)—Paperboard 
in official territory. 

. & S. 5484 (2nd supplemental)—Paperboard 
in Official territory. 

October 15— Washington, D. C. — Examiner 
Hanson: 

29771—National Trucking and Storage Co., 
ine., v8. P...R.. RB. 

October 15—Washington, 
Patrick: 

MC-F 3468—Victor Lynn Lines, Inc., pur- 
chase (portion), R. J. Hutchinson. 
October 16—Boston, Mass.—New P. O. Bidg. 
1—W. A. Kelly, Brighton, 


—Examiner Murphy 

MC 19867, Sub. 

Mass., common carrier application. 
October 16—Charleston, W. Va.—Fed Bldg.— 
Examiner Van Dyke, ar; 

MC 32562, Sub. 3—Point Pleasant bi ae oe 
tation Co., Inc., Point Pleasant, . van 
common carrier application. 

Ceeemer ot sane harleston, W. Va.—Fed. Bldg.— 


Jt 
MC 61947, Sub. 17—Consolidated Bus Lines, 
common carrier 


Osage, 


Davis (Administra- 


D. C. — Examiner 


D. C.—Examiner 


Inc., Bluefield d, W. Va., 
application. 

October 16—Columbia, S. C.—Wade Hampton 
Hotel—Examiner Forbes: 

MC-F 3582—J. M. Spence, Control; Caro- 
lina Norfolk Truck Line, Purchase (por- 
tion), Southern States Motor Lines, Inc. 

—— 1180s Bay, Ore.—City Hall—Jt. 


MC 108818, Sub. 1—I. M. Beebe, common 
carrier application. 

MC 108820, Sub. 1—D. L. Spicer, common 
carrier application. 











Oct 
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d. Bldg.—jt,.@ MC 108720, Sub. 1—P. N. Greene, oe Bay, 
Ore., common carrier Fee 

rg Osage, § MC 108819, Sub. 1—B. Sells, Eastside, 
Ore., common carrier Se mage oo 

. "Bldg. —Jt.—§ MC 108821, Sub. 1—E wicker, Coos 


Bay, Ore., common carrier application. 

MC 108877, Sub. 1—J. W. Cook, Coos Bay, 
Ore.. common carrier application. 

MC 109075—B. R. Beltran, Coos Bay, Ore., 
common carrier application. 

mC 109085, Sub. 1—R. F. Schreur, Coos Bay, 
Ore., common carrier ap lication. 

MC 1069180, Sub. 1—L. Kyle, North Bend, 
Ore., common carrier application. 

October 16—Fort Worth, Tex.—Hotel Texas 
—Examiner Mohundro: 

FF-95, Sub. 2—Lifschultz Fast Freight, ex- 
tension, West and Midwest. 


October 16—Houston, Tex.—Fed. Office Bldg. 
—Jt. Bd. 77: 


MC 109061—B. B. Tood, Mexico City, Dis- 
trict Federal, Mexico, common carrier ap- 
plication. 


Oaeber Fair aic City, la.—Fed. Bldg.—Jt. 
MC 63973, Sub. 3—Kaler Freight Line, Ma- 


1, Elma, Ia,, 


ate Comm,.— 












, Transporta- 
common car- 


e Comm.—Jt, 
ro, Brooklyn, 
tnomah © Ho. 
suslines, Inc,, 


r application’ 
Walter Hotel 











iffin Trucking 
ntract carrier 


town Station, 


Villiams: son City, Ia., common carrier application. 
oducts, Iowa, —Fe Bl snes | 
Dakota, Wis. eer — oe City, la. d. dg.—IJt. 
MC 108337—Sage Truck Line, Mason City, 
Bldg.—Exam- Ia., contract carrier application. 


(Administra- 
reight Lines, 
zeSs. 

yntrol; South- 
(portion) and 


orp iene N. J.—State Comm.—2Jt. 









#MC 3698, Sub. 14—DeCamp Interstate Trans- 
it Co., Livingston, N. J. 


October 16—Phoenix, Ariz.—State Comm.— 
Examiner Snider: 

29713—-Arizona Sand and Rock Co. vs. 
Southern Pacific. 


October 16—St. Paul, Minn.—Uptown Station, 
Fed. Ct. Bldg.—Examiner Williams: 

MC-C 899—Application of Eugene Kirkpat- 
rick, Sr., for relief under proviso of sec- 
tion 218(a) of Interstate Commerce Act. 

October 16—Washington, D. C.—Oral Argu- 
ment—Division 3: 
29480—The American Steel Abrenives Ae et 

7 es Aberdeen and Rockfish R . ie. 

—Paperboar et a 

° , 29480, Sub. 1—The Steel Blast Abrasives S 
2 al. vs vs. Aberdeen and Rockfish R. 

0. e 

oei—Sine City of Buffalo vs. The New 

York Central R. R. Co. 


oss, Inc., issu- 
—Argument— 
Erie Railroad 
>. — Examiner 
Official terri- 


)— Paperboard 


>. — Examiner 
| Storage Co., 


C.—Examiner 





October 16—Washington, D. C.—Argument— 
Commissioner Miller: 
R. Williams and Co., Ine., vs. 


N. Y. C., et al. 
pee iG 17—Atlanta, Ga.—State Comm.—JIJt. 


d. 99: 

MC 43038, Sub. 338—Commercial Carriers, 
Inc., Detroit, Mich., common carrier ap- 
plication. 

October 17—Charleston, W. Va.—Fed. Bldg. 
—Examiner Van Dyke, Jr.: 

* MC 21958, = 1—Starck Moving & Storage, 
Weirton, . Va., common carrier appli- 


cation 

Onteher 17—Charleston, W. Va.—Fed. Bldg.— 
Examiner — Dyke, Jr.: 

* MC 106241, . 5 -Crawfora Transport Co., 
Inc., Hunting W. Va., common car- 
rier. applicatio 

October 17—Chica ~% i.—Main P. O. Bldg. 
—Examiner liams: 

MC C-914—Meats, packing-house products, 
Waterloo to Chica cago. 
ag Moraes Tex.—Baker Hotel—Ex- 


MC-F 3512—J. V. Braswell, Purchase (por- 
tion), Herrin Transportation Co. 
weer 17 Houston, Tex.—Fed. Office Bldg. 


MC 106756—International Express Limited, 
Houston, Tex. 
October 17—Lynchburg, Va.—U. S. Ct.—Ex- 
aminer Russell: 
SS ee Shoe Co., Inc., vs. Nor- 
folk and Western Ry. et ai. 
October 17—Mason City, la.—Fed. Bldg.—Ex- 
aminer Burge: 
MC 109018, Sub. 1—C. D. Herme, Mason 
City, Ia., contract carrier application. 


October 17—Newark N. J.—State Comm.—Ex- 
aminer Badian: 
MC 108732— Kraft Motor Transportation, 
a N. J., contract carrier aplpica- 
MC 21694, Sub. 3—F. H. D. Trucking Co., 
Brooklyn, N. Y., common carrier applica: 
on 


Cotmber an. eee, N. J.—State Comm.—4IJt. 


MC 2890, Sub. 9—American Buslines, Inc., 
Chicago, Ill., common carrier application. 
outer” 17—Portland, Ore.—Multnomah Ho- 

tel—Jt. Bd. 45: 

MC 89084, Sub. 2—Interstate Heavy Hauling 
Co., Portland, Ore., common carrier ap- 
plication. 
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October 17—Raleigh, N. C.—Sir Walter Hotel 
—Examiner Forbes: 

MC-F 3550—Alabama Mineral Land Co. et 
al., Control; Malone Freight Lines, Inc., 
ee G. and M. Motor Transfer Co.. 
ne 


October 17—Washington, D. C.—Director Seal: 
* W-896, Sub. 6—Newtex Steamship- Corpora- 
tion, extension, Boston and Baltimore. 


October 20—Camden, N. J.—U. S. Ct.—Exam- 
iner Badian: 

MC 44182, Sub. 9—W. W. Smith, Philadel- 
phia, Pa., common carrier application. 
MC 70833, "Sub. 4—J. Zogorski, Newtown, 

Pa., common carrier application. 


October 20—Chicago, III -—Main P. O. Bidg. 
—Examiner Mohundro 
MC C-907—Trans ortation activities of Mid- 
west Transfer Co. of Illinois et al. 


October 20— Chicago, Ili.—U. S. Customs 
House—Examiner Banks: 
29743—-Hygrade Food Products Corp. vs. 
C. & O., et al. 


October 20—Chicago, I!l.—Main P. O. Bldg.— 
Examiner Mohundro: 
MC F oe E. Grinpas, purchase (por- 
tion), J. Austgen. 

MC F-3375—Michael King, control, Nowak 
Trucking Co., purchase ineportion), Mid- 
west Transfer Co. of Illino 

MC F-3448—Michael King, control; 
Trucking Co., purchase (porti on), The 
Emery sportation Co. 

MC F-3524—David H. Ratner, investigation 
of control, ee Trucking Co. et al. : 
ic F “Dav Ratner, control; The 
Emery Transportation Co., purchase (por- 
ten), Columbia Transportation Service, 


ue F-3551—J. E. Grinpas, control; South- 
west Freight Lines, Inc., purchase, Perry 
A. Brooks. 


Nowak 


C 9685, Sub. 4—Emery Transportation Co., 
extension, foodstuffs. 
C 9685, Sub. 8—Emery Transportation Co., 
extension, Tinplate 
McC 52455, Sub. 14—Nowak Trucking Co., 
extension, mineral wool. 
C 78261, Sub. 22—Hellen Lipson, execu- 
trix et al., of estate of Harry Ratner, 
deceased, extension, special commodities. 
Mc 107640, Sub. 1—Midwest Transfer Co 
of Illinois, extension, malt beverages. 
MC 107640, Sub. 4—Midwest Transfer Co. of 
Illinois, "extension, fencing materials. 








es, Inc., pur- 
chinson. 
vy P. O. Bidg. 


ly, Brighton, 
lication. 
—Fed Bldg.— 


sant Transpor- 
sant, W. Va., 


—Fed. Bldg.— 


ted Bus Lines, 
mmmon carrier 





Vade Hampton 





Sontrol; Caro- 
->urchase (por- 
or Lines, Inc. 
City Hall—Jt. 


eebe, common 







picer, common 
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E WEST 









on 
Economical 


Ww 
Modern 


Port of GULFPORT 













Regular sailings to ali parts of the world. Ample space for the 
assembly of cargo. Avoid demurrage and excessive handling 
charges. Specify the Port of Gulfport. 


GULFPORT PORT COMMISSION 


A. S. Johnson, Port Director @® Gulfport, Mississippi 


ail 
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October 20—Chicago, Iil.—Main P. O. Bldg.— 
Examiner Mohundro: 
Sub. 9—Emery Transportation Co. 
Extension, Jeffersonville Radius. 
wa 20—Dubuque, ia.—U. S. Ct.—Jt. Bd. 


MC 108962—Leytem Trucking Co., Dubuque, 


Ia., common carrier a 
ony. 20—Dubuque, ia.—U. S. Ct.—Jt. Bd. 


MC 69224, Sub. 18—H. & W. Motor Express 
Co., Dubuque, Ia., common carrier appli- 


cation. 
October 20—Houston, Tex.—Fed. Bldg.—Ex- 
aminer Dahan: 
MC 108590— Transportation Service Co., 
Houston, Tex., cOmmon carrier applica- 


October 20—Los Angeles, Calif.—Fed. Bldg.— 
Examiner Snider: 

29744—-Longview Fibre Company vs. Great 
Northern Ry., et al. 

October 20—New York, N. Y.—641 Washing- 
ton St.—Examiner Naftalin: 

ues. 528—Increased rates, Middle Atlantic 

ates. 

MC-C 882—Increases, Middle Atlantic, New 
England Territories. 

October 20—New York, N. Y.—641 Washing- 
ton St.—Examiner Cunningham: 

MC 621, Sub. 1—-Return ads Bureau, 
Inc., Long Island City, N. Y., common 
carrier application. 

October 20—New York, N. Y.—641 Washing- 
ton St.—Examiner Naftalin: 

MC C-544—Increases, Middle Atlantic, Cen- 
tral Territories. 


October 20—Seattle, Wash.—Fed. Office Bldg. 
—dJt. Bd. 45: 


MC 6156, Sub. 2—Eads Transfer, Inc. Olym- 
pia, Wash., common carrier’ application. 


October 20—Washington, D. C.—Oral Argu- 
ment—Division 3: 

1. & S. 5500—Unloading Charges Fruit and 

Vegetables, New York and Philadelphia. 


October 20—Washington, D. C. — Examiner 
Kassel: 


Ex Parte MC 19—Practices of Motor Com- 
mon Carriers of household goods. 
October 21—Atilanta, Ga.—State Comm.—Ex- 
aminer Yardley: 


MC 89852, Sub. 2—Sewell Transfer Co., 
Newnan, Ga., contract carrier application. 


Best Service 


cAGO an 
and from cht 
(DELPHIA; and from 
PHILADE NEW YORK, 
TEXAS. 


HONE FOR INFO 


CLIPPER CARLOADING CO. 


323 W. POLK ST., CHICAGO 7, ILL. WABASH 5515 


“ NEW YORK + PHILADELPHIA » BALTIMORE ° 


See your Telephone Directory 


RMATION 


It’s a 
FRISCO FASTER 
FREIGHT FACT... 


October 21—Camden, N. J.—U. S. Ct.—Ex- 
aminer Badian: 
Cc ‘W. E. Buckman, Newtown, Pa., 
common carrier application. 

October 21—Chicago, IIl.—U. S. Customs 
House—Examiner Banks: 

29737—-Empire Steel Corp. vs. B. & O., et al. 
October 21—Dubuque, la.—U. S. Ct.—Jt. Bd. 


92: 
MC 69224, Sub. 17—H. & W. Motor Express 
Co., Dubuque, Ia., common carrier appli- 


cation. 
oe. 21—Dubuque, la.—U. S. Ct.—Jt. Bd. 


111: 

MC 104571, Sub. 1—Clark Transfer & Stor- 
age, Dubuque, Ia., common carrier ap- 
plication. 

OctOber 21—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 

MC 3166, Sub. 8—Service Driveaway Corpo- 
ration, Grand Prairie, Tex., common car- 
rier application. 

October 21—Houston, Tex.—Fed Bldg.—Ex- 
aminer Dahan: 

MC 108710—Sunshine Transfer, Moving and 
Storage Co. ort Arthur, Tex., common 
carrier application. 

October 21—L0os Angeles, Calif.—Fed. Bldg.— 
Examiner Snider: 

29682—Union Oil Company of California vs. 

Great Northern Ry. 
October 21—Nashville, Tenn.—Andrew Jack- 
son Hotel—Examiner Sharp: 
29800—Increases in Tennessee Freight Rates 
and Charges. 
OctOber 21—New York, N. Y.—641 Washing- 
ton St.—Examiner Cunningham: 

Mc 58813, Sub. 5—Selman’s Express, New 
York, N. Y., common carrier application. 

MC 108871—R. L. Trucking Corp., Yonkers, 
N. Y., contract carrier application. 

aes ~ oe Wash.—Fed. Bidg.—Jt. 


* MC 1129, Sub. 1—Interstate Freight Lines, 
Inc., Seattle, Wash., common carrier ap- 
plication. 


October 21—Seattle, Wash.—Fed. Bldg.—ZJt. 
Bd. 45: 


* MC 108703, Sub. 3—Lee & Estes, Inc., Seat- 
tle, Wash., common carrier application. 
October 21—Washington, D. C.—Argument— 
Division 3: ’ 
29379—-Stauffer Chemical Co. vs. A. T. & 
S. F. et al. 


TRAFFIC WORLD 


October 21—Washington, D. C.—Oral Argu- 
ment—Divison 3: 

1. & S. 5478 and First Supplement—Vege. 
tables and Avocadoes, South to Officia) 
Territory. 

October 21—WashingtOn, D. C.—Examiner 
Harrison: 

MC 104340, Sub. 56—Leaman Transportation 
Co., Inc., Downingtown, Pa., common car 
rier application. 

Cc » Sub. 57—Leaman Transportation 
Co., Ine., Downingtown, Pa., common 
carrier application. 
October 22—Camden, N. J.—U. S. Ct.—Exam- 
iner Badian: 

MC 10115, Sub. 1—G. D. Kratz, College. 
ville, Pa., common carrier application. 

October 22—Davenport, la.—U. S. Ct.—Ex. 
aminer ee: 

MC 109021—Airport Limousine Service, Mo- 
line, Jll., common carrier application. 
October 22—Newark, N. J.—State Comm.— 

Jt. Bd. 119: 
MC 12391—Journal Square Travel Bureau, 
Jersey City, N. J., broker application. 
October 22—New York, N. Y.—641 Washing- 
ton St.—Examiner Lawton: 
* MC-C 901—Loring P. Jones et al. vs. Rock- 
land Coaches, Inc., et al. 
October 22—Washington, D. C.—Examiner 
Van Dyke: 

MC 4484, Sub. 19—Moore-Flesher Hauling 
ca. Pittsburgh, Pa. 

October 23—Birmingham, Ala.—Thomas Jef. 
ferson Hotel—Examiner Russell: 

29757—C. A. Tillman and A. E. Levenson, 
d.b.a. Tillman & Levenson vs. L. & N. 


et al. 
October 23—Camden, N. J.—U. S. Ct.—Ex- 
aminer Badian: 

MC 1024, Sub. 4—Ferris & Roseborough, 
Inc., North Bergen, N. J., common car- 
rier application. 

MC 265, Sub. 13—Quaker City Bus Co., Phil- 
adelphia, Pa., common carrier ‘eo 

MC 109010—Seymour Schwartz, Scranton, 
Pa., common carrier application. 

October 23—Chicago, IIl.— U. S. Customs 
House—Examiner Banks: 

29740—Royal Manufacturing Co. vs. Lehigh 

Valley R.R., et al. 
<7 Deere atlas la.—U. S. Ct.—ZIJt. 


MC 52746, Sub. 29—Knaus Truck Lines, 


The Port of San Francisco 


OO 


FORT WORTH + HOUSTON * SAN ANTONIO * DALLAS 


“uD 


Frisco uses the “Chore Boy” 
that carries up to half-a-ton 
of merchandise — and Fork 
Lift Trucks at all principal 
freight terminals . . . Reduc- 
ing delays ... Minimizing 
damage... Giving shippers 
full benefit of their own mod- 
ern handling methods. Ship 


Frisco ! 


Center of Pacific Coast Shippin 
* ne 


for a Century 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco. Calif. 


St Serving the WEST 
and SOUTHWEST 





